ofOTTflncf 



Xhis on* 




■QQ- 



N5U-7YNn 




QANTAS 1919-1939 



JOHN GUNN 



University of Queensland Press 

ST LUCIA • LONDON • NEW YORK 



Fust pubUabcd 1985 by Univtniiy of Qntnulanrt Piftt 
Boi 42, St Loda, Qmtnilmd, AnMnHa 

© Qantas Airways limited 1985 

This book is copvrichr Apart from any fair dealing for the 
purposes ot private study, research, cniicisin or review, as 
pWlillwl noder the Oopfo^ Aa, no pan may be reproduced 
by any process without wrimn penaiaiioii. fiaipiiriei dioald 
be made to the publisher. 

Typeset by University of Qucouiaad Pra» 

Designed by Horslqr Dawaim 

Printed in AiMiaUa Globe Fkw Plj Ijd, Mdbowne 

Distributed in die USA HBd GHwda t9 die Uoheniqr of Qneeaa^^ 
5 Soodi UnkM Soeet, hmnoett Man. 01M3 D8A 



Cauloguing in Publication Data 

National Library of Australia 

Guim, Jolin, 1925- . 
The Defeat of Diuance: QAMTAS 1919 lo 1999. 

Bibliography. 
Includes indeiL 

1. Qutaa Aicwayt — Histoiy. 

Ifittoiy. 1. Ude. 
387.7065*94 

IMnuy tf Omgrnt 

Gunn, John, 1925- . 
The Defeat ofDiitaDCc: Quiiaa 1919 to 1939. 

Bibliography: p. 
Includes index. 

1. Quitaa Aimgw — HiMOfy. L Tkle. 
HB9089.Q33Ga6 1989 367.706^94 84-11978 
ISBN 0 7022 1707 7 



Copyrighted material 



To Paul McGinncss, Hudson FyBh and Fergus McMaster, 
founders of Qantas 
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. . . we shall in one bound be loosened from the fetters 
imposed by our remoteness and brought in close touch with 
the western world. 

Williani Hughes, Hansardy 22 November 1921 
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Preface 



Qanias is, in terms of Australian history, an unusual institu- 
tion. It hid itt roots in our frioneering outbadk tnifition, in 
wtsiem Qiimitland» in the uminial and tiiatained oontnbiir 
tkm of Anstralia to the early jeais of aviation and in tbe 
national esperience and aftermath of World War I. As it grew, 
it combined the enterprise^ tenacity and idealism of 
individuals with, from the start, intimate involvement with 
Federal politics and the bureaucracy of government. Qantas 
was at times both a catalyst and a mirror to the developmeni of 
our relationship with the Empire, the Commonwealth, and 
with other nations as it increasingly provided an instrument 
with which to shrink the immense distances that for so long 
had isolated Anstialia fiom the world. 

I was not a oontemporaiy of the early Qantas, by any means, 
but I knew some of the people who were; I have known many 
more who worked for or did business with the postwar 
Qantas. Although I have had many and long discussions with 
people who were at the very centre of the events with which 
this history deals, it has been their perspectives on those 
events and their recollections of their fellows, and not their 
memories of what happened, in all its detail and complexity, 
that most helped me. For that, I have gone to the written word 
of the day and, almost always, to the wealth of primary 
sources; to the personal and business letters of those involved* 
to the oflBcial uid unofficial correspondence of ministers and 
their advisors, to the analyses and reports of the time by senior 
dvil servants and airline people, to secret Cabinet submissions 
and public government pnmouncements. 

• • • 

xm 



A great deal of this material comes from the private papers 
of Fergus McMaster, first chairman of Qantas, Hudson Fysh, 
its first managing director, and Edgar Johnston, who joined 
the Civil Aviation Branch in Austraha m 1919, went on to 
head it in the thirties and was, after World War II, an advisor 
to Qantas. The McMaster papers are in the possession of 
Qantas, the Fysh papers are in the Mitdidl Utu'ary, Sydney, 
and the Johnnon papers are Kill in Edgar Johnston's posses* 
sion in AAdboiime. The Fysh papers are no means fully 
indeied* the McMaster and Jcdmston pqxrs are not indexed 
at all. Cooaequently> though I have attempted to read them all 
(I was my own research assistant), I may have missed some 
relevant or enlightening detail in the tens of thousands of 
letters and documents available. In addition to these private 
collections, the archival material of the company itself exists 
(in raw form) in such volume that the periodical additions 
made to it are transported in trucks. Within the present 
operating departments of Qsntas estcnshre and usefiil records 
are also retained. Board papers and nmnites over decades in 
themsdves provide a rich source of material. In the 
archives of the Royal Air Force Museum at Hendon* in 
England, I foimd much relevant and fascinating correspond- 
ence. To complement these written sources I have recorded 
and transcribed interviews with many people in England and 
Australia. (United States material is almost all relevant to 
Qantas history subsequent to the period covered by this 
volume.) 

It is from all this material that I have tried, in the mafai, to 
find out wlutt happened and to set aside the myths and pre- 
judices that survive. As I iaunersed myself in the material* it 
seemed that both the fiutt from the past and what could be 
recaptured of the atmosphere of the time and the outlook, 
values, and personalities of tlie human beings involved, could 
best be set down (where this was possible at all) in the words 
of the participants themselves. Although this approach cannot 
entirely rule out inclusion of my own comments, judgments 
and prejudices — either direaly or in the process of selection 
— It docs present much of the hard evidence of actuality. 
Where it has been neceasafy^ I have tried to supply the 
broader oontett and, with die advantage of hindsight, rdaie 
events to the partiailar slice of Australian history that the 
emerging Qantas provided. 

I have many people to thank, some of them involved in the 
very beginning of Qantas, others who were great or central 
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figures in Australian or imcrnaiiunal aMuuou. I found Frank 
Cory, who supplied the early Qantas office free and acted as 
company secretary in 1920, in a nursing home in Toowoora- 
ba, Queensland, and I am particularly grateful to him for the 
lime and effon that he ^avc before his recent dcaili. In 
Sydney, still active and vigorous, 1 found Jack Hazlett, who 

flew as mechanic on the fim-ever scheduled retum flight by 
Qantas fipom Cloncurry to Longreach in 1922. Nonnan 
(G.P^.) Watt, a former secretary of the Treasury, vice- 
chairman of QmwaS) ^minnan of TAA and duurman 
of British Commonwealth Pad6c AirUnes, was ninety- 
two when we talked in Melbourne and though he was to die 
only months later (and knew it) his mental grasp of complex 
past events and his lucidity were astonishing. In England, I 
spoke with A.J. Quin-Harkin, who was chief accountant of 
Imperial Airways in 1934 (when a young CO. Turner was 
selected to train with them and join Qantas); Sir George 
Edwards O.M., former chairman of British Aircraft Corpora- 
tion; and Sir Ross Stainton, fonner chairman of BO AC, who 
had j<nned Imperial Airways some fifty years previously. Also 
very helpful were Sir Keith Granville, another former BOAC 
chairman and Imperial Airways employee fiom the early 
1930s; Ralph Robins (director. Civil Engine Group, Rolls- 
Royoe, London); and Derek John (marketing director. 
Military Engine Group, Rolls-Royce, London). At Rolls- 
Royce in Derby I spoke with .Alec Harvey Bailey, who 
established the Rolls-Royce engine overhaul plant at Mascot 
in the 1950s, and with Malcolm Muir, who had a long and 
close involvement with Qantas. Jim Cownie, at Derby, went 
to great trouble to faciliiaie these and other meetings. In 
Australia, Ken Wright, vice-diainBan of Rolb-Royee of 
Australia Pty. Ltd., provided much valuable backgirouiid on 
the RoUs-Rtyyoe-Qsntas relationship. I was also much helped 
in England by Robert Gardner of British Aerospace, who 
arranged meetings for me with those who, in the predecessor 
companies that came together to form British Aerospace, were 
involved in the sometimes torrid battles to sell British aircraft 
to Australia. 

I am, of course, very grateful to many past and present 
members of Qantas, among them Capt. R.J. (Bert) Ritchie, a 
former chief executivci G.U. (Scotty) Allan, a most 
remarkable pioneer airman and airline executive; Capt. Bill 
Crowther and Capt. Russell Tapp (whose early Qantas careers 
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form part of this first volume). Many other people who served 
Qantas gave me generous help. As this first volume was being 
prepared for publication, research for the subsequent period 
has continued and many more people (this time mainly in 
Australia and the United States) have been interviewed. I 

thank them, too, and wiU acknowiedge ibat awimnoe mofc 
ap pf o p f ia tdy in the fbltowing vohanc. Brian Reed ga^e much 
pnKtical and erudke aanatanoe in the aelectum andcapckndng 
of pbimigraphs and ckiae reading of the mamiicript. Ian Gium 
not only typed the manuscript but also aasemblcd the 
bibliography and the references. 

Of all those who have helped I am especially indebted to 
Edgar Johnston, who made available to me the comprehensive 
collection of his own papers and correspondence and the 
records of the early years of the Civil Aviation Branch (and 
much else of value)i he is a central character in the latter pan 
of this first volume. I am also deeply grateful to John Fysh, 
son of Sir Hndaon Fysh, for permiaiioii to oonaiilt the papers 
of his ftther m the Mitchell Libnuy, Sydney, ^^thont the 
trust and assistance of Edgar Jdhnslon and John WyA dus 
history would have lacked much richness of detalL 

Al^ugh the publication of the history has been strongHty 
supported by Qantas, and I have been given full access to the 
records of the company, there have been no constraints of any 
kind on what I have chosen to include. It was agreed from the 
outset that final editorial responsibility would lie with myself. 

Qantas is the second oldest airline in the world. It has 
en«hired thiougihoat the lAole of that torbulent period in 
which the world was changed by man's conquest of the air. 
This present Tolume covers the history of Qiatas fiom 1919 
until the outbreak of Worid War II hi 19S9. 
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Prologue 

An Unlikely Meeting 1919 



The fat bullocks that ran on the black soil plains of western 
Queensland in 1919 were worth big money. Devoncourt 
Station, near Cloncurry, carried a herd of 10,000 head of cattle 
thai year, but it was a small herd compared with those run on 
neighbouring statioos. On the paddock hoof each beaat was 
worth up to fifteen pounds.^ 

It wu a good year, too, for sheep, with some seventeen 
ffliUkm in the state, each one of than yielding wool to the 
value of nine and sixpence.^ With a bale of wool bringing 
between twenty-five and thirty-five pounds, towns like 
Longreach were prosperous.' 

The fickle patterns of the seasons, that in some years turned 
battlers into men of substance and in others drove proud 
families from their land, were soon to show their harsher 
aspect. Drought was to combine with a world economy no less 
inconstant than the weather to trim severely the earnings of 
statkm owners and again make more fiuniliar the swagman on 
the road. 

But wool was not yet unsaleable and a cattle slump hardly 

imaginable to those sharp stockmen engaged in the practioe of 
poddy-dodging. There were, across the country, enough of 

rhem almost to make an industry of it for in substantial 
numbers they were collecting the unbranded calves of the 
cattle owners and selling them to "receivers" for up to three 
pounds a head. A shearer had to shear a himdred and fifty 
sheep to earn as much.* 
So widespread was the practice, and so vast the area of coun- 
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try involved, rhat neither government nor police could control 
it. A Cloncurry dairyman who objected to the poddy-dodgers 
harvesting his land found his waterholes poisoned and almost 
all his cattle dead. In one of the valleys of the Selwyn range 
they colleaed all the new calves and, in an act ui sheer bioody- 

mmdedncsS) shot the sixty Devooamrt cows tbat had borne 
them.' 

That remote area had long tmct forced on those who peopl- 
ed it 9, tradition of sel^hdp. All the big stations came togedier 
to wipe out this threat to their livelihood and prosecute the 
men behind it; a co-operative organization was formed to hunt 
them down. At times as many as eighty horses were in the 
association's mustering camp, with twenty riders and black 
trackers to help them. The chairman of the new Anti Cattle 
DufTmg Association, at the time managing Devoncourt 
Station for his brother who was in hospital with typhoid, was 
Fergus McMaster. Given his diadiacge fiom the AXP in 
Londoii early in 1919 he ma, in hit own words, "one of the 
ftw who wa« given the privilege of ptymg their own five and 
choosing their own time and route fbt return to Australia'*. 
He spent some months touring and on the day of his arrival in 
Sydney, still on the boat, received an urgent tdcgnm about 
his brother's illness and a request that he go immediately to 
Cloncurry.* Though he did not know it then, he was soon to 
become chairman of an unlikely commercial enterprise for 
those parts. With three employees, no premises, and uncertain 
prospects it would grow with the decades into a great inter- 
national airline and its founder chairmin would be kniglued 
for his services to his country. 

Fergus McMaster returned to an Australia much changed by 
the impact of the Great War on tta population, then approad^ 
ing 5.5 million. Most of them were of English, Scottish, or 
Irish stock, though they were led by a fiery and diminutive 
Welshman, Billy Hughes. It was an Australia that had sent 
330,000 troops overseas to fight for England, all of them 
volunteers. Because they quickly established for themselves a 
reputation as shock troops and were used as such, their casual- 
ty rate for cxoeeded that of Enghmd; 59,258 were killed in 
action or died of wounds and a iiifther 173315 were wound* 
ed; only three men out of every ten were to return unharmed.' 

In the eight months of anack and coimterattack that follow- 
ed the landing at Gallipoli on 25 April 1915, more than ten 
thousand Auatraitan and New Zealand troops were kiiled. In 
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Prologue 

1916j after regr9uping and r?inf9r?cm?nt ift Egjp ^h9n 

Gallipoli was evacuated, the four infantry divisions moved 
between March and June to France while the Australian and 
New Zealand Light Horse, with the Camel Corps and one 
squadron of the Flying Corps, remained, under General 
Harry Chauvel, in the Middle East.' 

Three of the Anzac divisions, used in the first Battle of the 
Somme in July, suffered 23,000 casualties in five weeks, 
wounded or dead. The figures mounted with Ypres, Passchen- 
daele, and a dozen other French battlefields. Under 
Australia's greatest soldier, John Monash, the seasoned 
Australian divisions made a contribution out of all proportion 
to their numbers in the final moves against the Hindenburg 
line. In the eight months before the Armistice of 1 1 November 
1918 they defeated thirty-nine enemy divisions, captured 
almost a quarter of the prisoners taken, and were responsible 
for more than one-fifth of the ground recovered. At the time, 
they constituted less than one-tenth of the numerical strength 
of the British Army.' 

In the Middle East, Chauvel went on the attack against the 
Turks early in 1916. Slowly, over the ensuing two years, they 
were driven from Sinai, Palestine, and Syria until, with much- 
needed reinforcements and under the command of General Sir 
Edmund AUenby, a final offensive forced the defeated 
Turkish army to sign an armistice. The Anzac cavalry of 
Chauvel was by then part of the Desert Mounted Corps, in an 
army of five divisions with units from Britain, France, and 
India. Never before had there been assembled for modern war- 
fare so extensive a body of cavalry.'" 

While men on horseback fought across the desert wastes, 
men in aircraft engaged in strange new battles above them. 
The new technology of war, fought in the cloudy corridors of 
the skies, was romanticized in the public mind. Like the spec- 
tacle of cavalry at the gallop, both were far removed from the 
known realities of the mud, the maiming, and the mass 
slaughter of infantrymen in the trenches. Flight itself, 
fathered in ancient myth, was still only yesterday's achieve- 
ment; Orville and Wilbur Wright had made the world's first 
controlled and sustained flight by a power-driven, heavier- 
than-air machine on 17 December 1903; though it lasted a 
mere twelve seconds, it was to change the world. 

The Englishman, Sir George Cayley, who died in 1857 after 
years of experimentation, became accepted as the man mainly 
responsible for discovering the basic principles of heavier- 
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than-air flight but, for a long time after his death, the balloon 
or airship seemed the logical way to the heavens. Though half 
a world away, Australia had its share in the history of these 
endeavours. As early as 1851 a member of the New South 
Wales Ixgislativc Council, Dr William Bland, designed a 
hydrogm-fiUfid* utmoMmt Moiingid airship ninety feet 
IcKDg and with a loaded wdglit of five tons. A m(»dd 
ings irare diown at die Grynal Pelaoe^ London, in 1852 and it 
die Paris Univeml Exhibition in 1855.» The fiitt balloon 
ascent in Australia, by Englishman VCllliam Dean, was made 
from Cremome Gardens in Melbourne on 1 February 1858. 
Sixty feet high and with an inflated diameter offioiXy feet» it 
travelled seven miles before descending.'^ 

Two papers "On the flight of birds and aerial navigation", 
by Henry Sutton of Ballarat, Victoria, were printed in the 
1878 annual report of the Aeronautical Society of Great 
Britain (now the Royal Aenmautical Society). Sutton gave 
details of his eiperimcntal, dockworit omiifaopter wfaidi» he 
wrote, ooiild fly in a drde of about twdve ftet.*' Interest in 
flying mu high and b earnest; Melboume bookshop pro- 
prietor, E.W. Cole, offered a priie of £1,000 on 31 Oaober 
1882 for the invention within two years of a flying machine 
propelled electrically, chemically, or mechanically, which 
could fly one hundred miles.'* 

But it was Lawrence Hargrave, bom in England in 1850, 
who made Australia's major contribution to practicable, 
heavier-than-air flight. Hargrave came to AustraUa when he 
was SKteen, a year after Us firiier was appointed a Supreme 
Court judge. He made the study of human flight his lift's 
work. Apart from renuuftably succesifiil eKperiments wifli 
flapi^g wing modds, variously powered by dodcworl^ 
or compresMd air, he also experimented with 
air screws and their motive power. He designed the rotary 
engine in model form and used it with success. Hargrave 
became a member of the Royal Society of New South Wales in 
1877 and in nineteen lectures read before its members 
between 1884 and 1909 he covered in much detail all his wide- 
ranging work. On his successful experiments with box kites 
were founded the basic designs of the early European 
aerophmes." 

Then was nmch activity in aviation matters in Auatraha in 
1909. On 28 AprU, the Aerial League of Australia held its 
inaugural meeting in the Hotel Australia, Sydney. Hargrave 
was one of its five vioe-pccsideiits.** George A. Tqdor, its 
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honorary secretary, opened what he claimed to be the first 
aeroplane factory in the southern hemisphere ^\ Jyffj HiUSj 

Sydney, six months later. On December 5, Taylor made the 
first flight in Australia in a heavier-ihan-air machine, though 
not a powered one. His flight, and twenty-eight others that 
day, were made at Narrabeen Heads, NSW using a glider built 
by Taylor. Described by him as a Voisin, it had a Hargrave 
box kite tail and a wing span of eighteen feet. Others who flew 
the Voisin were Edward (later Sir Edward) Hallstrom, Charles 
Schulz, Florence Taylor (George Taylor's wife), and Mrs 
Schulz. Mrs Taylor was the first woman to fly in Australia. 
The best distance covered was 1 10 yards, by George Taylor.'^ 

Four days later, at Victoria Racecourse, Sydney, Colin 
Defries covered a distance of 1 1 5 yards, at a height of from 
two to fifteen feet, in a Wright Biplane, though he did not 
manage to turn or control the aeroplane in flight. His aircraft, 
the first imported powered aeroplane to arrive in Australia, 
was acquired by L.A. Adamson, headmaster of Wesley 
College, Melbourne. It arrived in Sydney on 15 November, 
but had a short life. Defries, who had been sent to England 
and France by Adamson and who purchased a Blerioi as well 
as the Wright Biplane for him, made a second attempt at flight 
on 18 December. Again, his height varied only between two 
and fifteen feet, and his flight path was a straight line. But this 
time, grabbing for his hat which had been caught by the wind, 
he lost control and crashed into a ditch, extensively damaging 
the aeroplane.'" 

The first controlled, powered flight in Australia was made 
by F.C. Custance when he flew for five minutes twenty-five 
seconds in a Bleriot at Bolivar, near Adelaide, South Australia, 
on 17 March 1910, On the same morning, in a second attempt 
in which he reached an estimated height of fifty feet, he crash- 
ed." One day later, at Diggers Rest near Melbourne, Victoria, 
the magician Harry Houdini (Ehrich Weiss) made three suc- 
cessful flights in a Voisin aeroplane of from one to three and a 
half minutes. On 20 March, Houdini made two more flights, 
one a short one of twenty-six seconds, the other of three 
minutes forty-five seconds, when he covered between three 
and four miles and reached a height of one hundred feet. The 
following day, in a seven minute thirty-seven seconds flight, he 
covered some six miles. Houdini made his last attempt in his 
Voisin at Rosehill Racecourse near Parramatta, NSW on 18 
April but ended a flight of some four to five minutes with a 
crash landing. He was not injured.^" 
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Louis Bleriot, of course, had flown across the Enghsh 
Channel on 25 July 1909 and Henry Farman, on 3 November, 
made his flight of 144 miles in a little over four hours. Though 
these were exciting spectacles, the aeroplane was widely 
regarded as a sporting machine, with perhaps some military 
potential; only a dedicated ftw glimpsed its promiie for dmi 
applicatiim. 

In Rngland, in September 1910, t poatal service was oon- 
diicted by air between London and Windsor for three weds to 
commemorate the coronation of King George V and sodme 

115,000 letters and postcards were carried. In Germany, 
Count Zeppelin had, in October 1909, formed a company to 
operate six airships for the regular carnage of passengers. 
Though three were wrecked, the company (DELAG) made 
881 flights, covered 65,000 miles, and carried 19,100 
passengers between iVlarch 1912 and November 1913. In 
Florida, in the United States, the St Fetersburg-Tampa Air- 
boot Line began a twice daily flying boot service in 1914 
across Tampa Bay which continned Ibr finir months, 
credited as the first attempt to operate a reguhv passenger 
service with aero|danes.'' 

Australian interest in flying remained intense, with many 
individual efforts at aircraft design and construction. L.J.R. 
Jones, of Sydney, tested a monoplane of his own construction 
at Emu Plains in May 1911, but it was wrecked." C.W. 
Mackay of Dulong, Queensland, patented an * aviation 
machine" in January 1911 designed to ''keep upright in the air 
m any weather** and "able to hover or poise**. Its hoitpomal 
propeller, which could *'serve the purpose of a paracfame**, 
was mspired m pfincqrie by a study of the fli^ of the seeds of 
the hickory tree.'' In Cloncurry, Queensland, in the same 
month Auriol Barker applied for a patent on his 
"helio-copter" which he claimed would be capable of vertical 
take-off", having its main driving propeller in a cylindrical 
cage, from which was suspended the passenger "car"." 

The British Colonial Aircraft Co. (later Bristol Aircraft) 
sent Joseph J. Hammond to Australia in 1911 to try to interest 
the Australian goverament in buying aeroplanes for defence 
purposes. In a remarkably anitiinfid series of displays in his 
two Bristol Boaddtcs, Hammond made aome aeventytwo 
flights covermg 765 miles between Jamiiry and May 1911.'' 
A Parramatta dentist, W.E. Hart, bought a Bristol Biplane 
from Hammond and was given flying lessons by Leslie 
McDonald, who had accompanied Hammond to Australia as a 
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representative of the Bristol Aeroplane Co. On November 16, 
Hart completed the series of tests prescribed by the Royal 

Aero Club for the issue of an Aviator's Certificate and became 
the first pilot to qualify in Australia." 

A young H.J.L. (Bert) Hinkler exhibited his second glider at 
the Bundaberg Show in Queensland in April 1912.^ In 
England an Auatralian called Hany Hawker was beginning • 
career that would identify his name with one of Britain's 
greatest makers of aircraft. On 24 October^ fljring a Sopwith- 
Wright biplane, he established a British endurance record of 
eight hours twenty-three minutes, which stood for many 
years. Hawker visited Australia in 1914 with a Sopwith 
Tabloid biplane which he had designed as chief designer for 
the Sopwith Co. and Hinkler, now in England, took a job with 
the Sopwith Aeroplane Works in Aiarch when he could not 
raise seventy-five pounds to join the London Flying School.** 
He became no. 318 on the list of accepted volunteers for the 
lUqnl Naval Air Service on 7 September.*^ 

This lerment of aviation activity, stretching Scorn Russia, 
through Europe and Great Britain to America, and across the 

world to Australia was concentrated by die demands of war. 
Though the application of the aeroplane was narrowed, its 

technical development was greatly accelerated and aircraft 
were produced in great numbers. The young men who were 
trained to fly them provided the postwar pilots on which the 
world's airline industry was founded. 

One of them was Paul McGinness, who served with No. 1 
Squadron of the Australian Flying Corps in the Middle East; 
he was to be the driving force behind the beginnings of 
Qantas. His observer, Hudson Fysh, was later to become its 
manager and for over four decades to remain at its head. Their 
flight sergeant, Arthur Baird, was to found and nurture the 
airline's long tradition of engineering excellence. 

Mo. 1 Squadron of the Australian Flying Corps, under the 

command of Maj. Richard Williams, was among the Allied 
squadrons that played so devastating a part m the final 
Turkish defeat of the long desert campaign. Williams later 
became chief of the Air Staff at the age of thirty-one, 
Australia's first air marshal and, fmally, director-general of 
dvil aviation. His two lieutenants, McGinness and Fysh, had 
served with distinction in the Auatralian Light Horse before 
loinhig the Flying Corps. Both bad landed at OalllpoU, only 
two weeks after the Anzacs had stormed ashore. They landed 
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without their horses, for horses were not needed on that 
terrible terrain. McGinness won the Distinguished Conduct 
Medal at Gallipoli, in an action at Pope's Hill. Fysh, following 
their return to Egypt after the Gaiiipoli evacuation and subse- 
quent acdon with the Light Hone against the Turks, was 
oomiiusiiioiicd in die fidd. He rfp li cgd his own tcctiwi 
oflSoer, Lt. Ross Sinidi» who had tranifimd to the Flying 
Corpe. Roaa Smidi waa to end the war as Aiiatralia's moat 
decorated flyer and then complete the fim flight from 
England to AuatraUa. Both McGinness as pilot and Fysh as 
observer were to win the Distinguished Flying Cross.'° 

The impetus to aviation brought about by the volume and 
diversity of mihtary aircraft design and production continued 
directly and dramatically into the early years of peace; 1919 
was a year crowded with experiment, ferment, high hopes, 
and uneconomic, unco-ordinated muddle. 

The first day of civil flying in the British Isles after World 
War I was 1 May 1919. friien a DH9 aifoaft of Aircraft 
Transport and Tra?d took off from Howwilow befine dawn 
caiiyuig ncwapapera nof aourncinoiiiii. ine lugDi cnoco wna 
a forced landing on Portadown Hfll in fog, but it was the first 
flight ever from an officially appoints! civil aerodrome in the 
United Kingdom and the first from London." Between 16 
and 27 May, a United States Navy flying boat made the first 
successful crossing of the North Atlantic by air, via Halifax, 
Newfoundland, the Azores, Lisbon, and Spain to Plymouth. 
On 14-15 June, Alcock and Brown made the first direa flight 
across the North Atlantic by air, taking fifteen hours fifty- 
seven minutes for the croaaing beiw e eu Harbour Grace, New- 
foundland to difilen, Ireland. Both men were knighted for 
their fliglit. 

On 21 June, the British secretary of state for air appointed a 
Stamting Advisory Committee on Civil Aviation under tlw 
chairmanship of Lord Weir to advise and report on the best 
method of organizing Imperial Air Routes. On 2 July, the 
British rigid airship R34 set off on the first east-to-west cross- 
ing by air of the North Atlantic, returning successfully on 13 
July to complete the first two-way crossing by air. On 25 
August there was a meeting of the International Air Traffic 
Aaaodation (lAT^ at The Hague, reiulting in an agreement^ 
signed on 28 Augusti ibrmhag the fint free attodation of 
uitemational aiilhict. 
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Meanwhile, in Australia, a ground survey party organized by 
a company called Aerial Services Ltd. left Sydney on 31 
January 1919 using motor cycles and side-cars to survey an air 
route across AubLiaiia to Calcutta, Port Said, or Baghdad. The 
pany trtveUed north through Singleton, Tenterfield, Roma, 
C3iarlevi]]e9 Longreach, Winton, Gamooweal, Brunette 
Downs, Newcattte Waters, iiul lUdierioe, arriving in 
on 10 June. It was an ambitioiis effi>rt, led by Reginald Lloyd 
as "*^fl g' i *g director and widi J.C. Mardudi as his 
aeronautical expert, to determine a route suitable for indnskm 
in a London-Sydney air service. 

Marduel, as long ago as October 1914, had flown from Rich- 
mond to Centennial Park, Sydney, and back agam. He had 
taken control of an aviation school at Richmond started by 
fellow Frenchman, Guillaux, but he left it in December to 
volimteer for active service. 

On 10 March 1919 the acting prime minister of Australia 
announced in the House of Representatives, wbidi was then in 
Melbourne, that the Commonwealth government had decided 
to ofler a priie of £10^000 **fi>r the first sucoessfiil flight to 
Australia from Greet Britain of a machine maimed by Austnh 
lians". Competitors were required to supply their own aucrafk 
and the flight was to be completed within 720 consecutive 
hours by midnight on 31 December 1920. The aircraft and all 
components had to be construaed within the British Empire 
and the rules and regulations for the contest were drawn up, at 
the request of Prime Minister W.M. Hughes, by the Royal 
Aero Qub of the United Kingdom. 

Marduel heard about the government competition in a 
td^ram fiton his wifi^ on 21 Mardi, addressed to him at 
Mahoney's Imperial Hotel, Longreach, in western 
Queensland It excited him and» ma letter he wrote to her that 
night, he said: 

lam very pleased jfou sent nedut wire. . .it may alter our plani 

afler we get to Burketown ... In my opinion our survey is a ftroe 
and I want R.L. [Reginald Lloyd] to go to England as soon as 
possible with me and get a Bus {sic) to tly back, bdbre anyone else 
does it. He is dead anxious to get to Burketown and make a t»g 
fins in the papers, ssgrhig we hate crossed Australia ... I keep 
drumming into him that what we are douDg is not woidi^ 
curse . . 

Lloyd's ambitious plans were never to be realized and 
Marduel was not to be one of the five competitors that attemp- 
ted tlie England-Australia challenge. Bven Lloyd's choice of a 
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landing site, on the racecourse at Darwin, was to be rejected as 
unsuitable, in October 1919, by the former Flying Corps 
lieutenant, twenty-lhree-year-old Hudson Fysh. 

Fivt days before the announcement of the £10,000 govern- 
ment prize in March, Lts. Fiul McGinnctt and Hudson Fydi 
had sailed from Egypt by ship, dieir military flying days over, 
for the joiiniey bac^ to Australia and the mikwmns of 
life. They knew nothing of the race until their arrival in 
Hobart in April and, thongli the idea of participating excited 
them, their prospects were negUgible. Fysh, who had partly 
trained as a wool-classer before his war service, returned to his 
Launceston home wondering, like tens of thousands of other 
ex-servicemen, how he was to earn his living. McGinness, not 
a man for worrymg or wondering, went on to Melbourne 
determined to find a way of trying for that £10,000. He had 
reminded Fyah that one of the Bristol Fighters of No. 1 
Squadron had been presented to it by a wealthy grazier fiom 
New South Wales, Sir Samud McCaughey, and that thqr had 
flown it. The link was more than enough to spur McGinness 
and he set off for Yanoo in western New South Wales to seek 
financial backing from Sir Samuel. His personality, his record 
of war service in the Light Horse and the Rying Corps, and 
the energy and enthusiasm that had brought hrni from 
Melbourne to western New South Wales were more than 
enough to sway the old philanthropist. He agreed to back a 
McGinness team and gave him a letter promising support. 

A delighted McGiimeas telegraphed Fysh in Launceston and 
their old flight sergeanl* Ardmr Bain^ in Mdboume. Baird 
abandoned the garage business he had started; Fysh sold his 
car and said quick goodbyes to his peoples passages were book- 
ed to England. The chance of fame and fortune was now 
within their grasp. Then, sadly and suddenly. Sir Samuel 
McCaughey died. 

Though it was a great blow to them, it was soon softened by 
an offer from the Defence Department to survey a possible air 
route for the race contestants between Longreach, in western 
Queensland, north to the Gulf of Carpentaria and then via 
Kathcrine in the Northern Territory to Darwin» where the 
airmen were to land. Baird was not part ofthis venture, and he 
returned to Melbourne. McGinness and Fysh» bardy used to 
their civilian status* were brought back into the Defence 
Department "on special duties". Just under a year after the 
end of the war, on 14 August 1919, they arrived in Longreach 
to wait for the utility-backed Model T Ford car which was to 
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come to the railhead from Brisbane. In uniform again they 

were, as airmen, of much public mm. "I can M imf ik 

the experience", Fysh wrote later, "by comparing it to what 
would happen if two of our present-day spacemen walked 
along a street in full space rig-out." Pilots returned from the 
wars, he added, often regarded themselves as quite apart from 
the ordinary run of men — though he excused McGinness and 
himself to some extent: "Ginty and I were perhaps saved from 
being entirely objectionable through our service in the 
Expeditionary Force as one of the mob before we took to the 



air 



»'3J 



They engaged a driver and handyman, George Gorham, and 
with McGinness as senior officer and leader, set out on 18 
August on a journey of 1,354 miles for the Katherine River 
railhead in the Northern Territory. The task of recording 
their observations, of sketching and mapping was left to the 
methodical and painstaking Fysh. McGinness, neither then 
nor later, was one for pen and paper. Both of them, however, 
saw on their maps the wide plains between the unconnected 
railheads of Charleville, Longreach, Winton, and Cloncurry, 



Survey through the Gulf 
Country, mid-September 1919 
(taken by Hudson Fysh). Paul 
McGinness is guiding (wo 
borrowed horses to tow the 
Model T Ford. George Gorham 
IS at the wheel. Between 
Robinson River and Borrolooia 
Settlement, the Ford frequently 
needed towing to negotiate soft 
sand and steep river banks. 
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experienced the lack of made roads and bridges, and were told 
that heavy rains each year made the black soil plains impass- 
able. It was utterly unlike the settled and civilized countryside 
of England and Europe, where the main thrust of pioneering 
air travel was concentrated, but to McGinness and Fysh its 
empty and unconnected distances made it the perfect, logical 
match for the aeroplane. New amhitfawia tdrred tn the em- 
optinlsdc McGinnets. 

It took than only six days to reach Bnrkeiowny onthe Gulf 
of Garpentark. The nen ftage wai tfaroiigh ooiintry that had 
never been crossed before by motor car, an area **as big at 
Tasmania and with, perhaps, fifteen white residents".'* Even 
before they left Brisbane, however, they had decided against 
this northern route for the air race contestants. The owner of 
Brunette Downs station and an authority on north Australia, 
A.J. Downs, had described the area to them as dense in 
timber, without telegraphic communications and with few 
open spaces that could be turned into landing groimds. They 
had wired diese obaervatkms to die Defence DQMrtiiient» but 
had been oideitd to pnmed aooofdnv to pibdL It t«M)k dm 
furdier fbr^five dqn of efibrt and adventure to comidcte die 
journey from Burketown to the Kadierine railhead, where 
they arrived on 8 October. (Many years Istccj Hudson Fyah 
acknowledged that "xMcGinness with his enterprise and op- 
timism was the one who got us through".)*' Their earlier 
judgment had been confirmed. They advised the chief of the 
General Staff, Maj.Gen. James Legge, that the Gulf route 
should be condemned and that the race contestants should fly 
inland on a central route across the Barkly Tableland (the 
route surveyed earlier by Reginakl Lloyd's party). McGinness 
was Instructed tt> return to Qomciirry by diis inland nmte^ 
choosing and estahlishing landing grounds as he weats I'ydi 
was ordered to remain in Darwin and prepare landing gnnmds 
there and at the Katherine River. 

In a report to General Legge dated 30 October, Fysh re- 
jected the Darwin racecourse landing ground site favoured by 
Lloyd. It was, he said, in a depression, could not be extended, 
and required extensive clearing of stumps and saplings. Fysh 
chose, instead, a site at Fanny Bay, two miles to the north of 
Darwin and only some four hundred metres from the shore on 
its western edge. He wrote: 

... the greater length of the ground runs north-west, which is the 
direaion of the prevailing wind at the present time of year. A run 
of tone 800 ywds cn be got in diis dueiliuD • • • The Dea has 
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been cultivated with rice and other crops while a portion of it is 

natural grass. The soil carries a good (quantity of gravel and is 
hard and even . . . The present obstruaions which are being 
cleared are 700 yards of wire fencing, two banyan trees, two large 
earth mounds and several small trees on the edges of the site.** 

He was much concerned at the cost of labour for both the 
Darwin and Katherine landing grounds. The superintendent 
of public works, Mr Kellaway, advised him that the work 
would have to be done by casual day labour at the rate of four 
shillings per hour. There was some urgency for he was told 
that "the wet season starts in the district about the first week 
in December and continues till sometime in March. Very 
heavy rains fall . . . heavy weather sets in from the north-west 
and storms are expeaed from the south-east ... A machine 
out in the open at the landing place would stand a good chance 
of being wrecked."" 

The Fanny Bay ground was completed at a cost of £700 and 
on 10 December 1919, as the official representative of the 
Defence Department, Hudson Fysh greeted the winners of the 
£10,000 government prize when they touched down at five 
minutes past three in their Vickers Vimy. In command was his 
old colleague from the Light Horse and Flying Corps, Capt. 
Ross Smith, with his brother, Keith, and with J.M. Bennett 
and W.H. Shiers as mechanics. They had taken off from 
Hounslow on 12 November in Vickers Vimy G-EAOU, with 
its two Rolls-Royce 360-horsepower Eagle VIII engines, and 



Darwin residents at Fanny Bay 
aerodrome, 10 December 1919, 
crowd around the Vickers 
Vimy, the first aeroplane to fly 
from Britain to Australia. 
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Hudson Fj'sh (right) at Fanny 
Bay aerodrome, 10 December 
1919, welcomes Ross Smith to 
Australia. Fysh has just handed 
him a bundle of telegrams 
which can be seen in Smith's 
left hand. 



flown some 11,500 miles in 135 hours 50 minutes, with an 
elapsed time of 27 days 20 hours. It was, wrote Hudson Fysh, 
"one of the most moving sights I can remember — the ter- 
mination of one of the greatest flights, if not the greatest, in 
the history of aviation, and a great initial fillip for civil avia- 
tion in Australia, for no one had ever flown across the world 
before"." 

There was a less publicized but hardly less remarkable flight 
to Darwin that arrived on 12 December, two days after the 
Vimy. Capt. H.N. Wrigley and Sgt. A.W. Murphy, commis- 
sioned by the Defence Department to survey an air route 
between Melbourne and Darwin for the race competitors, had 
left Point Cook, Victoria, on 16 November in a BE2E biplane 
and had covered the 2,500 miles in forty-six flying hours. It 
was the first crossing of the AustraUan continent by air.'* 

Paul McGinness, though he played no part in the Darwin 
preparations, made his contribution to the epic flight of the 
Smith brothers on his return journey to Cloncurry. At New- 
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castle Waters he orginiesd the m 9f wwh vn nvrth Austra- 
lia's first cleared aerodrome, had stones removed for a landing 
area at Brunette Downs, approved a landing site at 
Camooweal, and completed his outback car trip of 2,300 miles 
at Cloncurry where he booked in at the Post Office Hotel to 
await the flyers, on their way south to Sydney and Melbourne. 

By then his new ambitions had crystallized and he set out to 
arouse as much interest as he could in the establishment of a 
local air service. The drama of the air race from England, and 
the preparations for the passage of the competitors through 
Queensland, ensured that aviation was a topic of intense 
interest. McGinness, as its most glamorous embodiment in 
Cloncurry, was no stranger to the sociable picnics that were 
often held under the trees that shaded the banks of the 
waterholes along the sandy Cloncurry River. He had time 
enough to discover who were the local men of means and 
influence. 

And so it was that one hot, Sunday afternoon he left the Post 
Office Hotel to pick up a young lady in his motor car and join 
a picnic party. He did not make it to the picnic. Trudging up 
the deserted street towards him in the oppressive heat was a 
blue-eyed man, close on six feet tall, whom he recognized as 
the chairman of the Anti Cattle Duffing Organisation, Fergus 
McMaster. He was surprised, because this group had conclud- 
ed its Sunday meeting in his hotel only a short time before. 
McGinness, knowing the calibre of this man, decided to wait. 

Their conversation, when McMaster stopped at his car, was 
not rushed. Fergus McMaster, for all his Scottish ancestors 
and his proudly Scottish name, spoke with the slow, easy 
drawl of a western Queenslander. A drawn-out "Y-e-s", 
repeated slowly, was his habitual response to any pause that 
invited acknowledgment. The voice and the blue eyes had a 
steady authority.*" 

The two men had met before, but did not know one another 
well. McMaster, learned McGinness, had been on his way 
back to Devoncourt Station when the front stub-axle of his car 
had snapped as he tried to cross the Cloncurry River. Fergus 
McMaster was never to forget McGinness's response to his 
predicament. Twenty years later he wrote: "I did not know 
McGinness very well and was surprised when he said he 
would make arrangements for his friend to attend the picnic 
with someone else, and that he would give me a hand to fix up 
my car."*' 

They visited one garage after another but all were deserted 
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and locked. Not once did McGinness talk of flying or the 
desirability of a local air service. But, despite the sultry heat, 
over a period of some hours his energy and ingenuity were 
unflagging, McMaster recalled: "If there was a door that it 
was possible to open, or a sheet of iron that could be removed 
to give access to a garage well, he wn in. I was to impressed 
with the help and atercness of McGinness — and so gratefiil 
fi»r his assistance — that the ground was piepaicd lor my 
ready help when he and Hudson Fysh later submitted their 
ideas to me in Brisbane."** 

McMaster finally got back to Devonooiirt that night. He did 
not see McGinness again until they met in Brisbane in the 
middle of the following year. But their Sunday meeting in 
Cloncurry was to have consequences every bit as important to 
Australian aviation history as the arrival in Darwin of the 
Vickers Vimy. 
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There weie no consolatioii prizes for the four other con- 
testants who sought their place in aviation history by setting 
out frc^m London to cross the world by air R Douglas and 
J.S.L. Rose, flying an Alliance PZ Scabird, left on 13 
November and crashed at Surbiton only minutes later; both 
were killed. H.G. Wilkins, V. Rendle, D.R. Williams, and 
G.H. Potts, flying a Blackburn Kangaroo, made their depar- 
ture tioin Hounslow on 21 November but alter a I'orced lan- 
ding in Crete on 8 December, abandoned the flight. C.E. 
HoweU and C.H. FitMr, in a Martinsyde Type A Mark 1, left 
on 4 December but crashed at St George's Bqr* Corfu, on 9 
December. They were both drowned Only the Sopwith 
Wallaby, piloted by G.C. Matdiews and T J). Kay, came near 
to oompledng the flight. After leaving Hounslow weU befi)re 
the others, on 21 October, they persevered with great courage 
for some sue months before reaching Bali; but here, on 17 
April, their flight came to an end when they crashed on a 
banana planration. 

Hudson Fysh, in Darwin, watched the crass on the Fnnnv 
Bay landing ground grow n^onstrously wink he waited loi ihc 
arrival of Matthews and Kay. In less than two niunihs alter 
Ross Smith had touched down on a smooth, cleared surface, it 
had grown to a height of eight feet. I^nh commandeered all 
the sqrthes and siddes in Darwin and» widi labour fiom die 
occupants of the Fanny Bay gaol, cut a long landing nrip 
throu^ it. It was not to be needed. The news of Matthew's 
crash in Bali ended his early endeavours at airport 
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maintenance as well as the requirement for his presence in 
Darwin. 

Transport facilities for departing residents of Darwin hardly 
matched those of Europe in 1920. There was a monthly boat 
for Brisbane which had to round Cape York and pass down 
through the Great Barrier Reef waters, or ±ere was an 
overland route south to Adelaide, pan of which was made by 
hone or camd. Fysh chose neither bot» mstea^ joined a car 
party leaving for Ooncorry and traversing much of the hard 
country crossed by McGinness throng Newcastle Waters^ 
Borroloola, Anthony Lagoon and Camoowcal. He left in an 
old Ford on 27 May on a journey that was as rugged and 
remarkable as McGinness's had been. At one time the car was 
towed by a team of horses; punctures became so constant that 
they ran first with sacking in the front tyres and then with 
long grass, stuffed in tightly and lashed with greenhide. Their 
last stop before Cloncurry, after heavy going in rain and mud, 
was at the homestead of a great pioneer, Alexander Kennedy, 
who in 1869 had come to the region by bullock trains his 
partner had been speared by a group of Kalkadoona. Now in 
his vigorous eighties» Kennetty was full of interest and 
support fat die notion of a load air aendoe. Pinl McGinncsa 
had fired his enthusiasni. 

This grand old man was to become one of the original 
shareholders of Qantas, after participating in the legal 
guarantee that enabled the founders to raise finance pending 
the first share issue. He was also, at the age of eighty-four, the 
airline's first paying passenger. 

"Mr. and Mrs. Kennedy took us in", wrote Fysh, "and we 
slept in dry beds that night, with our wet clothes steaming 
before a big wood fire in the kitchen.**' 

The feUowing day, after a final ftw houia in the old Ford* 
they reached Cloncurry and McGinness and Fysh were 
reimiied. He found an impatient McGaimesSi lull of opcimiam 
and with a plan of action. Gonvuoed, after his sustained con- 
tacts with the local people, of widespitad interest, McGinness 
wanted to start an air taxi service, supplemented by )oy-rides. 
The key person for the successful business implementation of 
his plan was the influential and respected Fergus McMaster, 
then visiting Brisbane. Swept along once again by his old 
pilot's drive and decisiveness, Fysh responded. They set oflf 
for Brisbane together. 

G>imtry men who, like McMaster, depended on a sound 
rural economy for their prosperity, were becoming a coheaive 
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and increasingly intluential force in the young federal Parlia- 
ment. Anti-Labor in their general outlook as the Great War 
ended, they nevertheless became more and more disenchanted 
with the leader of the National Party, Prime Minister William 
Hughes who, for his part, did not attempt to lude hit coa- 
tempt fiir them. Their intrinsic and enduring political 
strength emerged when, campaigning for the first time as a 
separate political party in the 1919 general electioni, they won 
eleven seats in the House of Rqiresentadycs.' Widi Huglies 
re-eleaed as prime minister> these two parties were seen in the 
public mind as staunch supporters of Britain and the Empire, 
for the war had brought a passionate and widespread belief 
that national survival was impossible without imperial unity 
and the protection of Britain. Indeed, these two conservative 
parties "tended to place loyalty to Britain above local 
patriotism '.^ 

There had been a radical change across the nation in self- 
perception. 'The old digger replaced the husfa-woricer as the 
symbolic embodunent of the national identity.*'^ The 
nationalist of the nincfirs and the prewar years had been 
transformed by a great world war from an independent and 
assertive youth to a cautious adult, conservative and 
imperialist in outlook. The resulting federal political mix, 
with Its rural influence, was to prove useful to the handful of 
graziers who supported the idea of a new an: service in outback 
Queensland. 

McMaster was staymg at the Gresham Hotel in Brisbane 
when MfiGinneis and Pysh called on him. '*It was**, he wrote, 
**abottt June 1920. They gave me an outline of a proposition 
for joy-flight and taxi air work in Western Queensland and the 
Northern Territory. This dose personal appreciation of 
myself for McGinness had been established ... I was quite 
prepared to assist, not only personally, but to raise sufficient 
capital to finance the venture."' 

Though that meeting between the two airmen and the 
station owner saw the birth of Qantas it was, in terms of con- 
temporary world airline activity, of little significance. 
Overseas, there had been a proliferation of new aviation com- 
panies. In England, Aircraft Transport snd Travel, fonned as 
fitf bsck as 5 October 1916, had begun "operations suggestive 
of airline practice" in February 1919.* A route to Amsterdam 
was opened on 17 May, followed on 25 August 1919 by the 
opening of the world's first daily commercial service on inter- 
national routes between Hounslow and Le Bourget. Another 
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English company, liandley Page Transport, was incorporated 
on 14 June 1919 and began regular services to Paris on 2 
September. A third air transport company, British Aerial 
Transport Company (BAT) began operating on 30 September 
and a fininh, S. Instone & Company, converted its private air 
aervicetoapublicoiieon ISMay 1!K20, flying London-Fnif. 
Three other British companies operated schedutod services in 
this first year of sustained activity. 

The Qantas beginnings were, however, remailable in retro- 
spect. Except for KLM Royal Dutch Airlines, registered in 
October 1919, Qantas is the only airline in the world firom 
those pioneering days that is still in existence. 

KLM began life with solid financial backing from the 
Dutch business and banking fraternity, a grant from Her 
Majesty Queen Wilhelmina oi the "Royal" prefix, and the 
suppon and authority of the Dutch government.^ The initial 
funds for Quitas were put together less institutionaHy. 

When McGinncss and Fysh left McMaster in the lounge 
room of the Gresfaam H6tel» he saw diat a grazier fiiend was 
ui the room. 'T looked across**, wrote McMaster, "and notic* 
ed A.N. Templeton, a woolgrower from the Longreach 
district. I explained the proposition, the good work that Fysh 
and McGinness had put up in Palestine, that there was no 
doubt in my mmd that, although the venture of an air service 
in the outback was not a gilt-edged investment, aviation 
should be encouraged."' 

McMaster made his first convert. Templeton was won over 
and undertook to match any coatribution that McMaster 
himself made. Greatly encouraged* McM«ter decided to 
follow up his success. 

Not having any business engagements for the afternoon [be wrote] 
I atfoUed over to John Tho m paoo's Bookshop at 311 Queen 
Street. He and I had been in the A.I.F. together^ and I gne John 
the whole story. He parted with a coal £100. 

From i'hompson, 1 went across Hagle Street and toid the story 
to Mr. Alan Campbell, managing direoor of the Qnfimsland 
Primary Producers Association LttL He also parted up and, as 
well, undenook to act aa secreiaiy pnHem until die venture got 
on its feet. 

Fortunately, after leaving Campbell, I met Mr. T J. (yHouilge 
in Queen Sonet. He was the largest ahopheeper in Winum and 

also a man with considerable personal interests. Generous to the 
needy, he had the reputation of being very careful regarding 
investments. I placed die proposition before him with little hope 
of suppon. To my sufprise* be suggested I walk back with him to 
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M\ - Wtl9r9 to a S,^^^ fVr PSOj and said that there 
was another one there for the same amount if required later on.* 

Though seemingly casual, those encounters marked the 
beginning of a sustained commitment by McMaster. He was 
well aware that McGinness had marked him out and just as 
aware that there were sound reasons for his doing so. He had 
warmed to the carefree style of the aviator but had seen behind 
it an energy and sincerity that he respected. Now, in the pro- 
position put to McMaster, McGinness had demonstrated his 
sincerity in generous measure by putting up £1,000 in cash for 
the venture; Fysh, too, had committed £500. These were 
substantial amounts at a time when the basic wage for an adult 
man was only a little over £4 a week. 

McMaster arranged another meeting at the Gresham with 
Ainslie Templeton, Alan Campbell, McGinness, and Fysh 
where they agreed on the basis of a prospeaus for a company, 
which he undertook to draw up. McGinness and Fysh were 
authorized to proceed to Sydney and investigate the purchase 
of suitable aircraft. 

There was no complex legal documentation of their initial 
agreement; not even a separate business bank account. 
McMaster's personal account was used. "Qantas", wrote 
McMaster, "was founded on trust and co-operation, and that 



Ainslie Templeton, one of the 
first Qantas dtreaors, Acacia 
Downs, Longreach (left). 

Fergus Mc.Vtaster, first Qantas 
chairman, Moscow station. 
Win ton. 
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is what stuck to it through the first severe years of its pioneer- 
ing life."" 

In Sydney, McGinness and Fysh soon fully committed all 
the iniLial capital. Joined there by Arthur Baird, who once 
again had ibnidoiMd his garage bosineit to become their 
engineer, they met with Nigd Lovei who headed the 
Australian Aircraft and Engineering Company, agents m 
Australia for the British firm of A.V. Roe. Love had hhnself 
been a pilot with the Australian Flying Corps. With his ool- 
leaguesi he had chosen Mascot as the site for the company 
operations and as Sydney's first aerodrome, building the first 
hangar there on the tidal flats. 

The Australian Aircraft and Engineering Company was 
building, and modifying, the much-used Avro 504K biplane, 
replacing its unreliable rotary engine with the water-cooled 
Sunbeam Dyak, a vcriicai six-cylinder engine of 100 
horsepower. It had a fabric-covered, wooden struaure, was 
twenty-eight feet eleven inches long, and had a wingspan of 
thlrty^ix feet. It could cany, besides the pilot, two passengers 
at a cruising speed of sixty-five miles per hour. McGinness 
and Fysh ordered two of them, at £1.500 each. 

That order, dated 19 August 1920, was placed in the name 
of "The Western Queensland Auto Aero Service Ltd". The 
basis of the Qantas acronym was still three months away. It 
was not until 16 November 1920 that the certificate of incor- 
poration was given under seal at Brisbane for "Queensland 
and Northern Territory Aerial Services Ltd.". Its initials, 
including the full-stops/ provided the name QAM.T.A.S. 
''coined**, wrote McMaster, *Svith Anzac as its inspiring 
ftctor**." 

After the exhilaration of buying their first aircraft, there was 

an almost immediate let-down. The Sunbeam Dyak engines, 
which had to come from England, were delayed. Without any 
income, and with hotel and travel expenses which they met 
themselves, the two airmen grew anxious. Alternative aircraft 
were considered. Their pro-tern secretary, Alan Campbell, 
received a rough quote for "the Westland Limousine 
Machine**: 

. . . the Limousine, with the 200 Hispano Suiza lingine is about 
£2,700 in England, and with the Rolls-Royce Falcon Engine 

*In early documents and correspondence, the companj't initiili, Q.A.N.T.A.S., 
were capitalized and separated by fiill ttopt. GiadMlljr tliis pen my to the now 
ftmiliar "Q»nta«". dioiitb both ftnot mre uacd. 
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about £3,500. The firm are also bringing out a large nnachine with 
a 450 Napier Lion Engine and this comes out at about £5,000 ui 
England. This machine carries > pilot and five paatengen, or the 
equivalent weight in goods. The touring speed is about 100 to 
105 miles per hour, and the petrol capadQr is 96 gailoos, or about 
five hours tlying.'^ 

Another possibility was the new Avro Triplane. In England, 
Avro had won a £10,000 prize for its design m a competition 
sponsored by the Daiiy Mail for "the best commercial 
aircraft". The Triplane had a payload of four passengers, or 
1,206 pounds, and a price tag oi £2,798. "The cabin", wrote 
Tk$ Morning BulUttni Roddbampton, "is as roomy as a railway 
carriage of the box type, furnished widi four comfortable 
chairt.**>' For a pfopoaed Longreadi-Wmton service it could 
manage a schedule of one hour forty minutes for the 108 
miles. 

Despite misgivings from the prudent McMaster but after 
"making the fullest enquiries in Melbourne and London", a 
decision was made to order a Triplane. "Personally," 
McMaster wrote to Alan Campbell on 30 September, "I 
would sooner have let this machine stand over until the Com" 
pany had got further ahead . . 

Although the Triplane purchase went ahead, some financial 
caution prevailed. One of the two Avro Dyaks wis cancelled. 
Now, they were in the hands of the suppliers and they could 
only wait. 

McMaster threw himself wholdiearte(Uy into the business 

arrangements, single-handedly preparing the draft prospectus 
and urging Campbell to try to sell more shares (then a perfect- 
ly legal activity). Solicitors were engaged to draw up the 
Articles of Association of the company, in preparation for its 
registration, in the same letter of 30 September expressing 
caution about the Triplane, he had written: 

Lender ^L'parate cover I am pos:ing you a copy ot the prospectus, 
which I have handed to the printers. Knowing you to have a con- 
trary Idnk in your ooostitotioo I ftd dnt yott friU gD Ott of fOur 
way to pull thb dociunent to pieces ... I have dealt widi the ptxh 
position much more fully than in the draft we drew up in 
Brisbane. I would like to get the Articles of Association printed 
and everything, u far at you can, puahed along. The sooner we 
get the Company registered and in eider the better. Also, try and 
get as many good Australians as you can to take shares. I hope you 
will appreciate the typing. There are a few mistakes but I have 
been going at a hdl <^ a pace — folly ten words a minute.*' 

He followed up with an urgent telegram: "Hope you 
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pushing on articles. Can you get the necessary signatures for 

registration in Brisbane?" Campbell wired back. The Articles 
were on their way from the solicitors. He had no new 
subscribers though he required seven names for registration, 
each taiting up a minimum of fifty shares. "I know of no-one," 
he said in a follow-up letter, "excepting Messrs Thompson 
and Kennedy in Brisbane and* of course, mysdf . . . I could 
aUot Mrs GampbeO fifty of my shares, Imt there would stUl be 
three names short. Perhaps we will be able to db something 
when a supply of prospectuses comes along.**** 

There was some skpstick between them. Having roused 
Campbell's expectations for the test of the prospectus and, 
with the authority of friend and chainnan, exhorted him to 
greater effort, McMasier reappraised his typing and found it 
insufficiently elegant for the printer. So he did not send 
Campbell the promised prospectus. Campbell seni an urgent 
telegram, all anxiety, to which McMaster, on 6 October, 
responded: "Yours oi the 4th 1 received todayi also your 
tel^ram — wfaidi I promptly did not answer.**" 

*'Gonsider yourself sacked'*, responded his friend. "I have 
been raising Cam here and shaking the Postal Department to 
its finrndadons . . . One can never get anything out of you, 
even when one knows vhiut you are.'*" 

When the elusive prospectus was finally printed it bore the 
date 14 October 1920 and revealed that the modest plans of 
McGinness and Fysh for joy-riding and aerial taxi work had, 
under McMaster's hand, become vastly more ambitious. 
First, there was to be the establishment of "aerial service 
centres at Longreach, Winton and Cloncurry", said the docu- 
ment. Warming to his task, McMaster then sketched in what 
would have been the longest direct sir service in die world, 
"sn aerial mall service from Longreach to Port Darwhi, con- 
necting at Winton, Cloncurry, Avon Downs, Andiony 
Lagoon, Newcastle Waten and The Katherme". Federal 
ministers, he affirmed, were considering the propoaition and 
"it is expected they will assist in establishing the route . . . one 
thai would be required in coimection with the aerial defence of 
Australia". 

His enthusiasm was boundless. Such an air route would be 
valuable to the federal government in the administration of 
Port Darwin, he wrote; it would help the development of the 
large pastoral and mhieral areas by making them accessible to 
the pfovideis of capital; it would allow mails ibr Europe and 
elsewhere to connect at Darwin. "A reguhur mail service along 
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this route would do more to develop commercial aviation . . . 
than any other in Australia.'**' 

In fact, the first official approach by the new company to the 
federal government for support was not made until 23 
February 1921 . By then, the inwnw1i«tyt postwar boom, fuelled 
by the soaring prices for eipon «wninMM«tW and pmvidmg a 
favourable trade balance of £50 milUon for the year ending 
mid-1920, was over. Wholesale prices peaked in August then 
b^gan a sharp slide. Deflation in Britain and the United States 
curtailed spending and there were savage price reductions for 
Australian exports, compoimded by a bad season that cut the 
actual volume of agricultural products. The turnabout in the 
trade balance in that 1920-21 year brought recession and, as 
credit was restricted, interest rates rose. Wages were reduced, 
wool became almost unsaleable, and cattle followed. It was a 
tough period in which to bid for govenunoit finandil tap- 
port. Responding to the Qantas request for support the 
government '*had no hesitation ui saying *No"'.'' <In 
England, Mr Winston Churchill, secretary of state for air, was 
teUing the operators of Britain's pioneer air services not to 
expect financial subsidies firom tlie state; European govern* 
ments, more enlightened, were more generous.) 

The fledgling company, with its immodest prospectus and 
modest capital, though formally registered in Queensland on 
16 November 1920 with us head office at Winton, still lacked 
aircraft. The Sunbeam Dyak engines arrived on the wharf in 
Sydney one week after registration and sat there for a further 
week. Nigd Love estunated that he could deliver the Avro 
early m December; McGinness and Fysh hoped for mid- 
December; AUm Campbell, who met them aU passmg thnragli 
Sydney, more cannily judged that Christmas would pass 

before it would be ready. He was right. 

It was not until 25 January that McGinness was able to wire 
McMaster that the fmal tests of the aircraft were satisfactory 
and he had taken it over. On 3i January, three months after 
the arriv al of the engines, McGinness left Mascot in the Avro 
Dyak for Winton. The first aircraft ever to be owned by 
i^tas was on its way. 

For Hudson Fysh there had been additional amrieries. 
Cancellation of the order for the aeoond Avro had, at least 
temporarily, threatened him with redundanqr. McGinness 
was by far the more experienced pilot, with some five hundred 
flying hours to his credit compared with Fysh's meagre thirty- 
five. Indeed, Fysh, wlio had proved himself a fine observer, 
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had only just managed to win the coveted pilot's wings before 

ihe war had ended. Mai. Richard Wilhams had given i m 

mise that all observers, after a tour of duty, would be given the 
opportunity to train as pilots. Fysh managed to complete his 
training on 28 February 1919 in Egypt, only one week before 
his ship left for Australia. He had done most of his flying in an 
Avro 504K, but had managed thirty minutes and one landing 
in a BE2E biplane. Now he was to try the BE2E again; 
Lx)ngreach stock and station agent, Charles Knight, had 
bought one of two BEs imported by the Perdriau Rubber 
Company for publicity purposes. (The aircraft, with 
Perdriau's chief pilot, Jack Butler, had made the first-ever 
flight between AustraUan capital cities in one day when on 9 
July he flew it from Sydney to Brisbane.) Knight wanted 
Qantas to deliver the machine to Longreach and the job went 
to Fysh. Arthur Baird went with him, as passenger. "When I 
took the aeroplane over," wrote Fysh, "the problem of my 
own temporary redundancy was solved."^' 

McMaster had been preparing for their arrival. Three and a 
half tons of petrol and three cases of engine oil were stored at 
the private home of Longreach stock and station agent, Frank 
Cory, awaiting transfer to "the shed at the rear of the Mar- 
supial Board's ofllces".'^ The press were primed, and low 
fares were promised between Winton and Longreach when 
the Triplane arrived. That, said McMaster, would be about a 
week after the first aircraft.^' He had investigated all proper 
insurance policies, though not without some problems. The 
State Government Insurance Oflice told him that it could not 
give cover under the Workers' Compensation Acts to his 
pilots because "their remuneration exceeds £400 a year". 
Within the meaning of the act the pilots, he was informed, 
"are not workers"." 

Storm clouds were massing along the coast to the north of 
Sydney as McGinness and Fysh (with Baird as passenger) 
opened their throttles to take ofl" for Wimon. Their immediate 
destination, before nightfall, was the New South Wales coun- 
try town of Moree, along a route that took them north over the 
relative safety of coastal waters to Newcastle, and then inland. 
In noisy cockpits, they were bufleted by wind and subject to 
constant turbulence as the sky darkened. There were few fly- 
ing aids. Each aircraft had a magnetic compass that swung all 
too easily with the erratic motion, an inclinometer, a counter 
for engine revolutions, and an air speed indicator. Stalling 
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speed was a mere twenty-five miles per hour below top speed. 
The propeller, as it spun, drove air backward in a spiral pat- 
tern so that it exerted pressure on one side of the aircraft fm 
and forced the pilot to push constantly on the left rudder to 
avoid turning. Sustained blind Hying in turbulent cloud was 
impossible. 

McGinness nuuiaged to fly through gaps m the fi'j^fa'wfa'g 
dcNid but Fysh had less lud(. Hoping to breik tfannigh into 
dcflr aiT) he idnnged Into the M flfknfw ahead of him and» toi^ 

ed about by turbulence, was almost immediately disoriented. 
The aircraft stalled, with the nose swinging) and began to 
enter a spin. As it did so, he broke cloud base over a valley, but 
"with the clouds on the ground all round"." Recovery from 
the incipient spin, now that his confused senses had some 
visual reference, was rapid and straightforward but there was 
no way out through the encircling clouds. Fysh glimpsed a 
bushy hillside near a pithead, turned in towards it and, 
aomehoW) mana gwi to land on die iqihin dope* He cane fo 
rest next lo a ninei^s oottage. Netdier he nor Batid was hurt 
and the BE2E» mincubnisltjr) was undamaged. It wu a very 
near thing. No records exist of tlie reacticm of the miner's wife 
but they learned, while she gave ^btm tea and they waited for 
the weather to lift, that they were at Red Head coal-mine. 
They turned the aircraft around, cleared some of the bushes 
from the ground ahead of it and» when the clouds b^an to 
break, took off — downhill. 

It was the only unpremeditated landing of the flight. Fysh 
joined up with McGinness, who had arrived safely at 
Sin^eton, and they flew on uneventfully over the following 
days northward to Queensland through St George, 
Charleville, and Blackall to BareaUine, the last stop before 
Longreadi. McMaster, who had cauglht die train from 
Rockhampton on Queensland's north coait, was waiting there 
for them. 

It was hot, and he was apprehensive, for the plan was that 
he should fly the last legs with them to Longreach and Winton 
and grace what, it was hoped, would be an impressive and 
historic arrival. While he waited, he inspeaed the landing 
ground and found it was asmall chorpan in a scrub of gidyea 
stumps. Away to the weat» towarda Longreach, he could aee 
wi%-willie8 that spiralled whirling oolunms of dust acrosa the 
mile-wid^ parchcMl stock route. He sent a telegram to hia 
Rockhampton friends: "Everybody happy but fother." 

The Avro 504K and the BE2E came hito sight on schedule 
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and landed safely, though "with only inches to spare", on the 
clay-pan. Pilots, passengers, and spectators adjourned with 
McMaster to the bar of the Shakespeare Hotel. There, "the 
immediate future was mapped out".^' 

McMaster had flown only once before, on a short joy-ride at 
Hendon in England. Now, only the conviction that his per- 
sonal prestige in the district was at stake sustained his deter- 
mination to undenake the sixty-five mile flight ahead. As he 
settled himself in the hot cockpit, he noted that McGinness 
seemed, as usual, utterly without care. The engine roared, 
they bumped forward across the hard clay and climbed slowly 
through the thin and no less bumpy air. He nerved himself to 
enjoy "the splendid view of the surrounding country". Settled 
on course, he soon found himself flying over Kelso, one of his 
properties between Longreach and Ilfracombe, and was able 
to count the five dams. "I could see every one of them at once 
and could tell the quantity of water in each", he wrote to his 
friend, Campbell. But great sheets of lightning began to fill 
the sky to the south-west and approaching storm clouds were 
massing ominously as they landed, in late afternoon, before 
cheering crowds at Longreach. 

Despite the welcome, and the knowledge that they had 
beaten the mail train from Barcaldine by twenty minutes after 
giving it two hours start, he faced the final flight to Winton 
with misgivings. They were not unjustified. 




The BE2E aircraft of 
Longreach stock and station 
agent, Charles Knight. Hudson 
Fysh flew the BE2E from 
Sydney to I-ongrcach in 
company with McGinness, who 
flew the Qantas Avro S04K. 
Knight travelled from Longreach 
to Winton with Fysh on 7 
February, 1921 and returned 
the following day, when this 
photograph was taken. Knight 
is sitting in the front cockpit. 
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On Monday morning, 7 February 1921, McGinness led the 
two aircraft off the ground on the final leg for Winton. 
McMaster's grazier friend, Ainslie Templeton, shareholder 
and director of the company, was now his fellow passenger in 
the Avro. Fysh, following immediately in the BE2E, had the 
fliicrift's owner, Gharkt Knight, as passenger. A flight of one 
and a half hours, that thould htm pwed no difBcnltieii ley 
ahead of dicm. It waa to take oonaiderably longer. 
"Temptetoo and myaelf , wrote McMaster, "were supposed 
to know every road and track between Longreach and Winton. 
We didn't. In high, and other, spirits and with a rail wind, the 
Avro and BE were easily doing 100 miles an hour. But up in 
the air it was impossible to tell a road from a ploughed fire 
track, and the country was a maze of tracks. We went 
wrong.'*" 

Half an hour out from Longreach, 'vdien there should have 
been open downs country around them, he saw only the hills 
and rough country of ilie Opalton lUmge. It waa fiv too windy 

and noi^ to shout to McGinness, so McMaster contiwed to 
write him a pencilled note. It had no effect. "He was cool; too 
cool for Templeton and myself, wrote McMaster. "He kqK 
pointing to his compass, which showed west." 

McMaster tried again with another note. "One hour from 
Longreach. Too many mountains on our right." His pilot 
remained cheerful but unmoved. 

''Siould be open downs country on the right", said a third 
note. The helmeted McGinness continued calmly on his 
course. ^X^th some desperation, McAiaster scribbled again. 
**Winton", he said, trying a new line of persuasion, "is north 
north-west of Longreach." 

This time McGinness, who had been steering west for two 
hours instead of north of north-west, reacted. He came round 
a little to the right, then more, then more again until, retracing 
his track, he was steering east. Far ahead — "as far as the eye 
could see" — McMaster sighted a faint discolouration on the 
ground. Slowly, very slowly, it became recognizable as open 
downs country. At its ceaae he bogn fo make out a **8tote- 
coknired patch, the sixe of a dinner phtte". In turn it grew, 
h^t*»m^ some fcji Ki of settlement, ^n d then a town. Ainalie 
passed a note to McMaster: "Thank blazes we are 
somewhere!" They had now been airborne for three hours on 
a flight that should have taken half that tinier but the town 
ahead was Winton. 

On the hill to the north of Winton's artesian bore, a large 
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crowd had assembled. They knew that the aircraft were due 
by eleven o'clock because a telegram had been sent after the 
departure from Longreach "requesting smoke on the landing 
ground" by that time, to indicate wind direction. Intently and 
anxiously, the crowd scanned the sky in the direction of 
Longreach as the minutes dragged by. Then a speck was seen, 
far to the south of the expected direction. Two aircraft became 
distinguishable, drew closer, and then began circling the town 
as they lost height. McGinness came in with the Avro first, 
touching down only feet from the sheet that had been pegged 
out on railway hill to indicate the landing area. Fysh followed, 
with another perfect landing. They had fuel in their tanks for 
only fifteen minutes more flying. "Much relieved," wrote 
McMaster, "we had a drink." 

The town's welcome was a hearty one and "the aerial party 
was . . . entertained at a smoke concert at the North Gregory 
Hotel". ^" The king was toasted. Speeches recalled the days 
when "Cobb & Go's coaches were the most up-to-date method 
of rapid transport", when "it was the usual thing to see station 
owners and managers arrive in Winton by buggy, with a mob 
of spare horses driven behind by a couple of black boys". 
McMaster, in his resounding voice, reminded them of the 
links between aviation and defence. "Australia", he warned, 
"lies open to all from the air. The only reason that Australia is 
held by us today, gentlemen, is because we are fortunately a 
part of the greatest Empire in the world." As he reached his 
peroration, carried away by the company and the drama of the 
day, the single Avro 504K became for him the symbol and 
heart of the security of their vast and empty continent. 

"This commercial aviation company", he urged across the 
smoke-fiUed room, "should get your support as Australians, 
not investors; not for the dividends it is likely to bring in, but 
for the great influence it must have in the administration, 
development and defence of Australia. "^^ Possibly, out on 
railway hill in the darkness, the lone Avro blushed. 
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Despite the euphoria of the arrival at Winton, the two aircraft 
left next day to return to Longreach. There has been, ever 
since, a desultory but amicable debate be tween tut two places 
to daim the hooour of providing the birthplace of Austtalia's 
imenmtioiial airiine. The leooida, how«ver» are specific. 

Though Abm Campbell was '*pio-tem" ofifidal seoelaiy of 
the company, he lived in Brisbane. The routine chores of 
secretary were first carried out in Winton. Harriet Rylie did 
them, free of charge, from the office of her father, who was a 
stock and station agent.' Miss K. Tighe of Winton did the 
book-keeping, also free of charge.^ The address of the com- 
pany when It was formally registered on 16 November 1920 
was Winton. The first meeting criT directors (a "special 
meeting' ) was held at the Wmton Chib on 10 February 1921, 
though it proved to be the only meeting of directors ever held 
at Winton.' In the words of Fergus McMaster, as father of die 
airline, Winton was **lhc official birthplace of Qantas**.* 

The baby, however, needed intensive care from the start; it 
was moved immediately to the more promising operational 
environment of Longreach. From Longreach commercial 
operations began, first in Eagle Street and then from an office 
in the little Cory building of wood and galvanized iron in 
Duck Street. It was provided free of charge. 

On the day of the return fii^t to Longreach, the Qantas 
fleet doubled. The owner of the BE2E, Charles Knight, 
fhoM gh be had survived wit ho ut enthusiasm die divernons 
and delays of the prolonged flight fiom Longreach to Winton, 
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JeciJeJ a^ter tke return Aigkt tkat kc kaJ kaJ cnougk. 
Hudson Fysh, after leaving Winion, lost his way and, in 
conditions that were very rough, missed Longreach by twenty 
miles and had to track back to it along the Thompson River. 
Knight was very sick. He vowed (probably while still in the 
air, according to an amused McMaster) never to fly again.' 
When he offered the BE2E to Qantas, they bought it for £450 
(though McMaster insisted that part of the purchase price 
take the form of shares in the company). 

With two operational aircraft now in Longreach and the 
expensive Triplane nearing its delivery date in Sydney, there 
were three urgent priorities. All fell neatly under one heading 
— financial. The company needed immediate cash to pay bills, 
and this could only come from flying operations; it needed 
longer term financial security which could only come from 
government subsidy of some kind; and it needed more capital, 
from the sale of shares, to expand. 

"Please do your best to absolutely nail any prospective 
passengers, as well as shareholders", wrote Frank Cory to 
Alan Campbell. Get any interested shareholder, he urged, to 
sign the form of application "then and there, so you have 
some hold on him".* 

Passengers, though, were very few. The only continuing 
source of revenue from February 1921 was joy-rides at 



The ill-fated .\vro Triplane at 
Mascot aerodrome, Sydney m 
late February 1921. It had been 
ordered in September the 
previous year and was to prove 
a costly disappointment for 
Qantas. The area where it is 
standing in this photograph is 
now part of the Qantas Jet Base 
at Sydney Airport. 



It 
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Joy-riding at Winion in early 
March 1921. Some of the stalT 
and a young patient from the 
Winton hospital with Arthur 
Baird (left) and Paul 
McGinness (second from right) 
in front of the Qantas Avro 
504K. The engine cowling of 
the Avro shows evidence of 
modifications by Baird to 
improve cooling in the high 
temperature conditions of 
western Queensland. 



fl.ls.Od for ten minutes.^ Very aware that this was a limited 
and temporary source of cash, McMasier turned his sights on 
the government. Less than a fortnight after the Winton arrival 
he was wiring McGinness, in Sydney checking the Triplane, 
to go to Melbourne "to see Rodgers, Colonel Williams, 
Guthrie and any others possible". (Guthrie was a Queensland 
senator and Arthur Rodgers a minister in the government.) 
"Let them know we have actually started operations. Keep the 
position fully before Federal Ministers", urged McMaster." 

The "operations" referred to by McMaster meant joy- 
flights by Hudson Fysh in the BE2E. As the aircraft could 
carry only one passenger, and as Fysh took along with him on 
flights between towns, "the proprietor of the Western Motor 
Works, Herbert Avery" as mechanic, only local joy-rides were 
possible. Nevertheless, the industrious Fysh was able to 
report to his chairman that in the last week of February, in a 
trip that included Blackall, Muttaburra, Isisford, and 
Wellshot, he had carried seventy-eight paying passengers and 
"cleared £100 off the BE". On one flight he had taken up an 
Aboriginal (without charge) and on another carried a Mr 
Murray who "shot two turkeys from the machine". His report 
was as conscientiously concerned with the grey necessities of 
business as with the adventure and eventfulness of flying. "I 
think we should have a bank accoimt here [Longreach] as soon 
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as possible. I am sure Longreach is the best headquarters." 
His worries included his own finances. "I hope you got my 
wire", he concluded. "As you understand, I have all my 
monqr in the company and I should like to pay my hotel bill 
here."' 

As Fysh was oonchiding his successfiil first tour, McGin- 
nets was active in Mdboume. He wired on 28 Fdmiacy that 
McMaster should join him at once. On the advice of Rodgm 

he thought prospects were bright. McAAaster responded at 
once and joined him but it was a false alarm and there were no 
immediate results. McMaster, however, considered it "the 
first shot fired at the then Federal Government".'" 

More pressing and potentially disastrous matters were soon 
occupying them. Writing with some pride to Campbell on the 
company's new letterhead ("Head Office: Winton; District 
Otlice: Longreach"), McMaster advised that McGinness and 
Baird had left for Sydney to bring the five-seatcr Triplane up. 
When it arrives, he said, '*we will get the regular service 
started between Wmton and Longreach in conjunction with a 
motor service wfaicb will take all excess baggage"." The 
Triplane never came; McGinness had crashed it in Sydney. A 
telegram advised McMaster (with considerable underem- 
phasis) that on a practice landing with full load the undercar- 
riage had sheared off and the aircraft was "damaged slightly". 
A follow-up letter next day was equally sanguine in tone and 
stated that the flight ended in "damaging the undercarriage, 
propeller, radiator and one wingtip". In fact, the aircraft, in 
which was invested almost half the capital of the company, 
was massively damaged. 

It was a substantial blow. In Longreach, Frank Gocy had 
been expecting valuable revenue from it. There was lots of 
passenger work offering, he told Campbell, because of the wet 
weather. Longreadl had had over six inches of rain and all the 
creeks and rivers were flooded. The Triplane, besides, had 
commercial and passenger attractions. Fares for the Avro 
504K, which only carried two passengers, had been calculated 
at £10 a head for the Longreach- Winton trip. Fares for the 
Triplane, with four passengers, would be only £6.6s.0d each. 
And, said Cory, "in a car you take six or seven hours on the 
best of roads and are charged up to £4.48.0d and you have the 
expense of extra meah*'." 

Campbell had a letter from McMaster that same week. It 
was quite dear that neither economic recession, govemmem 
procrastination, broken aircraft, or weather patterns could 
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deter him. "I am pleased in a way", he wrote, "that we are up 
against it for a start, because it will make the business stand on 
us own feet." If it could carry on under present difficulties 
then, he said, "when a more generally prosperous time comes 
it should be a very good commercial as well as national invest- 
ment — and the latter is, as far as we are concerned, the prin- 
cipal [one]. It [(^mas] will have to be sometfaiog stronger than 
a hot-house pknt.'**' In the same letter he advised Gimpbdl 
that Senator Guthrie had taken shares and concluded: ''Bri- 
tain got her great sea power during the last war fiom her 
mercantile marine. So will every country get its aerial strength 
from the machines, pilots, mechanics and ground organisation 
used in commercial aviation." He was to back his words with 
almost total involvement in the small and precarious com- 
pany. He was, said Cory, "the movmg spirit of the thing. 
Abaolutdy.*'" 

Meantime, and somewhat nearer the coal ftoe, McGinness 
and Fysh were attending to the **futuft aerial strength of the 
country** by joy-riding. Fysh set off to the south in the BB2B 
to work the Lower Diamantina and Cooper's Creek area but 

business was not good." "I am cutting out every possible 
risk", wrote Fysh, "and am not taking up any children." 
McGinness, going north, made Urandangi his centre for a 
tour of the middle and upper Georgina country. A special 
target was the gathering at Urandangi for the Picnic Race. He 
took up a lot of passengers and won some helpful notoriety by 
riding the winner in one of the main races.** 

In that same month, pioneer aviator Bert Hinkler demon- 
strated how air travel could shrink the vast Australian conti- 
nent. Hinkler flew his Avro Baby aircraft nonstop over the 
800 miles from Sydney to Bundaberg, in Queensland, taking 
only nine hours. The flight was widely and deservedly 
acclaimed. At the same time Fergus McMaster, on the 
ground, once more proved the fallibility of the motor car. He 
wrote to Campbell on 12 April: 

I had a pretty rough trip back. The roads were extra rough and I 
had a job to get to Kyuna the first day. I spent the second, until 
three o'clock, on repairs. I went pretty rotten setting sail fiir 
McKinlay, then dainn rotten when I strudt a creek seven miles 

out. Had to foot it into McKinlay and get the assistance of three 
good horses to pull the car out. Then I set sail for El 'Rita [one of 
his properties] and had a rotten time out to the ten-mile creek 

known as Snake Greek. Damn me if I didn't get Stock sgain* and 
had to walk die ten miks bade. Qiute a nice Sunday aft arnooa's 

walk.'^ 
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In ihc same letter he told tiis friend that th! aviation business 

was paying its way — "something to be thankful for these 
days". 

In fact, it had, in bad economic conditions, done surprising- 
ly well. In his chairman's address at the first general meeting 
of the company on 2 1 May in Longreach, McMaster was able 
to report that the "Aerial Service" had been established on a 
permanent footing. Everywhere the aircraft went there was 
enthusiasm that, he said, "must eventually warrant . . . open- 
ing centres in Charleville and Cloncurry". That, when it oc- 
curred, would be a big step towards opening up "what must 
eventually be one of the greatest aerial routes in Australia". 

The report of the provisional directors showed that, to 1 5 
May 1921, there had been applications for 6,850 shares for 
which there were cash receipts of £6,075. The company's 
plant was shown as one Avro Dyak Biplane three-seater, one 
BE2E Biplane two-seater, and one Avro Triplane five-seater. 
The cost of the plant was set down as £5,67 1. 18s. 1 Id, in- 
cluding spares. Apart from £100 on the BE, it was declared 
clear of debt — with the exception of repairs to the Triplane 
"owing to an accident in Sydney during the trial flights". 
There were also some "incidental charges" of about £200. 

This somewhat casual reference to the Triplane crash and 
its implications would not nowadays win an annual report 
award for frankness, compounded as it was by the obscurity of 
the chairman's statement that "your directors decided to allow 
her to remain in Sydney until August next" and then return to 



Ixingreach in 1921, taken by 
Paul McGinncss from a balcony 
looking along Eagle Street. A 
complete block of shops and 
houses, including Qantas's first 
ofTice, was destroyed by fire 
forcing the airline to move into 
temporary premises in Frank 
Cory's small building in Duck 
Street from about April 1921 
until May 1922. 
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operate in the wet months. As, however, the biggest 
shareholder in the company, McGinness, had crashed the air- 
craft himself and as his fellow directors, Templeton, Fysh, 
and McMaster, followed him in their fmancial commitment as 
shareholders, perhaps their reluctance to emphasize the set- 
back can be overlooked. (Of the 6,850 shares issued, McGin- 
ness then held 1,450, Templeton 1,000, Fysh 600, and 
McMaster 500. There were no free "promoters' shares" and 
no directors' fees or expenses of any kind were paid.) 

McMaster reported that the pilots had "absolutely put safe- 
ty first". McGinness, in the Avro Dyak, had flown 7,400 
miles and been in the air 111 hours, taking up 285 passengers 
and making 130 landings. Exclusive of pilots' salary, it had 
cost forty-eight shillings per hour to keep the aircraft in the 
air, or eight and a half pence a mile (four and a quarter pence 
per passenger-mile with two passengers). Fysh, in the BE2E 
had "done exceptionally good work". The machine had 
already made "a gross return of double the purchase price". It 
had flown 6,370 miles, been in the air 98 hours, and carried 
296 passengers. The flying cost had been fony-one shillings 
per hour, or seven and a half pence per mile. The Avro had 
averaged sixty-seven miles per hour, the BE2E, sixty-five 
miles per hour. 

"Considering the serious financial times that the coimtry 
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Qantas's second office in 
Longreach in mid- 192 1 and 
probably the bcsi -known olTice 
of all in the company's history. 
Il was owned by Frank Cory 
and located in Duck Street. The 
building 10 the left in the 
photograph is the lx)ngreach 
Club and across the street to 
the left of the club was the site 
of the Graziers Building. 
Qanias moved its head office to 
the Graziers Building in May 
1922 and this remained the 
headquarters until the move to 
Brisbane in 1929. 
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has gone through", McMaster concluded, . . the position of 
the company must be considered satisfactory." 

He wrote to Campbell on 29 May promising a copy of the 
report and of the address of "the most noble chairman, which 
wiU teU you very little in a big lot of ontory*'. The head office 
he advised, "has been shifted from WinUm to Longreach, with 
Mr Cory as secretary**. (The bank account was offidally 
transfened to the Baidc of NSW, Longreach.) Net piofit was 
"about 600 pounds", and the new directors were "A. 
Templeton, P. McGinness, H. Fysh, F.W. Bode, T.B. 
Mcintosh, G. Morgan Reade, Norman White, Dr Hope 
Michod, and myself. McMaster concluded: . . now that 
we are up against what we think are hard times, wc are as 
fretful as a lot of spoilt children. No, dear friend, don't ihmk 
for one moment that yours of the Mobile Artillery is down and 
out . . 

For a small company it was, in McMaster^s words "a pretty 
hefty** board, **but as no fees, travdling, hotd or otiber 
eipenses were bemg pud it didn*t matter**." 

Of great moment to the company's ultimate survival, in the 

report of the provisional direaors, was this sentence: "Your 
directors placed a proposition for an Aerial and Motor Service 
to operate between the railheads of Longreach and Winton, 
before Capt. Edgar Johnston, one of the officials of the Air 
Board, who lately visited the district." He was "very inter- 
ested" and "advised that an application should be lodged 
before June 30"." Intense efforis to persuade the federal 
government to support the company were now to dominate 
their thoughts. McMaster told Fyah diat he bad suggested to 
McGinness that a move in regard to getting a subsidy should 
be made without further delay. "I would like to see you**, he 
said, "push this particular matter and try either to get a 
Strai^ out subsidy or a mail contract."^" There were hopefVil 
signs on government thinking; the Department of Defence 
had invited tenders, to close on 30 July, for an air route in 
Western Australia from Geraldton to Derby (via Carnarvon, 
Onslow, Roebouriic, Fort Hcdiand, and Broome). 

Financial asdstanoe fiom the government of the Common- 
wtaltfa was "the big picture**. Less grand, but indicative of the 
true scale of the fi nan a al parameters, was Frank Gory*s 
request to McMaster on 15 June for £4.10s.0d to secure '*a 
proper cabinet for the files, instead of filing correspondence m 
a folder in my own cabinet". Cory also urged that they get a 
cheque book "properly printed with the company's name . . . 
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as is done by other companies". His plea was heard and in the 
balance sheet for the year ended 30 June 1 92 1, office furniture 
was listed among the company's assets at £6.3s.3d. 

While Qantas was, for the first time, dipping its toe in ^ 
restless sea of federal politics, aviation decisioDt were being 
taken in England that greatly interested the Aiutnlian prime 
minister. Introdndng the estimates of the Air Ministry on 1 

May, the air minister, Mr Winston ChnrduU* annoanced '*a 
melancholy decision". As the need for economy was so great, 
he said, Britain could not further develop both airships and 
aeroplanes; it had best give up on airships and concentrate on 
aeroplanes. He offered, to any private company willing to take 
over the government's airships and run them for commercial 
purposes, "all the airships free oi charge". 1 hat airships could 
be commercially attractive was not doubted by some 
authoritative commentators. The magazine Agronautia 
observed that the P&O Company had raised their rates fitr the 
voyage to India, charging a seoondfdaas fiure to Bombay of 
over £70." **Were the R36 [airship] now ready to carry 
passengers to and from Karachi at £100 a head, there would", 
commented the magazine, "probably be a daily queue outside 
the booking otTice in India." 

Churchill was offering "as a free gift" seven airships in the 
possession of the ministry, including two Zeppeims sur- 
rendered by Germany. The other five "represented expen- 
diture of several million pounds*'. They were huge structures. 
The R33 was 640 to long, with a cubic capacity of 2 miUion 
feet ofgas and a disposable lift of tiventjHune tons.ToPkime 
Minister Hughes the opportunity seemed too good to miss. 
He was to urge the Parliament later that year to take them, 
because "Australia would be at ooe bound broogbt to the 
shores of Europe"." 

The general news from England on civil aviation was not 
encouraging. Though the War Ministry reported that British 
aircraft had flown more than a million and a half miles 
between *'the opening of dvil aviation in May 1919** and the 
dose of December 1920 (with a finality rate of one passenger 
per ten thousand miles)^ tlie industry was in trouble. Cbnr- 
chill gave one reason kx its fidhne: 'Travellmg by air doeif 
not mean travelling from one city to another but fi'om one 
aerodrome to another", and aerodromes were "on the outside 
of the cities".^' Trains, on the other hand, said Mr Churchill, 
ran into the heart of cities. The authoriuiive commentator, 
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Lieutenant Colonel Holt, wrote: Trivate aviation having 

come to nought, there is only one other way to keep a large 
civil aviation organisation in being, and that is to establish an 
air mail service in England."^* 

The Qantas financial problem, in the outback of a vast conti- 
nent on the other side of the world, was therefore not unique. 
A "somewhat dampening" letter from Rodgers at Parliament 
House advised them on 14 July that there was no immediate 
likelihood of a Charleville-Cloncurry aerial service, though 
there were prospects of a limited subsidy for a trial service.^' 
The situation held some hope, however, and the Civil Avia- 
tion Branch was, under Edgar Johnston's direction, active in 
providing aerodromes and emergency landing grounds 
between Adelaide and Sydney and Melbourne and Sydney, as 
well as northward through New South Wales to Charleville 
and Cloncurry. And the Department for Home and Ter- 
ritories was negotiating for the purchase of aerodromes in 
Melbourne, Sydney, and other cities. 

The philosophy behind this activity on behalf of commer- 
cial aviation included the possible necessity for the sudden 
expansion of the RAAF. Parliament had voted £100,000 for 
civil aviation but, as the staff of the Civil Aviation Branch of 
the Department of Defence had been organized for only four 
months of the financial year, only a little over half of the vote 
had been transferred into approved recommendations for 
expenditure and, of this, "it had only been practicable to 
expend usefully £6,700".2' 

With government assistance still little more than a gleam in 
McMaster's eye, the Avro and BE again concentrated on 



The Qantas Avro 504 in 
Townsvillc, 7 July 1 92 1 , after 
registration lettering was 
applied for the first time. The 
painting of the lettering was 
done by Richardson's Signs of 
Lx»ngreach. 
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Ingham, 1 August 1921. 
McGinncss is standing second 
from the right. During a flight 
from Ingham the next day> 
McGinness experienced engine 
failure and had to force land 
the Avro in a sugar cane field. 
It was extensively damaged and 
had 10 be sent to Sydney for 
repair. 



custom from joy-rides and trips to race meetings. Fysh con- 
sidered a four-day taking of £49. lOs.Od "a very good trip and a 
profitable one" but in the hard times, "no passengers were 
obtainable at our usual rates". "If my charge was four pounds 
an hour instead of eight pounds I am sure", he wrote, "that 
trips would come along at a great rate."^' 

McGinness had had one particularly interesting job just 
before the meeting of directors. On 16 May, with Arthur 
Baird, he had flown the Avro to Elderslie Station to pick up 
the owner, C.J. Brabazon, who wanted to examine potential 
grazing country in the Northern Territory. They flew to 
Austral Downs and a hundred miles beyond and, though the 
country proved unpromising, Brabazon congratulated 
McMaster "on having secured so capable a man as McGin- 
ness". Baird, too was praised, as "thoroughly careful, wonder- 
fully so"." Bad luck, though, lay ahead for McGinness. While 
Fysh worked the southern districts, McGinness went north 
again and during a July trip took up a total of 138 passengers, 
plus eight on a joy-ride from Ingham. His engine failed, he 
reported, and he was forced down in a field of tall sugar 
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cane." Though no one was injured, ihe damage to the Avro 
was extensive. The aircraft was dismantled and shipped to 
Sydney for repairs. It was their first major operational crash 
and their modest profits to date all went on repairs." With the 
wrecked Triplane still in Sydney (it never saw opentions), 
they were left with the old BB and a total passenger carrying 
capacity of one. 

With remarkable resolutioii, the board decided in August to 
intensify their efiforts to secure fresh capital and so enable the 
company to buy suitable aircraft to tender for the hoped-for 
Charleville-CIonciirry route, if tenders were called. Fysh, in 
the BE, was to tour the south and south-west yet again, but 
this time with the prime objective of selling shares; iMcGin- 
ness, by car and then aircraft when the Avro was repaired, was 
to cover northern towns, assisted towards the end by 
Clarkson, a professional "sharegetter**.'' A leaflet with the 
title ''Flying's the Thing" was printed, stressing the link 
between the government subsidy for commercial aviation and 
natioiiai defence. Fysh wrote articles for the local press. A 
second prospectus, dated 18 August, was issued to raise a 
further £15,000 and, following a meeting of direaors at 
Longreach on 30 August with Dr Hope Michod in the chair, 
**a propaganda committee" was formed. 

The pace was hectic, and the commitment intense. 
McMaster, after addressing meetings in Rockhampton on 16 
September, took a steamer to TownsviUe and joined McGin- 
ness there for more meetings. They drove inland to Charters 
Towers where, after addressing two enthusiastic gatherings, 
the mayor formed a supporting committee. McGinness then 
went across by car to the north-east coast while McMaster 
took the train to Hughenden where the mayor chaired a 
meeting of town and country people. Then it was on to Clon- 
curry where "the projea had a splendid reception"." The 
Cloncurry Chamber of Commerce and Mines and the Clon- 
curry Shire Council passed a strong resolution calling for 
immediate action to connect the town and district "to the 
southern pastoral centres and with the south by means of a 
regular Govemme&t*tubeldised Aerial Mail Service". 

This political ground swell was backed by individual finan- 
cial commitment. "Over £13,000 was subscribed in a very 
short tune", wrote McMaster.'' One letter from W J. BeU, a 
railway fettler said: *'[! have] read your advocacy . . . and I beg 
to state that I, a common worker, am willing to take up IQ, 20 
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or 30 pounds' worth ... so you can fire away." Touched, bur 
aware that risk was involved, the board wrote to him accord- 

inglv: "Your letter", Bell responded, "bears the imprint of 

honesty."'* He cut his application by hall'. 

Some subscribers were won over more dramatically. Fysh 
flew his BE2B into Tambo just after the owner of a local pro- 
peity* Minnie Downs, had left town. **I jumped mto a car and 
raced after him'*, wrote Fysh.*' It took an hour to catch him 
but, in the dust by the side of the road, he signed up for 200 
shares. When a Sydney man, who owned a station at Long- 
reach, left his satchel in the Longreach Qub when he caught 
the train south, McGinness took off with it in the Avro, 
caught the train, and circled it until the driver stopped. The 
satchel was dropped from the air and its owner, Mr C. Foy, 
later took up a total of 750 shares.'* 

The new Qantas prospectus and the all-out efforts to raise 
capital attracted mild reproof from the controller of civil avia^ 
tion, H.C. Brinsmead. He advised them gently but firmly that 
though he thought a Queensland service linking the western 
rail terminals would be of great value;, it should be dearly 
understood that any subsidy would depend on the size of the 
grant in aid of civil aviation approved by Parliament. *'I have 
to suggest that perhaps the time is a little premature to call for 
subscriprions to ensure financial backing to place a tender." 
He noted, however, that Qantas had promised to refund all 
moneys in the event of the contract not materializing.'^ 

The political pressure stimulated by McMaster was grow- 
ing. In Oaober, over a dozen shire and municipal councils 
plus die Qurleville, Chaiters Towers, TowntviO^ and 
Rockhampton chambers of oommeroe and the New Settlers 
league at Qoocurry sent telegrams to the prime minister. 
McMaster urged on his parliamentary friends, A J. Hunter 
and Donald Cameron, and McGinness was sent to 
Melbourne. By the end of October there were hopeful signs 
and McGinness wired from Geelong Railway Station on 
October 29: "Absolutely vital our subsidy McMaster come 
Melbourne immediately."" 

McMaster went at once and, after preliminary meetings 
with Brinsmead and others arguing his case, an impressive 
deputation of all Queensland members of the House of 
Repfesentatives and Senate accompanied McMaster fyr an 
bterview with the prime minister on 10 November. 

It took place in Mr Hughes's private ofSce in the basement 
of Melbourne Psrliament House and the atmosphere was 
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tense. Herbert Brookes, president of the Nationalist Party 
Organisation, was present, emphasizing the uneasy and un- 
friendly relations between Hughes and the Country Party. 
Hughes, wrote McxMaster, had a very narrow majority in the 
House but die Gouutiy Futy had been voting almott adidly 
with Labor as each item was chaUenged in the estimates and 
division after divtsioii called for.^ Dr Earle Fig^ minister for 
defence and responsible for dvil aviation, had indicated he 
would move a vote of no confidence. It was in this atnioq>hefe 
that McAAaster's friend, A.J. Hunter (Country Party member 
for Maranoa in Queensland) introduced the deputation. 

"Mr Hughes," wrote .McMaster, "bristling like an old war 
horse, raked the Country Party from stem to stern. "*° For the 
whole week, roared Hughes, they had been voting solidly with 
Labor for reductions in all items of the estimates. Now, a pro- 
minent member of the G>untry Party had the audacity to lead 
a deputation asking fbr increased expenditure. 

The broadside lasted some twenty mmutes then Hiighes, 
reaching for the large device on his desk that he used to assist 
his hearing, indicated that McMaster should speak. 

"I am reputed", wrote McMaster, "to have a very loud, re- 
sounding voice. Possibly on that occasion it was not absolutely 
under control. Our wartime Prime Minister was sitting there 
at his table holding a great, clumsy black box atfair to his ear. 
After I had been speaking for a few minutes, Mr. Hughes put 
his black box on the table. My reaction was that he had decid- 
ed not to listen further."** 

It was a wrong interpretation. After a short time Hughes 
imerrupted: '*Hxcuse me^ Mr McMaster, I know I am dea^ 
but I am not as deaf as you evidently think." 

There were some short, supporting speeches when 
McMaster concluded, then a dead silence. Then, wrote 
McMaster, "Mr. Hu^es shot a question to me out of the 
blue". 

Prime Minister: "When are you going back to 
Queensland?" 

McMaster: "As soon as we secure your reply." 

Prime Minister: ** You have it now. The Government has no 
money. My reply is no!" 

McMaster, confident that his backers would continue the 
fi^, replied that he would not accept that answer. But the 
interview was over. "We filed out," he wrote, "leaving Mr. 
Hughes alone, like a conquering bull, still with the bladi box 
on the table."«> 
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Though the prime minister could fmd no money on 10 
November for the (^eensland Air Service and its Country 

Party advocates, tenders for government-subsidized carriage 
of mails by air between Sydney and Brisbane and Sydney and 
Adelaide closed the following day. And only a week before, 
Mr Hughes was praised in London by the British Member of 
Parliament, Mr A.B. Raper, for his "enthusiasm for an 
England- Australia [Airship] service".*' There was, in fact, no 
doubt about the pifane miidster's underlying immat in aviar 
turn. He urged the House, less than a fortnight after the 
McMaster deputation* to take advantage of Mr Churdull*s 
ofo of the airahips. "That they can make die paaaage fiom 
England to Australia'*, he said, "I am as certain as that I can 
waUt down die steps of this building."^ For a two-year experi- 
mental service to Australia, the cost would be £1,647,000 of 
which Great Britain would pay half and the Dominions the other 
half. The government, he said, must pioneer the way and then 
"the development of this means of communication must rest 
on a business basis". 

In the same week, in London, the agent-general for 
Tasmania, Mr A.H. Ashbolt* was also advocating a service by 
airships, in a lecture to The Royal Sodety of Arts: *'Our first 
step must be Egypt> which is deatmed to become the Qapham 
Junctioa of the Imperial Service.'**' 

Meanwhile, as Fysh and the Longreach Committee "were 
hard at it trying for all the cash possible" McGinness gathered 
the Qantas supporters in Melbourne together and, with them, 
put an alternative proposal to the prime minister.** The 
government, he suggested, should give Qantas some of the 
war surplus DH9 aircraft that were available from Britain. 
But this second proposal, also, was turned down. 

These two setboda did not deter McGinness. **He was still 
out for a fi^*'> wrote McMaster« and when he learned that 
*'a certain member of the Government would be travelling on 
the Melbourne-Sydney train" he suggested he should be on it 
too .*^ Exact details of this McGinness initiative, like so many 
of his activities, were never recorded but there were results. 

"Dviring the early hours of a Saturday morning," wrote 
McMaster, "I had a telephone call from McGinness from a 
railway station somewhere between Melbourne and Sydney. If 
it were possible to get the Country Party to ease up its opposi- 
tion to the Estimatea, suflldent money would probably be 
made available for a service between Charleville and 
Cloncurry."** 
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The response was quick. Mr Hunter told the House on 22 
November that if certain unexpended funds could be used for 
subsidizing commercial air services throughout Australia "it 
would probably induce Honourable Members to pass these 
Estimates as they siaad . Au eady, he said, there had been an 
arrangement entered into with a West Australian company 
involving a sum of £25>000 and toiders had been called fix 
Sydney-Brisbane and ^rabiqr-Adelaide services. In additiwii 
he said, a deputation had asked **ibr a similar service through 
Central Queensland . . . Since February last, a Company 
[Qantas] has been operating in the interior of Queensland with 
headquarters at Longreach ... It has been found impoiwiMy 
10 carry on if dependent on passengers only."*' 

The Labor Party was indignant, sensed betrayal in the air, 
and accused the Country Party of gross inconsistency. But the 
Country Party "to support civil aviation ' voted with the 
govemmeBt*"^ The btttle teenicd vron. 

Withm a week of the Country Party about-ftoe m Fkriu- 
ment, McMaster was advised that tenders Sn a Charlevilk- 
Ckuicuny service would be called at "an early date**.'* The 
company now had to fidlow through the consequences of 
political success. To tender convincingly it had to raise the 
remainder of the required capital and, aware that the Civil 
Aviation Branch would press for bigger and more experimen- 
tal aircraft for the route, it faced big and urgent commitments. 
The board decided, at a meeting on 7 December "that a 
Manager should be secured". 

Though no ofiBdal word had come through to Qantas about 
tenders, McMaster knew that McDonald had received a letter 
on the 19th fiom the Air Council advising that tenders would 
be called and there would be a maximum subsidy of £12,000 a 
year. He felt sufficiently certain of his sources to call on the 
bank on 8 December, told the manager that the federal 
government had sanctioned a £12,000 subsidy for the new 
service and requested an extension of the company overdraft 
limit to £1,000 until the middle of January. A circular was 
prepared and sent out on 14 December on the company letter- 
head over Frank Cory's signature aeeking more shareholder 
funds. 

As a result of the good work done in Melbourne by our Messrs 
McMatter and McGinnett pt said], the Federal Government are 
prepared to subsidise the Aerial Route from Charleville to Qoof 

curry to the extent of £12,000. To be in a satisfaaory position to 
tendier for this contraa, it is necessary to sell 10,000 more shares 
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* . . There are 240 shareholders at preseat and if each persuades 

an aoquaintanoe to take up even ten ifaiKS lie 

2,400 sold. We endoie an AppUcadon Fofm. A penoa Imying 

shares is merely asked to pay ten per cant of dM vdue of die 

apfdicatioii« balance by anaogement.'' 

Formal advice ficom the government that approval had been 
granted for **the establishment of a weeUy [return] aeroplane 
service between Charleville and Cloncuny, Queensland" was 

received in a letter dated 15 December from the secretary of 
the Prime Minister's Department. Qantas, it said, "now has 
the opportunity of tendering under conditions similar to those 
approved for the contracts already granted, viz Geraldton- 
Derby, Sydney-Adelaide and Sydney-Brisbane"." 

Hudson Fysh was able to tell Campbell on 19 December 
that "the capital is coming in well". He sent him thirty 
booklets 'Srfdcfa deal with propaganda work for the raising of 
the rest of our required cqjital" and adviaed diat he would be 
canvassing in Brisbane and Sjrdney in the New Year. On the 
same day he wrote to McMaster urging that, if they won the 
tender, they should run the service "with small machines 
from the start. I find it hard to believe", he said, "that the 
Civil Aviation people will want us to put big machines on a 
service such as this. It would be a bad business risk."'* 

The scale of operations envisaged was set down in a brief 
financial ibrecasi, outlining proposals to acquire three Bristol 
Tourers (or sunibr) at a cost oif £9,000. Spares, workshops, 
and hangars were coated at £5,600 and plant in hand valued at 
£5,719 to '*brmg total capital to £20,319*'.» 

Running costs were estimated at £15349 for one ytar, A 
total of four aircrafi;, flying a combined 884 hours of 70,720 
miles, would conaume petrol and oil worth £2,043. The old 
BE2K and Avro would be limited to 100 hours per year. 
Pilots' salaries were put at £1,500, engineers' and mechanics' 
at £1,830, with remuneration for the secretary of £300. 

"Possible revenue ' was headed by the item Government 
subsidy: for 70,720 miles it would, at the anticipated 4s.0d per 
milc^ amount to £1^144. By contrast, passenger revenue 
forocaats were modest: for Winton-Longreadi, 260 at £4 
(£1,040); for Ooncurry-Winton, 104 at £10 (£1,040); for 
Charleville-Longreadi, 104 at £12 (£1,248). Other work at 
3s.6d a mile was forecast at £1,00Q, bringing total revenue to 
£18,472. 

January 1922 was dominated by the requirements of tender- 
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ing. Though Qantas had put their capital and effort into 
pioneering an aviation company for western Queensland, had 
mustered widespread financial and local government support 
for a service, and had been largely responsible for convincing 
the govenuDOtt of its iwoeastty, they now firand that this wm 
insufficient to win them die contract and subsidv fon the 
CharleviUe-Ckmcurry mail service. The tender was an open 
one, and there was strong competition, particularly from The 
Larkin Aircraft Supply Company and its associate Austrahan 
Aerial Services Ltd. 

The Larkin interests had won contracts for both the 
Adelaide-Sydney and Sydney-Brisbane services but Larkin, 
like Norman Brearley who had won the contract for the 
Geraidion-Derby route for Western Australian Airways Ltd., 
on 2 August 1921, was not popular with the Civil Aviatkm 
Branch. Both were aggressive, quidc to complain, and never 
satisfied with departmental dec is ions. Fysh, by contrast, was 
regarded as hdpfii! and co-operative.** Larkin's company hdd 
the Australian agency for the big Handasyde aircraft, a new 
but untried light-passenger madiine. Though he put strong 
pressure on Qantas to buy it, even offering to withdraw his 
competition for the Charleville-Cloncurry tender if it was 
ordered, the company considered it too big, too experimental, 
and too expensive." The Qantas first choice was the much 
smaller DH9C. 

The form of tender with its conditions, was sent to them cm 
6 January, but they had already, two days earlier, cabled 
London for aircraft quotations. As Qantas had no reprtsenta- 
tion there, the cable was sent through Dalgety and Company, 
whose Queensland general manager, A.D. Walsh, was a per- 
sonal friend of McMaster Westland Aircraft of Yeovil was 
asked to give prices on three aeroplanes suitable for the 
600-mile route and able "to carry three passengers and 
luggage, one himdredweighi of mails and pilot". The 
McMaster toudi was evident for the cable (the first ever sent 
to London by the company) expressed expectation that the 
service would be extended northward fiom Ckmcurry to the 
Katherine, and southward, fiom Charleville, to Mungindi in 
New Soiuh Wales, **a total distance of 1,600 miles and the 
longest direct air service in the world"." 

The directors met on 7 January and decided to request that 
the bank increase the overdraft limit to £3,000 (with the same 
nine guarantors). It was agreed that Fysh should go to 
Melbourne to "make enquiries as to suitable machines and 
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report by telegraph, complete the tender in all respects and 
lodge same on behalf of the company with the Defence 

Department."" 

Despite what seemed a bewildering number of aircraft types 
to be considered, the choice soon narrowed. McMaster, in 
mid-January, had passed on to Fysh information received 
from the controller of civil aviation, Lieutenant Colonel 
Brinsmead, on Vickers, de Havilland, Handley Page, Beard- 
more, and Handasyde aircraft. It was known that Brinsmead 
strongly favoured the Vickers machine, the Vulcan. By Qantas 
standards and needs it was enormous. A biplane with a 
wingspan of forty-six feet, it could carry eight passengers and 
pilot and cruise at ninety miles per hour. It was expensive, 
costing £3,700. Fysh asked the controller for permission to 
tender with two aircraft, instead of the three specified. It was 
refiised, and it seemed that Qantas would have to tender with 
three eight-seatcr aircraft for a service on which their 
December analysis had estimated total passenger traffic for the 
year at under five hundred. 

Fysh sent a last minute telegram to McMaster on 29 
January 1922 saying that he had been advised, confidentially, 
of strong opposition.*" One tenderer had proposed four of the 
big Vulcans. Larkin had undertaken to extend the proposed 
service to Cunnamulla, in southwest Queensland, without 
subsidy. Fysh, wrote McMaster, "thought these Vulcans the 
only thing" for the Qantas tender.*' 

It was too much for McMaster. In what was meant to be the 
fmal decision they "decided to risk it with two Vulcans". 
Then Fysh, he said, at the very last moment, added a smaller 
DH4 "and put the tender in hoping for the best".*^ (The 
Triplane, though included on the tender docximent, was not 
considered appropriate.) 

The tender price was four shillings per mile flown. For a 
one-year contract it was, for the company, a substantial 
commitment. 

They did not have to hold their breath for too long. The 
Qantas tender was accepted on 2 February "against heavy 
opposition".*' A condition was the appointment of a third 
pilot, from England, with experience "in handling big 
machines".** 

Brinsmead congratulated them. "I have little doubt", he 
wrote, "that if you had not pushed so hard for such a service 
that it would have meant waiting at the earliest until the next 
fmancial year."*' Their choice of the aircraft he had favoured 
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This aerial view of Longreach 
was one of a scries taken from 
the Qanias BE2E early in 1922. 
The street in the foreground is 
Duck Street where the Qantas 
office was then situated in 
Frank Cory's premises, just out 
of this photograph to the right. 
The Graziers Building is shown 
in the corner on the lower 
right, facing the camera. 



had obviously played a part. Brinsmead wrote: "I feel sure 
you will have no reason to regret having decided in favour of 
the Vickers type ... it should prove to be a much better finan- 
cial proposition than any other machine designed for war 
purposes." Qantas was soon to find out that he was wrong. 
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McGinnesi, who lenuitwd in North Qneenshuul with 
Qarkson canvassing for shares, took no part in these headjr 
flffiun. Qirkson's success, though, meant that his services 

were no longer needed. (The board decided on 7 January to 
give him notice of termination; he left on 22 April.) Fysh 
followed through in Melbourne, on the day of the tender 
acceptance, with an inspection of a DH4 aircraft owned by 
Ray Parer. "I believe that it is fitted up well with a cabin, and 
IS in pert eel order. We should purchase this at once. The 
RoUs-Royce engine alone is worth £1,200 and I think we can 
purchase the michiDe complece for £1,500.**' He inspected 
the DH4 in the afternoon, and then set ont (or Sydney to 
discuss contracts for the Vickers Vulcans with WilUam 
Adams, the Australian agents. 

It was a busy month for Hudson Fysh. The board agreed on 
12 February 1922 to cable £2,000 to Vickers in London as a 
deposit on the Vulcans and sent Arthur Baird to join him in 
Sydney to expedite the return of the Triplane when repairs 
were complete. They were instructed to ship the DH4 to 
Longreach as soon as possible if the purchase went ahead. 

Fysh also occupied himself with requirements &r the 
Longreach, Gharleville, and Qoncurry landing grounds and 
the sdectioa <^ a fiir the company, while arranging 

with the Air G>uncil for their representative in London to see 
that the appropriate tests on the Vulcans were carried out. He 
also fitted in for himself flying instructions on heavier aircraft 
at Point Gx>k. 
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With board approval, Fysh bought the DH4 from Parer on 
7 March for £500 cash and £1,000 in three months ("the best 
terms I could get").^ A week later, on 15 March, the company 
contracted with Stewart and Lloyds in Brisbane for the supply 

the DqmrtmeDt of DdSsnce fiir pennisskui to spend £100 on 
behalf of the govemmeitt in deiring and hnpfoving the 
Loogreach acfodfonie. On diat lanie dajr» Frank Goty 
up as temporary secretary. 

Cory, from his stock and statioa afent office, had worked 
hard and conscientiously for the company, without fee. "They 
needed someone, though, with book-keeping skills", he said, 
"and I never had any of that."^ He was not altogether un- 
happy to part company. Hudson Fysh, he thought, was hard 
to get on with. "He had a fair idea of his own importance", 
said Cory. For McMasier he had only respect. "He mtt the 
moving spirit. Absolutdy. He was a strict, upright Sootaman 
and a big man in the cattle industry. But he spent die iriiole of 
his time on Qantas." McMasier (Ud not approve of diinldngy 
particularly for pilots. "Old Fergus was a bit hard that way", 
said Cory. On that count, Fysh "got on with Fergus". Fysh 
was no drinker. 

McMaster's views on drinking complicated the search for 
an English pilot to fly the Vulcan. A board memo that re- 
quired Qantas pilots to sign "the pledge" together with some 
Strict cond i tio ns fiir dismissa1> <fid not appeal to English 
aviators. 

In the week foUowmg Cory's departures Marcus Griffin was 

appointed manager of the company. A former army captain 
and winner of the Military Cross, Griffin had returned from 
the war to fmd that the manufaauring business which his 
brother had looked after in his absence had failed completely 
and was deeply in debt. Griffin, with no legal obligation to do 
so, personally met all liabilities. He was a good accountant and 
capable organizer and came to Qantas highly recommended 
for his integrity and abilities.^ When he arrived in Longreach 
he found, to his concern, that die company was living entirely 
on its capital. 

Fydi, in Sydney, communicated his aniiety to McMaatcr 

about the possible lack of engine power for the heavy Vulcan 
aircraft to which they were committed.' The extreme heat of 
western Queensland had already proved the limitations of 
engines fitted with radiators appropriate to English condi- 
tions. Engine power was reduced, as the hot air was less dense 
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and less effective for combustion. Fysh urged that Vickers 
should be warned^ as their contract paranteed that the 

Vulcan should be capable of climbing to 10,000 feet with full 
load in thirteen and a half minutes, a rate of climb that the 
company considered the minimum acceptable. 

This problem of engine power had been evident in the 
Triplane which now, a year after McGinness had crashed it, 
was fmally repaired and read) for testing. Hudson Fysh did 
the honours with some apprehension, on 17 May. "It was 
indeed a strange looking machine", he wrote, "with its high 
cockpit and towering tiers of wings, itt stove-pipe eiliaiist 
topping all.** The tests were suooessful so FyA^ aazious as 
always fiw revenue advertised joy-fkles over Sydney — **No 
wind, noise or oil. Every comfort. Don't miss it." It was in 
ftct the only cabin aeroplane then in Australia but Fysh 
thought it overweight and an aerial monstrosity.' He flew the 
Triplane in the Aerial Derby of New South Wales and came 
second, after Nigel Love, with a speed of sixty-nine miles per 
hour. 

Though in flying condition, Fysh thought it only safe on 
perfect aerodrome surfaces with good landings in good 
weather and condemned it Sot commercial use. The Qvil 
Aviation Branch agreed and withdrew its certificate of air- 
worthiness. Including rqudrs, it had cost the company almost 
three thousand pounds and its final demise meant the loss of 
ahnost half the oompaqr't paidrup capital. Its Beardmore 
engine went to Longreach as a spare and its fiiselsge and cabin 
ended as a suburban hen-house.' 

Brinsmead paid the company a visit at Longreach on 10 
May 1922 in his capacity as controller of civil aviation, 
inspected the landing ground and promised that immediate 
Steps would be taken to prepare it for the start of services. On 
24 May, Qantaa moved into its new ofiloes hi the Qrazlers* 
Building. Despite the loss of the Triplane, the company seem- 
ed set to progress fiom the uncertainties of |ofiiding to 
regular, subsidized, scheduled operations and the prospect of 
stemming the moimting losses. Then came a crisis which was 
to threaten the existence of the company. 

As early as 19 April there had been cause for concern about 
the Vulcans. Industrial disputes in England had delayed the 
delivery of the Vulcan engines, though Rolls-Royce was able 
to offer replacement engines that had run a few hours (but 
were guaranteed fi>r 900 hours).* The directors were undeddr 
ed about these engines but FySh, urging that **your delay 
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Lt. Col. H.C. Brinsmcad, 
Controller of Civil Aviation, 
1922. 




means loss of £50 every day" won their approval to accept the 
offer.' 

Then on 26 June, Griffin wired McMaster, who was in 
Sydney, that the deUvery of the Vulcans would be delayed a 
further three months. Immediate efforts were made to buy or 
borrow two DH9s from the Department of Defence and, on 
Brinsmead's advice, a telegram was sent to the prime minister 
asking for his assistance.'" 

It was not possible to get the DH9s but approval was given 
for the purchase of two Armstrong Whit worth aircraft. 
Brinsmead wired the company on 6 July that "to enable you to 
commence service early September Minister approves pur- 
chase Armstrong Whitworth Machines and spares owned [by] 
Miller [and] Simpson, price not exceeding £700 each inclusive 
spares . . . Repayment to Department to be effected by 
deducting proportion subsidy over six months second year 
your contract. If you concur, agreement will be drawn by 
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Crown Solicitor to ensure only Vulcan and DH4 machines 

Utilised [on] main service iter arrival and test 1 1 r 

Baird was sent to Melbourne to inspect the Armstrong 
Whitworth machines. Like the Avro 504K, they had a wooden 
structure and were fabric covered, but they were bigger. 
Though the wingspan, at 43 feet 6 inches, was only 7 feet 6 
inches more than the Avro's, the 2811-pound maximum 
weight was a full 1,000 pounds more. Both had single, water- 
cooled six-cylinder engines but the AW FK-8's Beardmore 
engine delivered 60 more horsepower than the Avro's 100 
horsepower Sunbeam Dyak. The AW carried three 
passengers, the Avro two. 

The financial position of the company was precarious. It 
had a subscribed capital of £31,917 at 8 July, of which £22,749 
was fully paid, but operations for 1922 showed a loss of 
£4,400. The company was living entirely on capital, and faced 
further expenses as the big Longreach hangar was completed, 
early in August. (The old hangar, at the showground, was 
dismantled and re-erected at the new aerodrome, as an office 
and store.) Their troubles compounded. Vickers cabled that 
no English pilot would agree to the proposed employment 
contract clauses that set out the Qantas grounds for dismissal 



The Longreach aerodrome 

about mid-August 1922 
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and the company's requirement that pilots should "sign the 
pledge" to abstain from alcohol.'^ 

The DH4 aircraft that Fysh had bought arrived at Long- 
reach on 12 August by train and was completely dismantled 
and overhauled by Baird. (The aircraft log book, completed in 
Baird's neat handwriting, indicates the painstaking detail and 
range of skills that he brought to the company. The cabin was 
removed and ring bracings placed in the fuselage; new 
compression struts were attached and a new top section con- 
structed and fitted. Completely new ply and fabric covering 
was fitted to the fuselage top and the undercarriage was com- 
pletely dismantled. A new tail skid was fitted and shock 
absorbers renewed throughout the machine. The engine 
bearers and fuselage were tuned up and a Rolls-Royce engine 
No. 158 was installed.) 




Overhauling a Beardmore engine 
from an FK-8 in the Longreach 
hangar, late 1922. From left; 
Frank McNally, Arthur Baird, 
and Jack Hazlett. The object in 
Hazlett's hands is the camshaft 
from the engine. 



Bigger than both the Avro and AW aircrafl, with a 42-foot 
wingspan and maximum weight of 3472 pounds, its Rolls- 
Royce Eagle VIII V-12 engine was, at 360 horsepower, more 
than twice as powerful as the AW's. It had a clumsy, four- 
bladed propeller and a steel ladder fixed to the outside of the 
passenger cabin. Though ungainly and able only to carry two 
passengers it was to have a long and useful life. 

While they were waiting for the Armstrong Whitworth air- 
craft, emergency landing grounds were selected. McGinness, 
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in Cloncurry, let a contract to prepare two of them, one four 
miles and one eleven miles east of Cloncurry. A third, fifteen 
miles east, was being readied by the government and south 
from it towanb Winton, more emergency grounds wen being 
selected. South of Loiigreacli» the oompany had OKn prepar- 
bg finir grounds, irith plans for an additkmal 
route between Longreach and Winton.*' 

Brinsmead had endorsed a timetable for the service requir- 
ing completion of the Cbarleviile-Ooncunry |oamey in one 
day but Fysh and Griffin, strongly against flying in the hot, 
thin afternoon air of the summer months^ Opposed it, propos- 
ing an overnight stop at Winton. 

There were many other details to attend to. A Talbot truck 
was bought for £275 for carrying spares and stores between 
aerodromes and emergency grounds. Construaion of hangars 
at Charleville and Qoncuny was started. Petrol and oil dqpots 
were established to provide about a ton of fuel at ChaiteviIIe> 
Blsckail, Winton, and McKinky. 

On 9 Sqytember, when the directors met to approve an 
increase in capital to £40,000, a cable was received from 
Vickers Limited advising that they had at last engaged a pilot 
for Qantas.'* He had considerable flying experience and his 
name was Capt. Geoffrey Wigglesworth. Vickers were also 
now advising that one Vulcan would be shipped from England 
on 19 September and the second one at the end of the month. 

Hudson Fysh, meantime, had tested the first Armstrong 
Whitwordi aircraft (which had been fitted with the Beardmofo 
engine fiom the Triplane) on 6 $ei)tember and then, nine days 
later, the second. Both tests were successful, though the 
engine radiators were considered too small and laiger ones 
were ordered. 

McMaster, with some optimism and much faith, had 
informed Brinsmead on 1 1 September that the DH4 and two 
AW FK-8 aircraft would be ready to commence the Charle- 
ville-Cloncurry service on 26 September." They were to be 
used for six weeks until the big Vulcans, so consistently urged 
by Brinsmead, arrived. 

ft was a rash ibrecsst, as the overhaul work on the DH4 was 
extensive* McMaster wired Brinsmead on 26 September that 
start of the service would be delayed until 5 October **to allow 
for unforeseen contingencies".'^ He asked if Qantas could 
substitute the Avro for the DH4. The reply from the con- 
troller of civil aviation was angry and withering. The Avro 
substitution was imacceptable. 
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"The delay in the commencement of the service", wrote 
Brinsmead, "is deplored." It was his view and that of his 
technical assistants, he said, "that two Armstrong Whitworths 
and an Avro of considerable age are not sufficient to ensure a 
reasonable guarantee of reliability of aervioe, even ftr m 
weeb"." 

Thoie first six weeks, he laid, were ''tlie moat critkd period 
of your undertaking**. With unconcealed sarcasm he quoted 
McMaster's phrase, "the doing up of the DH4** and iug- 
gested that this "should not have been an imforeseen con- 
tingency to your technical staff . . . the responsibility for the 
delay must be taken by them". Brinsmead asked that work not 
essential to the airworthiness of the DH4 should be postponed 
*'to obviate the disastrous delay of six weeks that is otherwise 
inevitable". 

It was not possible^ however, to ready the DH4 quickly, and 
a new starting date of 2 November was set. To add criaia to 
confusion, the company was advised by the Department of 

Defence liaison ofHcer in London that the Vickers Vulcans, on 
test, had fallen well short of specifications. They were much 

heavier than had been calculated. 

At the close of the second annual meeting of the company 
on 2 October 1922, the directors met and agreed that the 
liaison officer be instructed through Brinsmead not to take 
delivery of the Vulcans until they came within 5 per cent of 
the specifications supplied. A cable was sent to **8tress the 
abaotuie hnportance of fbU climbing capabilitiea*'.'* It was 
also, ominously, agreed that all fiirtfaer correspondence about 
the Vicken aircraft should "be passed throng the hands of 
the company's legal advisers"." 

Brinsmead tried to head off this confrontation with Vickers. 
"Do you realise", he wired, "that owing to the loose draft of 
your contract with Vickers the machines need not be fully 
loaded when tested for performance?" '° But McMaster 
remained firm. The matter, he insisted, was now in the hands 
of the company's solicitors.'* 

On 21 October, Brinsmead passed to the company a 
telegram fiom the liaison oflScer in London. Vickers bad been 
mfiwmed that "Qantas [was] apprehensive stability Vulcans 
for proposed work owing increased weight and inferior perform 
mance, particularly climb. Qantas refuse acceptance unless 
machines answer within 5 per cent of contracted esrimatftd 
performance with 2375 lb load."^^ 

There was now no chance of any early availabiUty of the big 
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Vickers aircraft. However, Griffin advised his chairman on 21 
OctoUr {U Uk nf Ike AW FK-fis M M MW^ 

and proved satisfactory in all respects. Four days later, on 25 
Oaober, the DH4 was tested and approved. Brinsmead was 
advised that the company was ready to start services on 2 
November. 




On that same day, Paul McGinness shocked them all. He 
sent a telegram to the company tendering his resignation.^' It 
was only a week before the realization of their vision of a 
government-supported, scheduled air service. 

Fysh had been aware that McGinness seemed "to be getting 
on the outer". Certainly, in all the detailed work of tendering 
and the seleaion of aircraft Fysh, his old observer and junior 
officer in the Flying Corps, had carried the flag. Though 
McGinness had shone in persuasiveness and the perception of 
political opportunity on that critical train journey between 
Melbourne and Sydney, he had not been able to "add any 
showing of administrative ability".^* McMaster had always 
warmed to his personal qualities. McGinness, wrote 
McMaster, "was adventurous, quick and daring", with a 
restless, energetic nature that needed "something out of the 
ordinary as an occupation". 2' He could not tolerate constraint, 
and he had chafed under the nondrinking decree. He had 



Repairs to the DH4, purchased 
as a reser\'e aircraft for the 
fonhcoming Charlcville- 
Clorjcurry service, were 
completed on 25 October 1922. 
Qanias staff and several 
Longreach residents who 
assisted in the preparations pose 
for Hudson Fysh's camera. 
From left; Unknown, Cormack 
Hurst, George Dousha, Jack 
Hazlctt, Marcus Griffm 
(manager), George Beohm, 
Arthur Baird. 
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sought to have it rescinded but when he made his proposal to 
the board that pilots be allowed to drink alcoholic beverages 
not stronger than lager beer, no one supported him." While 
his days with Clarkson, the professional share canvasser, had 
been stimulating and opened up new possibilities and 
hortzoiiSy he no longer on nidi dote tenm with Fysh." 
The Icader-lbltower rdatioa»hip that had its beginning fa die 
junior observer't admiratUm of his daring and batde-proved 
pilot, and that had been carried over in peace into their nigged 
survey work in the north, was past. The methodical, 
tenacious, painstaking Fysh, who carried through the dull but 
necessary work of taking notes, making maps, writing letters, 
reports, and press stories, and worrying about the pennies and 
small problems was now, more and more, the pivot of events. 
Fysh could begin to see where his future and commitment lay, 
while McGinness was fmding barriers in the very circum- 
stances that gave the enterprise — based as It was on paii» 
taking regulari^ — any meaning* To die carefree and ven- 
turesome dements of his temperament, die slog and detail of 
daily administration and bureaucratic sword-crossiqg were 
impossibly pedeatrian. The dawning truth that his fomantic 
vision of airline operations had at its centre the combined 
reality of a railway timetable and a cash book, that adventure 
and risk must subside into routine, repetitive perseverance, 
was disillusioning. He decided to follow Clarkson, in a new 
share-getting venture, in Western Australia.'* 

Though the trio of Roman Catholic McGinness, 
p^byterian McMaster, and Anglicafreducated Fysh was to 
Sfdit, McGinness agreed to stay on long enough to fly the 
opening service. "We desire to place on record", McMaster 
wrote to him on behalf of the board, "our appreciation of your 
services to the company, both in regard to the initial inaugura- 
tion and the subsequent work in obtaining the subsidised con- 
tract and the raismg of capital, and the directors view with 
regret the step you have taken . . 

McGinness was then twenty-six. He was, wrote Fysh, "the 
bravest of the brave [while] I was a much quieter, ftarfiil type, 
who counted the odds. He was an ea ro ve rt . I was stUl deep m 
my retiring omiplez, an introvert. We never quarrelled.'*'" 

McGinness flew the Armstrong Whitworth aircraft 
G-AUDE, with Baird, to Charleville, in readiness for his last 
contribution to Qantas; he would pilot its first service as a 
scheduled airline operator. 
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The mayor and leading cidzens of CharleviUe rose at dawn on 
2 November 1922. In the tti]]» sweet air they assembled at the 
aerodrome where Baud had fuelled and readied the Arm- 
strong WhitAVorth FR«S, filling the fifty-gallon tank. It hdd 
the AustraUan Certificate of Airworthiness No. 36 and was 
boldly identified with the registration letters G-AUDE. It had 
flown for almost exactly a year on joy-riding flights in 
Western Australia before Fysh, with Baird as his passenger, 
had taken it up on 9 September at Longreach on its furst 
Qantas test. CharleviUe had ahready seen it, as Fysh and 
McGinneia had each flown it tbere in Septeniber and 
October. Now the atmosphere was diffiient. McGinness» in 
his flying dothcs> addressed the attentive gathering. Australia» 
he sdd, was keeping pace with Europe and America. This ser- 
vice, whose start they were to wimess, was destined to link 
Australia to Asia, Africa, Europe, and Great Britain. A cheer 
went up when, with McGinness in the cockpit, Baird swung 
the propeller and the engine roared into life. It was 5:30 A.M. 
and, with 108 letters on board, they rolled forward to begin 
the first Charleviile-Cioncurry Aerial Mail Service. 

McMaster was at Loogreadi with the chairman of die 
Longreach Shire Council and a crowd of townspeople to 
welcome them when, ahead of schedule* and after a stop at 
BlackaU, they touched down at ten fifteen. Their passenger for 
the onward flight next day to Ckmcurry, eight-four-year-old 
Alexander Kennedy, was waiting with McMaster. His first 
journey to Qoncurry, fifty-three years previously, bad taken 
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The directors of Qantas and the 
first passenger in Longreach, 2 
November 1922, with the 
Armstrong WTiitworth FK-8 
which had just completed the 
first section of the inaugural 
airmail service. From left to 
right are: Arthur Baird, N.F. 
White (director), Dr. F.A. Hope 
Michod (director), Marcus 
GrifTm (manager), Alexander 
Kennedy, Paul McGinness, 
Fergus McMaster (chairman of 
directors), Hudson Fysh, and 
T.F. Barker (director). 



him eight months. He had taken shares in Qantas after a 
promise by McMaster that he should be the first farepaying 
passenger. Now, after travelling by train from Brisbane for the 
occasion, he was ready for a different dimension of pioneering. 

Fysh flew the Longreach-Cloncurry sector next day. Again, 
to take advantage of the cooler air, they started at first light. 
Baird, as engineer, joined their first revenue passenger in the 
second Armstrong Whitworth FK-8 but its Beardmore engine 
refused to provide maximum revs and, after three attempts to 
take off, they transferred to G-AUDE. As they readied for take 
off, half an hour later, Kennedy in cap and goggles with the 
wind tossing his beard shouted, "Be damned to the 
doubters".' 

They landed at Winton, 107 miles on, with mail and drank 
tea while the aircraft fuelled, then took off against head winds 
for their intermediate stop 132 miles away at the bush town of 
McKinlay. There was a brief stop and then they set out on the 
final 71 -mile leg for Cloncurry, landing at 11:30. The first 
Qantas service, Charleville to Cloncurry, had taken seven and 
three-quarter hours in flying time for the 580 miles.' There 
were three cheers for the success of the service from the 
waiting crowd, and three more for its exhilarated first 
passenger. 

The triumph of that inaugural flight was not the beginning 
of great things, nor even a first step towards stability and 
steady improvement. With aircraft that were entirely unsuit- 
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able, the year ahead was to bring a succession of unfinished 
trips and forced landings, crashes, and major damage.' The 
Vulcan, for all its gorgeous blue velvet trim and hat racks, was 
to be a flop. Orders for replacement DH9 aircraft took 
precious months for their fulfilment. And there were staff 
tensions and changes. 

The departure of McGinness from Qantas in mid- 
November 1922 (after two more trips between Longreach and 
Charleville with a newly appointed mechanic, Jack Hazlett) 
left Hudson Fysh as the sole employee from the company's 
dreamtime days. It was a distinction that would always lend an 
added aura to his public reputation. 

A new pilot, Fred Huxley, was engaged on 4 November as a 
temporary replacement for McGinness. The board gave 
McGinness a formal letter of thanks and a cigarette lighter to 
mark his departure. "There was no big deal about it", said 
Jack Hazlett. "He just left."* 

A third pilot, T.Q. Back, joined them on 4 December. Other 
problems soon eclipsed their regrets at the loss of McGinness 
for Marcus Griffm, the manager, soon followed him. Though 
he had worked conscientiously and efficiently, Griffm's very 
forcefulness and impatience to get matters decided and done 
had made him less than tactftil with his directors. The board 
did not like it and, through their chairman, told him so. On 5 
January 1923 he wrote to McMaster: "From the conversation 
we had yesterday afternoon I am led to believe that my 



Charleville, 2 November 1922, 
just before ihe depanure of the 
first aerial mail in Queensland. 
From left: Mr Head, 
Charlevillc's postmaster and his 
son; Paul McGinness, Mr H.J. 
Carson, George Herriman, 
Qantas's agent in Charleville, 
two unidentified women, 
Anhur Baird, Mr C. Fitzwalter, 
Mrs Head (last two persons 
unknown). 
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resignation from the position of manager of Q.A.N.T.A.S. 
Ltd is expected by yourself and fellow directors ... I now beg 
to tender such resignation."' 

His resignation, to be effective on 7 February, was to prove 
of major significance for Hudson Fysh. Crombie, a direaor, 
wrote to McMaster: "I would like to see Mr. Fysh get a trial 
in the management position."* McMaster and the board con- 
curred and, on 5 February, appointed him manager. In a 
phrase that summarized the personality and enduring attitude 
of the new manager throughout his subsequent career, Fysh 
assured the chairman of "my earnest endeavour to do the best 
possible for the company and to make a success of my new 
position".^ 

January had seen the cancellation of the joint and several 
guarantees made to the bank, following the fmancial commit- 
ment of the Commonwealth government; the installation of 
"late letter" boxes at agents' offices and acceptance of "a 
scheme of advertising by means of slides to be shown at 
Picture Shows at the various towns on the mail route".' Also 
from January, Hudson Fysh was granted a £50 salary increase 
that took him to £550 a year. An excess of passenger enquiries 
over available space kept confidence high but, over all, hung 
the shadow of the capacious and suspea Vulcans. 

Fysh wrote to Brinsmead on 31 January "with the ther- 
mometer at 1 10 degrees in the shade" arguing that as it would 
be "positively unsafe to fly either the Avro Dyak or the A.W. 
between 1 1 a.m. and 5 p.m. . . . could there be any hope for 



The first airmail flight landing 
at Longrcach 2 November 
1922. A group of Qanias siatT 
are running from the left 
toward the aircraft. Dr Michod, 
in white shirt and trousers with 
a white tropical helmet, is near 
the propeller and Hudson Fysh 
stands between the wmg and 
tail fin. 
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the Vulcans on a hot day?". Even loaded to only half its 
specified capacity it had, he said, no better performance than 
an Armstrong Whitworth. "Unless the Vulcans will climb 
fully loaded to 6,000 feet in 13V2 minutes it is impossible for 
me to advise their acceptance", he told Brinsmead. "The first 
aim of this company is absolute reliability of machines and 
safety to passengers. It is only on those conditions that com- 
mercial aviation can be built."' 

Brinsmead, whose advocacy alone had thrust the Vulcans on 
Qantas, now at last wavered. On 13 February he replied to 
Fysh, agreeing on the necessity for reserve power and good 
climb. '° Still hop>eful that the Vulcan, now at Point Cook in 
Viaoria in process of ereaion, would prove suitable he put 
the proposition that it might work year roimd as a four-seater 
and possibly, in the colder months, as a six-seater. If, however, 
Fysh decided on cancellation there would be no objeaion. 

The company, despite its newly won mail contract, was in a 
grave position. Prevented by the Civil Aviation Branch from 
tendering with the aircraft of its choice, the DH9, it was 
operating with what engineer Jack Hazlett described as 
"beaten up old Armstrong Whitworths and their most unsuit- 
able engines, with tiny Uttle radiators built for cold 



Hudson Fysh, second from left, 
signs for the mails at l^ngreach 
prior 10 departure in the Qantas 
DH4 behind the group. Arthur 
Baird stands in the background 
between Fysh and the 
Postmaster. 
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climates"." The engines, mockingly, were called "the boiling 
Beardmores" (until the ingenious Baird made successful 
modifications). Meant only as stop-gap equipment pending 
the arrival of the Vulcans, Fysh now was facing the prospect 
of the Vulcan's unaooeptability. On 25 Fttmuury a bid simar 
tion wonencd. ^rsh icspooded to an emergency call to fly a 
wofried fiither fiom Baccaldine to RocMi a mpton» wheie hit 
flmall son had become critically UL Taking off after a stop en 
route at the town of Jericho on 26 February the old AW 
(G-AUCF) could not clear the trees ahead. Fysh banked to the 
left, hauled the nose up, stalled, and crashed. He was not 
injured but the damage to the aircraft meant they were even 
more critically dependent on the outcome of the imminent 
Vulcan tests. 

Fysh wrote to McMaster on 12 March 1923, the day the 
assembled Vulcan finalty left Point Cook fiir its demonstntion 
fligbt at Longieadi: "We are fist appraachinsilie end of our 
tether in respect of our present plant* Then could be a tenh 
porary suspension of service if the Vulcan is refused.** He 
hoped, be told McMaster, that tomt kind of settlement with 
Vickers could be effected and that they could put the Vulcan 
"on the run". Brinsmead, he added, was officially silent about 
their dilemma and seemed "to be leaving us to fight Vickers 
rather on our own".'^ 

The aircraft on which so much depended, though christen- 
ed becanse of its external appearance **The Flying Pig" was, 
intemaUjr, a (tying palace fax its day; it was a splendour of 
dove-gr^ uphidstery, hat racks, and satin bciid. Its nanie was 
appropriate enough because of the massive hodf volume and 
short undercarriage but the fuselage, in ftnt, more nearly 
resembled the shape of a great pear, swollen monstrously at its 
fore-end (where sat a dainty propeller and tiny enclosed 
engine). It tapered dramatically at the other extremity and the 
twin aerofoil surfaces of the tail planes crossed, top and 
bottom, the two spaced fms and rudders. 

The pilot of this aerial m o ns t ros it y matched it in eccentrici- 
ty. Test pilot Geoffrey Wigg]esworth» wrote aviatmn pkmeer 
Horrie MiUer (from whom Qantas had bought one of its two 
Armstrong Whitwofth FK-8s) **wa8 afiaid of nothing and 
nobodjr. He neither boasted nor Uufifed. He was simply indif- 
ferent to the feelings of his fellow men."*' In white collar and 
dark tie and dust coat, his symmetrical features were slacken- 
ing around jaw and chin with well-established signs of his 
liquid appetites while his hair, shamming discipline with short 
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back and sides, dropped carelessly down a broad forehead over 
his right eye. Reporters were allowed to board the Vulcan for 

its flight to Longreach but Wigglcswonh made them clean 
and brush then boots bclore entering and "brusquely 
reprimanded them for fmgering the upholstery".'* On the 
first ttage of the flight from Victoria somet in the bumpy oon- 
ditioos, were violently sick. Horrified at the defilement of Insh 
carpet and upholstery, Wlgglesworth turfed out the offenders 
at the first stop. "The machine", wrote MiUer, "got little 
further publicity." 

The flight to Longreach, with the departmemal Bristol 
Tourer as escort, was completed without further incident. 
The aircraft attraaed crowds, its pilot notoriety On the even- 
ing of his arrival, after some hours at work on the Vulcan's 
Rolls-Royce engine, a grease-covered and dirty Wlgglesworth 
entered the hotel's crowded little bar and "surveyed the 
assembly with open contempt". Ifis audience* as tough and as 
hard-Uying as any mere test pilot, waited. *'What*', roared 
Wigglesworth, "are all yon convict bastards drinking?" 
Neither the man nor the questioa waa considered in the least 
offensive. "All named their drinks quietly."" 

On 27 March, after further work on the engine by Wiggles- 
worth, the chairman and directors of Qantas assembled for the 
test tlighr, as unimpressed by the old carpet slippers that 
Wigglesworth wore as by their knowledge of his very heavy 
**night-before".'* With trepidation they allowed themselves to 
be shut inside the stuffy cabin. "We were for it," wrote 
McMaster, **. . . in an aerophme we aU knew to be unair- 
worthy for Western Queensland conditions."" 

Wig^esworth kept them waiting while he eyed the sky. 
Finally he climbed into the high cockpit* the engine was 
started, and without any preliminary checks or taxiing, roared 
into its take-off run. "It took an awful long run", said Jack 
Hazlett, who was on board watching, through small windows 
between cabin and cockpit, the engine revolution counters." 
Barely clearing the fence, and with engine revs hard on 1,950 
(1,850 was the designed maximum, with 1,950 allowable only 
fyt five minutea fai emergencies) the Vulcsn clawed its way to 
500 ftet and stuck thcre.>* "The heat and noise in the cabin 
were", wrote McMaster, "almost ov er powe r ing; and 
whenever we looked down our eyes were attracted either to 
the hospital or the cemetery."'^ Wigglesworth sighted some 
circling kites and joined them in their current of rising air 
After forty-live minutes, with only half pay load on board, the 
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Vulcan had not exceeded 5,750 feet. By now it was apparent 
that the aircraft could do no better. Wigglesworth landed. 
"The Board members did not wait for any formality", wrote 
McMaster, "and with one impulse set off, the Longreach 
Club as the objeaive."*' 

Two days later there was a meeting of directors at which 
Wigglesworth was present. A resolution was carried that "as 
the local test of the Vickers Vulcan had proven unsatisfaaory, 
and that as both local and English tests had demonstrated that 
the machine was not in compUance with the contract, accept- 
ance of the Vulcan be refused".** So ended Qantas's first 
involvement with an aircraft built primarily for commercial 
purposes, and the first commercial machine to arrive in 
Australia. Vickers accepted the verdict and there was no 
unpleasantness.*' Qantas received £1,000 in damages. 

Apart from the old BE2E and Avro 504K, both unsuitable 
for route service except in dire emergency, they were now 
reduced to one uncertain AW FK-8, G-AUDE, and the 
reliable DH4. A new secretary, R.D. Miller, was taken on but 
there was pilot trouble; Huxley and Back were at odds over 
their seniority. Huxley triumphed and Back, formerly a major 



The ungainly Vickers Vulcan 
during its return flight from 
Longreach to Melbourne in late 
March 1923 after an 
unsuccessful demonstration 
flight for the Qantas board of 
directors. 
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in an English squadron, began to demonstrate his resentment 
by treating with open contempt any advice given him by 
Fysh." 

Fysh had flown to Sydney to sort out details of the Vulcan 
cancellation with Vickers' agents, William Adams Ltd., and 
then to Melbourne to discuss the company's predicament with 
a now-anxious controller of civil aviation. Brinsmead approv- 
ed an emergency plan by Fysh to buy a Bristol Fighter from 
Horrie Miller. 

"Huddy," said Miller, when the proposal was made to him, 
"you're stuck with an air service and no aircraft and I'm stuck 
with an aircraft and no service. Maybe we can help one 
another out."^' 

The price agreed was the Vickers' cheque — £1,000. The 
condition was that Miller deliver the Bristol to Longreach at 
his own risk — and fast.'* On 19 April 1923 Fysh wired that 
the new aircraft would be on its way to Longreach at the 
weekend. They had bought a fighter aircraft for their airline, a 
Bristol F2B. A single-engined biplane, manufactured by the 
Bristol & Colonial Aeroplane Co. Ltd. of Filton, Bristol, it 
had a fabric-covered wooden structure, an empty weight of 
2,070 pounds, and a maximum weight of 3,000 pounds. Cruis- 
ing speed, from the 300-horsepower, water-cooled V-8 
Hispano-Suiza engine, was ninety miles per hour. Apart from 
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The Bristol Fighter— purchased 
by Qantas as a stop-gap aircraft 
following the failure of the 
Vickers Vulcan to meet 
Qantas's performance 
specifications — at Longreach 
soon after it was delivered by 
Horrie Miller on 28 April 1923. 
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Qantas pilot Fred Huxley and 
Arthur Baird stepped unhurt 
from this spectacular accident 
at Guilford Park Station, south- 
west of I^ngreach, on 6 June 
1923. The propeller cut a low 
telephone wire as they were 
landing to assist Hudson Fysh, 
who had been grounded in the 
Avro 504. Ocspite the apparent 
destruction of the aircraft, it 
was rebuilt, flying again in May 
1924. 



the pilot it could carry one passenger who, because the engine 
was lubricated with pure castor oil that enveloped him in 
penetrating fiunes, was invariably sick. Its performance, 
however, even in the hottest conditions, was superb. 

The Bristol was meant as a stopgap and the board, on 19 
May, approved the purchase of two de Havilland DH9C air- 
craft, the type originally favoured by Qantas when forced to 
tender with Vulcans. Though a converted war-time type, the 
DH9C could carry three passengers plus pilot. Heavier than 
the Bristol (the empty weight was 2,600 pounds and the maxi- 
mum weight 3,300 pounds), it was of similar construction and 
its single Siddeley Puma engine of 240 horsepower (a water- 
cooled in-line six cylinder) was less powerful but adequate. 
The cruising speed was eighty miles per hour. 

It seemed now — with the Vulcan issue settled and the 
crashed AW FK-8 replaced by the Bristol — only a question of 
waiting for the DH9Cs. But Huxley (who had tendered his 
resignation on 19 May) crashed the main aircraft of "the 
fleet", the workhorse DH4 through a bush telephone line, on 
6 June, landing at a station called Guildford Park. Neither he 
nor his passenger, Arthur Baird, was hurt but the aircraft was 
seriously damaged. 

To add to the problems of the overworked Fysh, Back was 
getting "quite out of hand", showing continual hostility both 
to Fysh and the rest of the staff. Fysh wrote to McMaster: 
"He has been flying the Bristol — the best machine on the 
service — but when Hazlett declared her unfit on Monday and 
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he was asked to take the Avro, he made quite a scene . . . and a 

l&i &f silly mmm Mi m M, pafiwulflfly BaiM."i8 

Fysh asked for his resignation, with one month's notice, but 
Back decided to leave almost immediately. Fortunately their 
new pilot Fred Haig (engaged to take Huxley's place) had 
arrived the day before. A former No. 1 Squadron pilot and an 
expert on Bristols, he had been captured by the Turks after 
landing behind enemy lines in an attempt to fly out comrades 
who had been shot down. 

Fysh who, on his promotion to manager had written in mid- 
February to McMaster that "Last Sunday was my last trip so 
far as regular flying goes", now had to report that Back's 
departure left "Haig and myself to carry things on. I will have 
to do my share of the flying. I am fairly stuck for a new 
pilot . . 

Their two DH9C aircraft, formally ordered through 
Brinsmead on 1 1 June, were not due on the route for three 
months. With almost crushing problems, Fysh assured 
McMaster: "No effort will be spared to keep things going."'" 

Survival became precarious and Uquidation of the company 
a real possibility. Good pilots were as hard to get as suitable 
aircraft, and did not stay long in the harsh conditions. Fysh 
was relieved when G.C. Matthews, who had demonstrated 
remarkable skill and stamina in 1919 in the epic England- 
Australia race attempt that had ended in Bali, joined them in 
July. But even the best pilots, combined with the dedication of 
Baird and his staff, could not make old machines faultless. On 
13 September 1923, Matthews was flying the AW G-AUDE, 
near Blackall when the engine failed and, in the forced landing 
that followed, the undercarriage, wing, and propeller were 
damaged. The aircraft had to be railed to Longreach. Of their 
fleet of four route aircraft, only one — the Bristol Fighter — 
was now serviceable. (Both AWs and the DH4 were in the 
workshops for repair.) The old BE2E and Avro 504K were 
available for taxi work. With misgivings, Fysh was forced to 
do one run from Longreach to Cloncurry with the Avro when 
the shade temi>erature was 114 degrees. Though he had only 
himself and two four-gallon tins of petrol on board, he never 
got above 1,000 feet on the whole trip and, for most of the 
time, was at half that height." 

By 29 September 1923 the vice-chairman, Dr Hope 
Michod, formally referred to the possible demise of Qantas. 
Referring to the decision of the directors to heavily depreciate 
the second-hand machines purchased and therefore show 
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them in the books at a low figure, he told the third annual 
general meeting which he chaired, that their true value "if we 
are compelled to go into liquidation" was "not at all low. The 
heavy depreciation shown, the heavy wage bills for 
mflchaniral staff required to keep marhines Hying, low 
revenue from a public yet to be educated to the advantages of 
(|uick transport for themsdves* maHs and parcds** a nd the fint 
that *'only for two thirds of the year have we been earning any 
revenue at all**'' had resulted in a loss for the year. In each of 
the three years since the formation of the company in 1920> 
there had been losses. 

There was worse news. Dr Michod had told the directors on 
the same day: "There is a rumour that Mr. Fergus McMaster 
contemplates resignation from the Board." There was 
unanimous dismay at the prospect that they might lose the 
man who had played the central part in the formation of the 
company and hopes were expressed "that the rumours are 
witluMit foundation**. McMaster> the meeting recorded, was a 
tower of strength and they all hoped that he "would continue 
to guide the destiny of the company". 

Though the first eight months of operation under govern- 
ment subsidy had in fact been marginally profitable, Fysh 
described the position as "very bad" in his Oaober manager's 
report." "It is doubtful", he wrote, "that the service can be 
maintained until the arrival of the new machines." The only 
serviceable aircraft were the Avro, the BE2E, and one AW. It 
had even **been necessary to use the BE on the mail route". 
To McAlaster, on the following day* he wrote: "We have been 
generally running ourselves into a hole becanae of second- 
hand plant and lack of spares."'* He had held up repair work 
on the AW that Matthews had force-landed on 13 September 
and concentrated on "getting the DH4 and Bristol in the air". 
He believed "it will pay us to scrap G-AUDE [the AW]. The 
first DH9C is expected to be flying by 25 October and the 
second by 10 November." The repaired DH4 was expected 
back in service by the end oi November. 

^Fsh wrote again to McMaster on 25 October 1923 of "our 
present struggle for enstenoe*'.*' Brinsmead had visited them 
and had eipressed dissatisfaction widi the mechanical staff. 
Though Fysh acknowledged that Baird was more inclined to 
do a job himself than see someone else do it properly, he 
defended the staff and put "the recent crop of forced 
landings" down to faultiness of the engine in the last AW. 
Pilot strength remained an uncertainty. Haig's wife disliked 
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the West and Haig intended leaving in January. Matthews, 
said Fysh, "is ageing and will not stand up to another year of 
flying". The two pilots had not complained but the 
"disorganisation of the past and flying inferior machines" had 
had their cflfect. Fysh had cenainfy done his best to minimiae 
their burdens. "Neither has been asked to fly the Avio**» he 
reported, tfaou^ he hkoself had done over forty hours in it in 
the previous two months. The only good news in his rqport 
was Brinsmead's disclosure that their CharleviUe-Qoncurry 
oontraa would be renewed for a further year at the same 
subsidy of four shillings a mile. 

The McMaster rumours were to prove only partly true. 
McMaster had poured his energies into every aspect of the 
company since its formation but he had also found the 
demands of **added pastoral interesu and un&vourable 
seasonal conditions" increasing.** He also had other business 
mterests. With his fiiend Ahm Campbell he diacoasedan idea 
Sat promoting dried onions, the concept of a Primary Fto- 
ducers Bank, his belief in the need for secondary industries in 
Queensland, his decision to "throw in my lot with the 
Woollen Mills project", and his intention to go into "that 
other great project, the Co-operative Meat Works". He main- 
tained his political contacts and was always sympathetic to 
innovative ideas. One such involvement, in the proposal for a 
vertical-lift aeroplane, drew a wry response from Campbell. 
"I appreciate the humour of you aakbig me anything about 
Mr. Val Rendle [Rendle had proposed the idea]", he wrote, 
"considering that in consequence of you having wished him 
on me I had to hand him out fifteen lovdy quidto pitvent his 
heart from breaking."" 

The idea of dehydrated onions was only part of a venture 
involving the erection of a factory in a Sydney suburb to 
package dehydrated "cabbage, carrots, pumpkins, eschalots 
and every vegetable you like to mention", wrote McMaster 
who, with Dr Michod, had provided a bank guarantee for the 
enterprise. "The Docmr, in his Longreach hom^ gave dinner 
after dmner to his friends . . . sampling dehydrated vegetables 
of every nature. I did the same in Wuiton* Naturally the 
household arrangements at both Longreach and Winton were 
somewhat strained."^ The company eventually went into 
liquidation and itt two stalwart supporters had to meet in 
liabilities. 

Fysh observed that McMaster "has momentarily lost 
impetus" and so it seemed, at least as far as Qantas was con- 
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Dr F.A. Hope Michod, 
Longreach. Dr Michod took 
over from Fergus McMasicr as 
chairman of directors 1924-26. 



cerned." He relinquished his position as chairman and at a 
meeting of directors on 17 November Dr Hope Michod was 
elected to succeed him. To the relief of his colleagues he 
remained on the board and, as McMaster did nothing by 
halves, continued to make a significant contribution. Only two 
weeks later he let it be known that he would like to see a 
DH50 aircraft ordered as early as possible. Though it cost 
£1,000 more than a DH9C for the carriage of only one extra 
passenger it was, he argued, worth it. The DH9Cs were old 
and faulty while the DH50 would be "of all new material. The 
landing speed of 38 m.p.h.", he observed, "is very desirable as 
against the 60 m.p.h. of the DHQC."*" 

His comments, as usual, were sound. The two DH9C air- 
craft ordered had arrived early in November and though both 
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had proved satisfactory when tested by Fysh, the three-ply 
used in their construction was of inferior quality and, reported 
Fysh, "would require renewing at an early date".*' 

Hudson Fysh had other important matters, quite uncon- 
nected with the luwemiiitiet of Quita^ on his mind that 
month. At tbe 17 November meeting of dkecton he bad 
requested leave fiom 29 November 1923 to 5 January 1924. 
He planned to many, in Sydney, on 5 December. The board 
approved his leave, granted liim a bonus of £100, and increa»> 
ed his salary to £600 per year. 

In the first year of subsidized, regular operation Qantas had, 
in the face of the most harrowing difficulties, completed 204 
of 205 scheduled flights. On these they had carried 156 
passengers, almost 13,000 letters, and just over 1,000 pounds 
of freight. In 71,108 miles of flying there had been, despite 
accidents, no injuries to passengers or crew. It had thougjh 
been for the company and its employees, a near thing in 1923. 
Now, with the arrival of the two DH9C aircraft and the 
renewal for a further ycu of dmr government contract, 
prospects were more bopefuL 
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The journey btck fitnn Sydney to Longreacfa took Hudson 
Fysh and his new wife three days by train. The aecretaiy, 
Doug Miller drove the omipeny's Model T Ford to the 
station to meet them. It was a sweltering day, well over a 

hundred degrees. Little whirlwinds of dust were the only 
signs oi' activity along the deserted streets and even the hardy 
Longreach goats had taken shelter. Miller was attired Mother 
Country fashion m the way that most Austrahan businessmen 
dressed in summer's heat, "... sitting upnghi in ihe driver's 
seat, his high collar and white, starched shirt cufis were fairly 
glowing in the powcrfiil rays of the Deoenher sun*', wrote 



The capital of the Central West of Queensland and the 

centre of die Mitchell grass sheep area, Longreach, had some 
three thousand inhabitants, schools, a good club, and little 
else. A desolate place of dust and gibbers, its few trees were 
often gnawed and nng-barked by the indestructible goats. A 
small dairy provided milk but vegetables came, mostly by rail, 
from the coast. The water from the local bore was unfit both 
fyt human consumption and lawns and gardens. Tank water, 
or mnddy river water, met domeatic needs. ''There was ample 
hot water, but no cold", wrote Fysh.' An ioe man called each 
day at the rented F^sh house in Kingfisher Street, with ha 
galvanized iron roof, its unpapered wooden interior walls, and 
its lean-to Idtcfaen at the back that caught the full blast of the 
afternoon sun. Compared with that of the average Longreach 
inhabitam, however, the Fysh income was handsome enough. 




Fysh.> 
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Their social standing, with his Geelong Grammar and service 
background and his position as pilot and manager, was 
enough to give access to all that was pleasant in the town com- 
munity and among the surrounding station owners but Fysh, 
deeply introverted, shunned business and social groups 
whenever he could.' 

Though Fysh was soon immersed in Qantas problems there 
was good news at last. The DH9C aircraft had operated well 
and carried a total of forty-five passengers in December and 
January though the Bristol, in an accident on 18 December 
with a new pilot. Captain Vigers, at the controls was now out 
of action for some months ahead. The directors were suffi- 
ciently confident to resolve, at their 2 February meeting, "that 
one DH50 aeroplane be ordered".* 



The Bristol Fighter after its It was an aircraft type that was to play an important role not 

crash at Longreach on 18 ^j^jy jj^g operations of Qantas, but in civil aviation in 

December 1923. ^ ><. j .... 

Australia. Both the other airhnes operatmg under subsidy — 
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Western Australian Airways (WAA) and Larkin Aircraft 
Supply Company (Lasco) — ordered it. WAA, whose 

l2li-miie route between ^eraldton and f^erty in W^estern 
Australia commenced operations on 5 December 1921, was 
the first airline in Australia to undertake regular scheduled 
services. As Qantas set out in 1924 to emerge from the critical 
uncertainties of its beginnings, WAA was extending its route 
southward from Geraldton to Perth. But Lasco had not done 
so well. Though tendering successfully on 1 November 1921 
for the Adelaide-Sydney route, it was not to start actual opera- 
tions until 2 June 1924. 

The DH50 airliner that Qantas now wanted had its official 
trials in England in November 1923. With a 230-horsepower 
Siddeley Puma engine it had, besides the pilot, a usable load of 
982 pounds and a total weight when loaded of 3,900 pounds. 
In operational terms this meant a passenger capacity of four, a 
climb rale from the ground in good conditions of 600 feet per 
minute, and a speed of 102 miles an hour at full throttle. Of 
importance to Qantas, the distance to take-off was 180 yards, 
and the range some 375 miles when fully loaded. It was the 
first aeroplane type specifically built for civil work to be used 
by Australian airlines, and had a genuine passenger cabin. 

For Fysh, however, flying in February and March 1924 still 
meant long hours in the old BE2E. The prolonged dry spell 
had, in mid- February, at last broken. Rain deluged the black 
soil plains, turning them into a grey expanse of water. Road 
travel was impossible. While Matthews and Vigers flew the 
regular service, Fysh flew Dr Michod on medical trips to 
isolated stations, took station owners on stock inspections, 
flew in urgent supplies to hard-pressed homesteads, and 
plucked intending train passengers from marooned properties 
to make their rail connections. He replenished by air the West 
Longreach pub, after shearers fiown in for a local job had 
drunk it dry, and flew in one passenger "perched on a small 
keg of rum".' The board formally expressed its appreciation 
"of the strenuous work put in by Mr. Fysh during the wet 
weather".' 

McMaster, meanwhile, was looking ahead. Writing to Fysh 
he urged pressure on the Civil Aviation Branch for a speedy 
extension of the route from Cloncurry through Duchess and 
Mount Isa to Camooweal.^ Mount Isa Mines, he said, would 
in a short time become one of the largest mining centres in 
Australia. 

While McMaster was predicting a population of sixteen 
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thousand within two years for Mount Isa, Queensland graziers 
were counting their losses from the drought. Sheep numbers 
had been reduced and were not much above the 1920 level, 
interest bills were rising, the amount of wool on the surviving 
sheep was down, and shearers were pressing for an increase in 
wages. For grazim, the two yean ahead wcte needed simply 
to get back the money they had spent on fodder or agiitment 
to keep their sunrmng sheep alive.* 

Far away on the other side of the world in early 1924^ die 
uneoooomic proliferation of competing British airlines was, 
under government pressure, on the verge of rationalization. 
Four airlines — Handley Page, Inst one, Daimler, and British 
Marine Air Navigation — were merged into a new company, 
Imperial Airways Limited, on 31 March 1924. Britain thus 
became "the first major power to sponsor us own unified 
national airline".* This new British airiine was, ten years 
Utter, to join on eqoal terms with Qantas in initiating regular 
England'Australia services on one of the great air routes of 
the world. 

The first proposed extension to the Qantas routt, the Clon- 
curry-Camooweal section urged by McMaster, was submitted 
to the Civil Aviation Branch in April while Qantas in the same 
month at last acceded to Brinsmead's urging that they modify 
their Charleville-Cloncurry timetable to elimmate the over- 
night stop and tly the route in one day. Concurrently, both 
their route pilots resigned, Matthews leaving at the end of 
April and Vigers a month later. Their depannie mafked die 
end of die years of wearisome instability amongst flying staff. 
Matthews* rq)laceinent, P.R Moo^r, was to stay with the 
airline fiir six years wliile LJ. Brain (a cadet from Point Cook) 
who succeeded Vigers, was to become a nationally known 
figure in Australian civil aviation, leaving Qantas only after 
World War II when he became the first general manager of 
Trans-Australia Airlmes. Lester Brain was the first nonwar- 
time pilot to jom Qantas. "He seems", wrote Fysh with 
prescience a few days after Brain joined them, "a keen and 
sensible sort of ftUow."» 

In fact, the wont was over for the company. The two 
DH9C machines had, since their introdu ct ion in November, 
h^^w a sreat snooess. Their fieedom from ******* and esoesaive 
wmd coupled with mechanical reliability and complete 
absence of accidents had combined to attract passengor traffic 
The sitiiation in the month before their arrival* when revemie 
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was under ten pounds and operation on the verge of collapse 
had changed marvellously for the better." As May ended 

Eytk told McMttter ke couU not ^ W • pM& imfllUr dufl 
£1,500, in spite of die b«d months lowwd* the end of last 

year's contraa"." He was also able to report that the DH4 
had been tested satisfactorily and that Baird's staff had fitted 
"a nice new cabin . . . after the style of the DH9Cs", It was 
better looking, and longer exhaust pipes had been substituted, 
to cut noise. The news from Brinsmead was good. He had 
responded to their request for an extension to Camooweal, 
and favoured it. 

The dose of the finuicial year on 30 June, ooindiling with 
the first eight months of their renewed government contract, 
brought the best possible blend of airline figures — a marked 
jump in passengers carried despite a dnmatic decline in miles 
and hoiirs flown. In the fint full contract year from 2 
November 1922 they had flown 71,108 miles (955 hours) and 
carried 156 passengers. In only eight months of the second 
contract year from 2 November 1923 they had carried 203 
passengers yet had done so by flying only 44,412 miles (573 
hours). In the first year there had been seventeen forced 
landings. In the eight months to 30 June 1924 there had been 
only three. Fysh totalled up the operations record from the 
very beginning of flying in 1921 and noted that there had been 
no injuries to passengers in 2,285 flying hours involving 
165,537 miles in the air. In an artide in 7%« OntMten* Reoim 
he sought more oonvens. "Incressed speed of transport", he 
wrote, "is always worth the money. Ridii^ on horseback is 
always cheaper than travelling by rail or hiring a car. But what 
would we ihink ot the man who preferred that mode of 
transport for a lourney of any length? In time, people will 
realise that aerial travel at 90 miles per hour will practically 
always pay them."'* 

The early promise of 1924 was sustained by the DH9C tk- 
craft and augnmited by the introduction in October of their 
first DH50 (G-AUER). This specialized dvil air transport 
plane, ^th its enclosed cabin for four, marked the end of the 
era of cap and goggles for passengers. It had a better all-round 
performance than the DH9C and an appreciably bigger 
payload. Fysh, testing it on 4 October, found it easy to fly, 
with no vices, and "a very great advance on anything we have 
from almost any point of view",'* Its introduction was iimely. 
On 31 October the prime minister, S.M. Bruce, on a lour of 

western Queenshmd, was in Winton, planning to motor with 
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his wife and party to Longreach. A thunderstorm and 
downpour oi rain cut the road and Fysh found himself called 
on To fly his prime minister in the DH50. while Moody tlew 
the luggage and lesser members of the party m the DH9C. 

October saw Fergus McMaster receive his first financial 
reward fiom the airline. On the fourth, the secreuny wrote to 
him enclosing a cheque ibr £10. 148.3d *'btmg your propor- 
tion of the sum set aside for reimbursing the directorate**.*' 
Fysh did considerably better. At the end of the year his salary 
was raised to £750. Baird's rose to £500, plus a £50 bonus. 

Baird had built up a skilled staff that had dealt quickly and 
efTiciently with the constant influx of damaged aircraft and 
failed engines. As the year drew to a close and the heavy pro- 
gramme of repairs from the early months was near comple- 
tion. It became evident that with the reliabiliiy ol the new air- 
craft} work was getting shon. There had, in &ct, been no 
crashes of any kind for a foil year. Th^ now had a hangar 
floor of coocrete» some modest wood-working equipment and 
a Imk, at last, with the town's li^ and power supply. The 
board did not want to lose this skilled team and in January 
1925, after discussions with Brinsmead and de Havillands, an 
important decision was made. Qantas would build its own 
DH50 aircrait at Longreach, under licence, paying an mitial 
royalty to de Havillands of one hundred pounds per aircraft, 
later reducmg to fifty pounds. 

Arthur Baird had been the backbone of Qantas throughout 
those precarious early years. The demands of daj^toslay 
maintenance on M airframes and unreliable engines were 
heavy enough but, added to them, was the increasing pro- 
gramme of major engine overhauls and the unpredictable 
rhythm of crisis when aircraft crashed in remote places. The 
old Talbot truck was always at the ready, shear legs and 
hoisting gear on board for lifting out and changing entire 
engines on some distant clay-pan; iron rations and engineering 
kit were packed and on hand. His hangar team, now gearing 
up to build modern airlines, could still turn their hand to sew- 
ing up asbesto»4itted, flre-resistant mailbags or turn out 
supplies of cardboard air-sick bones. Baird's fos terrier> Kelly> 
rode with him on the bminet of the Talbot truck and his black 
cat slept in the fuselage of the BB2E. A badidoT) Arthur 
Baird*s whole life centred on the Longrcadi hangar. 

At 6:00 A M on 7 February 1925 pilot Lester Brain took off 
from Qonciury in the DH4 on the first of&dal flight of their 
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route extension to Camooweal. There was sunlight on the 
peaks and hilltops around Cloncurry as he climbed, with one 
passenger and engineer Frank McNally, and a cargo of ice and 
butter, heading for the patches of open downs country among 
the hills some forty miles out. The McMaster property, 
Devoncourt, passed below them and Duchess, the mining 
town, bared its disused mine shafts in the clear air, a witness 
to its dependence on markets in distant countries and the 
decline in copper prices. Turning northwest, the DH4 passed 
over Alexander Kennedy's former property of Bushy Park, 
where the old pioneer and his wife had given Hudson Fysh 
their hospitality on the last night of his overland car trip back 
from Darwin. At 7,000 feet, the workings and shafts of Mount 
Isa itself were visible along the ridge and then, beyond it, 
came the yellow tones of the grassed downs and the last stage 
of the flight to Camooweal. The Qantas route network was 
now officially 248 miles longer and totalled, from the rich 
pastoral country of Camooweal and the Barkly Tablelands, an 
imposing 825 miles. Camooweal was impressed with the DH4 
but ecstatic at the sight of the ice. 

This extension of the original subsidized route on which the 
airline was founded, together with the introduction of the new 
DH50 and the reliable performance of the DH9Cs, marked 
the arrival of financial stability and maturity. The company 
profit for the year to 30 June 1925 was an impressive £2,847. 
Fysh met with Brinsmead in Melbourne in June and came 



The Bristol Fighter, repaired 
after its crash in December 
1923, is prepared for an engine 
run in late 1924. The original 
V'-8 His|>ano-Suiza engine was 
replaced by a Siddclcy Puma 
engine which also powered the 
DH9s introduced in November 
1923. The rear cockpit had 
been fitted with a cover during 
its rebuild at Longrcach. 
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away with an agreement that abolished one recurring uncer- 
tainty. The year-by-year contract with the government was, 
from November, to become a three-year contract and, though 
the subsidy rate was to reduce from four shillings a mile in the 
fint year to three sliillings and sizpeaoe in thfi third, it vn» a 
decisive change for the better. To temper this potitive 
developmcot, however, Brinsmead made it dear that the 
government did not sympathise with the airline's new ambi* 
tions to extend south from Charlevilk to Brisbane and north 
from Camoowcal to Darwin. There would, said Brintmeadj be 

no more route extensions.'* 

There was a minor setback on the Camooweal operation on 
25 July when Lester Brain, stationed in Cloncurry to operate 
the route, responded to an emergency call at Maxwclton. Not 
reaching his desimation until sunset, he crashed his DH9C 
when approaching darkness made a fivoed landing unavoidr 
able. Though there was damage to the undercarriage, pro- 
peller, and leading edge of the wing, it was not serious and 
normal operations were soon resumed. 

Brain's duties involved many short taxi flights and some 
long and important charter jobs. On one of these he flew an 
American mining engineer, LJ. Stark, into an area some 150 
miles south of Newcastle Waters, inhabited only by tribal 
Aboriginals, on a pioneering aerial survey that, while hazard- 
ous, proved the worth of this new role for aviation. Bram 
actually landed in this remote and rough terrain to allow his 
intrepid passenger to assess conditions on the ground. The 
Aboriginals helped them clear a padi fox takeH)fi^ Later in 
1925 Brain finmd hmudf flymg Fergus McMaster and hit 
brother, Francis, on adiflfereot kmd of pioneering venture. On 
1 November they set out on a one-week election tour by can- 
didate Francis in the DH9C "with pilot Brain at the rudder". 
After calls at Kynuna and Middleton they landed at Boulia 
where, wrote McMaster to Alan Campbell, "Mr. Francis 
again used God's open air to convey messages of warning and 
hope to the seething masses gathered from far and wide in the 
empty spaces'*.*^ Lake a modem day presidemiai candidate 
they sped on to McKinlay and Qoocuny where "Fiands did 
bwic wirii the pec^ilc fiff tiro hfliufs to such cflferfi diat shouts 
of 'Windbag* were heard, it being the evening of the great 
- Ehorse] race known as the Melbourne Cup . . .". From Clon- 
curry they flew north to Normanton and took the opportunity 
"to have a look at the blue waters of the Gulf before heading 
back three himdred miles to Julia Creek. In all they covered 
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some fifteen hundred miles. "Francis", McMaster summed 
upp "is a good candidate. But the odds are too great in this 

electorate for truth and reason to prevail." And so it proved. 
His brother was not elected but the tour did McMaster no 
harm amongst his influential Country Party friends. 

McMaster used Brain and the DH9C as a weapon against 
the deepening drought in the following February. For week 
after week, from January 1926, temperatures had stood 
between 100 and 115 degrees in the shade. Passengers 
between Longreach and Cloncurry saw piles of dead horses on 
the outskirts of McKinlay and Kynuna, and there were dead 
sheep and cattle in growing numbers along the route." North- 
west Queensland was in the grip of its worst drought for many 
years, with rainfall at Longreach totalling only 375 points over 
an eleven-month period to February. The search for agistment 
and relief country among hard-pressed property owners was 
keen and competitive. "Mr. Fergus McMaster", said a Qantas 
circular, "used Q.A.N. T. A. S. services to look. Knowing that 
the Gulf of Carpentaria country . . . had recently had up to 
seventeen inches of rain, he determined to see if he could 
secure land for his own use."" 

McMaster left Winton at midday on 25 February for Clon- 
curry and Brain, in the DH9C, flew him on to Normanton 
where they breakfasted next day on "salt water Gulf fish, con- 
sidered a great luxury to Westerners". Already, said the 
circular proudly, McMaster had flown 465 miles in just over 
five hours flying time and "was ready for business". He at 
once went on by truck some forty miles to the propeny he had 
in mind and completed agistment arrangements for thirty 
thousand sheep. Next he "energetically utilised the rest of the 
day by securing another block of 80,000 acres further up the 
Flinders River". He inspeaed this block by air on 27 
February, leaving with Brain at 6:00 A.M. His pilot flew "to 
within a few feet" of the open downs so that "they could see 
the seed on the Mitchell grass [the great fodder grass of 
Western Queensland], and the position and state of the stock 
watering places". Satisfied, McMaster headed for Cloncurry 
where, after checking the condition of the stock route that he 
would have to use, he landed in time for breakfast. He was 
back at his starting point in Winton at 9:00 A.M. on 28 
February, having flown 930 miles in ten hours of flying, all 
"in under three days". The Qantas circular recounting this 
feat was headed with the motto "Transportation is Civilisa- 
tion".2» 
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Two Qantas engineers engaged 
in "doping" the linen fabric 
which has been used to cover 
the wing of a DH50 under 
construction in the Longrcach 
hangar (1926). Other 
components, including a lower 
right wing, can be seen against 
the wall in the background. 



The airline's new-found operational reliability and a contract 
for three years ahead now brought a perspective of sound 
future financial results. The energies of board and manage- 
ment, for so long concentrated on mere survival, now turned 
to plans for expansion southward to Brisbane. All their con- 
siderable political support was mustered, Fysh was sent to 
Melbourne in March, and McMaster's friend, D.C. Cameron, 
brought together all the Queensland members of the federal 
Parliament in a deputation to the minister for defence, Sir 
Neville House V.C., to argue the benefits of their proposal. 
Longreach, said Fysh, would be brought within twelve hours 
of Brisbane, instead of forty-two hours by train; a considerable 
reduction in subsidy would be possible; Qantas would make 
Brisbane its base and provide a workshop for the overhaul of 
aeroplanes. Though Sir Neville promised to put the matter 
before Cabinet, they had little hope for Brinsmead, their close 
friend and supporter in so many ways, was against the plan. 
The minister was not only opposed to an extension of aerial 
services while railways existed; he was, publicly and privately, 
against all forms of aviation. Subsidies for civil aviation, he 
told Fysh, were a waste of money. Defence, said the minister 



90 



■""laterial 



Always Worth the Money 
1924 to 1926 



for defence, was a waste of money. ^' He was to remain 
unbudged on the Brisbane extension, and a bane in all aviation 

matters to Brlnsmead, until 2 April 1027 when kls term of 
ofTice ceased. Brinsmead wrote privately to Fysh in 
October 1926: "If it were not for Qantas and the Aero Clubs I 
would resign immediately. It has been a continual and nerve- 
racking fight to get anything done ... I can't thank you suffi- 
ciently for your unswerving support and straight dealing, even 
when we do not quite see eye to eye on certain matters. "^^ 

Of considerable consolation to Qantas were the financial 
results for the year to 30 June 1926. There was a profit of 
£6,370, representing a 20 per cent return on capital and turn- 
ing the accumulated deficits of the early years into a surplus of 
£3,849. They transferred £2,249 to contingency reserve, their 
first-ever reserve, and Dr Michod was supported by the board 
when he recommended that the profits should be applied, not 
to dividends but to expansion. It was decided "to put the 
money towards the support of any new form of the 



Alexander Kennedy, who was 
the first passenger to travel on a 
regular Qantas service, is seen 
here in mid- 1926 about to fly 
from Longreach in one of the 
DH9C aircraft. The pilot, 
Capt. Eric Stephens, who is 
taking a suitcase from Arthur 
Baird, joined Qantas in early 
1926 and the aircraft, G-AUEF, 
was written oflT at Cloncurry on 
22 September 1926. 
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Company's operations or any new aircraft venture which may 
seem hkely to assist in the development of civil aviation in 
Queensland".^' The editor of Aircraft magazine, EJ. Hart, 
commented: "Here we see the true pioneer spirit. It is the 
only spirit in which the millenium of an unsubsidised air 
transport service . . . may be anticipated."^ 

WhOe Fyth, amongst die details of his iworking days, press- 
ed die atrline's i»k»ts on matters of timetable observanoe^ 
flight reportSy and log book entries he spent his evenmgs at 
home ''trying desperately to acquire some degree of 
managerial and budness ability"." His efforts included a 
course in Pelmanism. Pelmanesque notices and memos began 
to circulate. "Are you known as a man who has practical 
ideas?" asked one, on business ability. "Do you often have 
well worked out suggestions to make?" Another, advising on 
how "to secure advancement in life" in the context of 
Qantas's reqiiiitnicnts, listed pep and progressiveness, loyal- 
ty, and (possibly with the bnUig expeiienoe of Back in 
mind) a willingness to carry out instmctions.'* 

Hmso commercial preoccupations vnxt intemqiced ftr 
Fysh when Alan Cobham called in at Longreach on his great 
double flight from England to Australia and back to England. 
Cobham left London on 30 June 1926 in a DH50 with floats, 
which were changed to wheels for the overland flight when he 
reached Darwin. His Longreach arrival was spectacular. He 
flew in so low, wrote Fysh "we almost thought his aeroplane 
was a motor car".^ Cobham was the first to use the route 
across Australia originally surveyed by McGinness and Fyik 
since the flights in 1919 and 1920 by Ross Smith, and Firer 
and Mcintosh. He was also the first pilot to fly out and back 
fimn England and the public attention accorded his achieve- 
ment prompted other pilots, in ensuing years, to attempt 
major new pioneering ventures. (Cobham completed his 
return journey on 1 October, landing on the Thames.) 

A less spectacular but no less important influence on the 
overseas air links between Australia and England in 1926 was 
the policy that emerged from the Imperial Gonftrcnoe In 
London of developing air communicatkuia among the 
members of the British Gomnonwealdi **wlth as mncfa ex* 
pedition as practicable". This policy "had fiff reaching efftcts 
on the development of the Australian internal network of 
aerial routes".^* The Australian prime minister, S.M. Bruce, 
announced in the House of Representatives on his return from 
Britain that the 1927-28 budget allocation for the develop- 
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Capt. Lcsicr Brain 
demonstrates winter flying gear 
at Eagle Farm, Brisbane in 
March 1927. Captain Brain was 
the chief flying instructor of 
Qantas's Brisbane Flying 
School when it opened on 26 
March 1927. The Flying School 
was equipped with two of the 
new DH60 Cirrus Moths, 
registered G-AUFL and 
G-AUFR (pictured). 



ment of civil aviation in Australia would be increased from 
£115,000 to £200,000 and outlined long-range plans." 

Qantas had, of course, clearly recognized that their Queens- 
land route was well placed (as Cobham's flight had emphasiz- 
ed) on the aerial highway from England to the eastern capitals 
of Australia. In any commercial development of that long 
highway there was either the opportunity for significant Qantas 
expansion, or the distinct possibility that their 
Charleville-Camooweal route would be absorbed in some 
grander international plan that would put Qantas out of 
business. This awareness was the motivating force in the com- 
pany's growing preoccupation with Brisbane. An advisory 
board was established there in Oaober 1926 consisting of 
Hope Michod, Alan Campbell and F.E. Loxton, a director of 
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Qantas's Hrst DH50, the British 
built G-AUER, sufTercd 
considerable damage when it 
overturned during lakc-ofT trom 
the rain-sodden aerodrome at 
McKinlay, near Cloncurry, 20 
February 1927. Pilot Lester 
Brain escaped injury and 
G-AUER was transported back 
to Longreach for repairs. It was 
flying again on 25 April 1927. 



the Burns Philp company. McMaster, on 30 Oaober 1926, 
resumed his old position of chairman of the company." 

The Qantas presence in Brisbane was strengthened in an 
operational way by the company's move into the provision of 
flying schools for private pilots. The de Havilland Moth, now 
in production, made private ownership and operation of a 
personal aircraft just as practicable, for those who could afford 
it, as the operation of a motor car except that there were no 
flying schools in Queensland to train pilots for private 
licences. Fysh, at a board meeting on 19 May 1926, had sug- 
gested the need for a more economical, light aircraft for the 
company's taxi work, and the potential with such an aircraft 
for private pilot training. With board approval and supported 
by the Queensland Aero Club he met Brinsmead in 
Melbourne in September and got agreement to open flying 
schools at both Longreach and Brisbane. Pilot strength was 
more than adequate to absorb these additional duties. Two 
new Point Cook-trained pilots, A.D. Davidson and Arthur Af- 
fleck (later of Flying Doctor fame) and an experienced aviator, 
C. Matheson, had joined them during 1926 and two more 
pilots, E.J. Stephens and C.W.A. Scott came later in the year. 
(Scott, a man of great gifts and personality, was to become one 
of a growing band of individualistic flyers who captured 
public attention in the glamour period of pioneers and 
publicity-seekers.) The Longreach school, under Matheson, 
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opened on 27 December 1926 but the hot, gusty, and bumpy 
summer conditions took their toll in crashes; the supply of 
pupils, like local incomes in the dry conditions, dried up. The 
Brisbane school, inaugurated on 26 March 1927 with an aerial 
pageant, flourished with Lester Brain in charge until, in May 
1929, it was handed over to the Queensland Aero Club. Joy- 
rides, taxi trips, and commissions from aircraft sales to private 
owners brought in additional revenue from the school.'" 

Brain, after his forced landing at Maxwelton in 1925, had 
had two subsequent and serious accidents. On 24 September 
1926 the engine of his DH9C, G-AUEF, had cut on take-off at 
Cloncurry causing undercarriage, propeller, and general 
damage. Five months later, flying the DH50A G-AUER, he 
had turned over when taking ofT from McKinlay on boggy 
ground. This time Fysh had put the blame solely on the pilot. 
He was "of the opinion that Mr. Brain made a serious error of 
judgement ... in not taking sufficient care on soft ground". 
Mr. Brain, Fysh reported to the board, "is worthy of censure 
in this case".'' But, added Fysh, Brain had for three years 
carried out with success flying on the most difficult sections of 
the route and the most hazardous taxi trips, acquiring skill and 
ability. There was general damage to the aircraft but it was in 
the air again at the end of the month. 



Completely repaired after its 
accident at McKinlay on 20 
February 1927, Qantas's first 
DH50, G-AUER before being 
taken up for a test flight at 
Lx)ngreach, 25 April 1927. The 
name Hermes is new though it 
was renamed Victory when it 
became the first Flying Doctor 
Service aircraft in May 1928. 
Note the fitting of a four-bladed 
propeller, probably intended to 
improve the takc-ofT 
performance. 
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Far more serious than this accident, and overshadowing the 
inauguration of the Brisbane flying school, was the crash of 
DH9C G-AUED at Tambo on 24 March. The aircraft was a 
total loss and the pilot, A.D. Davidson^ and his two passengers 
were killed. It was the company's first fittal accident. Though 
young and lekdveiy ineipmeiioed, with some five hmidced 
flying hours to his cxtdit, Danridsoa htd in hct done mudi 
more flying wlien he joined Qmtas thin Brain had done.^ 
"All technical stafi**» wrote Fysb, **emphaticalfy agreed that 
the cause was stalling on approach . . . die most common 
cause of fatal aircraft accidents."'* 

Lester Bram and engineer T. Young were, with the opening 
of the Brisbane school, now permanently stationed there. 
"The Brisbane Branch", Fysh reported to his directors, "is a 
new sphere of operations for us and is now firmly established. 
Our hangar at Eagle Farm is nearly complete. You have set up 
an organisation on which can be tniilt the larger operations of 
the iuture."** 
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Ross and Keith Smith, Parer and Mcintosh and Alan Cobham 
had, with their flights between England and Australia, sown 
the first seeds for what Fysh called "large operations". Then, 
on 20 May 1927, Charles Lindbergh flew solo from New York 
to Pans, entered the Ainencan consciousness as a new type of 
hero, inidited mass support in hit dynamic country for dvil 
aviation, and adted the whole world. The thrust of such in- 
dividual endeavour, the romantidsm, enterprise, and private 
ambition of individual aviators in a world still largefy 
motivated by private enterprise, compounded. Australian Bert 
Hinkler, the least egotistical and most lovable of those driven 
men, was continuing his pioneering flights that were to lead in 
February 1928 lo the first solo flight to Australia from 
England. Kingsford Smith and Ulm, in the same year, were to 
make the first crossing by air of the Pacific Ocean. Building on 
their initiatives, the substance of civil aviation was growing. 
Imperial Airways took over from the Royal Air Force the 
operation of the Cairo-Baghdad route to implement British 
policy on the enension of international routes, while the 

Dutch airline, KLM, under Albert Pkaman, began its test 
flights to fiatavia in the closing years of the decade. But, 

nearer home in Australia, the Qantas advances excited neither 
national acclaim nor international notice. On 1 July 1927 the 
company inaugurated its service from the modest centre of 
Cloncurry, north to the even more modci^t centre of Norman- 
ton. It was with some pride though, that they did so with a 

subsiify rate of duee shillings and sixpence a mite, down siz- 
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pence on the rate of four shillings when theii operations began 

in 1922. 

In the seventh annual report and balance sheet of 1 October 
1927 the directors were able to state that "after payment of all 
expenses of management, the establishment of two flying 
schools, the esttUidunent of die aoeosioii service Cloncurry- 
Nomumtoii . . . and after aUowing £3^21 for depredation, 
£410 in respect of [the] Tambo [accident] and £1,800 for the 
Taxation Account, operations for the twelve months ending 
30 Jime gave a net profit of £4,020". This result had been 
achieved despite "continuation of the disastrous drought con- 
ditions over practically the whole of the pastoral districts in 
which the Service is operating, and also the depressed condi- 
tions in the mining areas served".' The new Normanton 
destination had attractions for the governor-general, Lord 
Stonehaven, who flew there with Arthur Affleck as pilot 
towards the end of the year to enjoy the shooting md fishing. 
As Maj. John Lawrence Baird and a member of the Air Board 
in the last years of the war he was both knowledgeable and 
supportive of dvil aviation. He had flown first with Qantas, 
with Fysh as pilot, in July 1926 and again, in the following 
month, on an inland flight with Moody to Newcastle Waters. 
His wife, Lady Stonehaven, had christened the first aircraft 
built by Qantas at Longreach, the DH50A Iris, on 18 August 
1926. 

The aircrafi building programme was in full swing in 1927. 
The federal government, through the colleaor of customs, 
approached Australian aircraft manufecturers early in the year 
to seek their views on the impoattlim of a 25 per cent tariffon 
unported aircrift. Qiiiiaa, ts an airline^ *^newed with alarm" 
the proposition, which would have made its imported aircraft 
considerably more expensive.^ Qantas, as aircraft manufac- 
turer, saw little financial benefit in such a tariff. Fysh told the 
collector of customs that two DH50A aircraf t were under con- 
struction at Longreach but "engines, instruments, bracing 
wires, wheels and all metal parts and fittings were imported 
from England. Also linen fabric for covering wings, aero tyttt 
and odier specialised parts. The nujority of die plywood is 
unported, and the spruce logs. All timber work is carried out 
in our ftctory and thus forms the main portion of our con- 
struaion work, together with the actual assembling of the 
madiines." A DH50A imponed complete from England cost, 
he added £2,400; a DH50A constructed at Longreach cost 
£2,350.^ 
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By 1 August 1927 the third DH50A Pegasus (G-AUGD) was 

mi] for iliimm this limc by Mrs 5.M. Druccj wife of 

the prime minister. (Fysh then flew the Bruces in the new air- 
craft to Winton and Hughenden.) 

Though wonderful aircraft for Qantas compared with 
previous machines, the Puma-engined DH50A had no perfor- 
mance in reserve for conditions in western Queensland. 
Arthur Baird recommended a change to the DH50J, which 
had as its power plant the 450-horsepower Bristol Jupiter 
Mark VI radial engine. It still carried one pilot and four 
passengers, with a little luggage and urgent freight, as there 
was no increase in payload or volumetric capacity, and it was 
much more expensive to build than the DH50A. But with 
almost double the horsepower, the rate of climb nearly doubl- 
ed, cruising speed increased to 105 miles per hour, and extra 
petrol tanks provided greater range. The extra power also 
permitted an increase in gross weight from 3,900 to 4,200 
pounds. Above all, the Jupiter was a much more reliable 
engine and big cost savings accrued from the increased period 
between overhauls.* Two DH50Js {Aialanta, G-AUHE and 
Hermes, G-AUHI) were built in 1928, one DH50A (unnamed, 
G-AUJS) and DH50J (Hippomenes, VH-ULG) in 1929. Then 
the DH61 and other types superseded the DH50s. They were 
too big for Qantas to build and the completion of Hippomenes 
in September 1929 saw the end of the Qantas venture into air- 
craft manufacture. Some idea of the reliability of the DH50J 
type under Qantas conditions is apparent from Atalania's first 
nine months of operation. The aircraft flew 26,000 miles in 
348 hours with total replacement costs for the period of less 
than one pound. By contrast, the Siddeley Puma engine in the 
DHSOAs seldom lasted more than 75 hours without serious 
attention.' Though the government decision did not finally 
impose any tariff on imported aircraft, a customs proclama- 
tion in 1928 forbade the import of aircraft not accompanied by 
a certificate of airworthiness issued in, or validated by, a 
signatory state to the 1919 Paris Convention on International 
Air Navigation. This had the effect of preventing direct 
importation of aircraft manufactured in Germany or the 
United States. 

Though a significant testimonial to the professional excell- 
ence of Baird and his hangar staff, the manufacture of aircraft 
was peripheral to Qantas activity as an airline. Growth in that 
activity depended ultimately on extensions to the route net- 
work and these rested on government decisions and govern- 
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ment subsidy. Airline conipeiiiion was in essence for new 
routes and a bigger slice of the available subsidy cake. It came 
from the two other subsidized operators. West Australian Air- 
ways and Lasco. 

Operationally, Qantas had done well since its b^innings, in 
comparison wfth West Australiin Airways. In pitieager and 
freight transport, to mid-192Q, it had a snperior reoord in 
tenm of Diilas flown and was the only company which had an 
excess of passenger-miles over machinemiles in this period.* 
It had, in other words, canied more than one passenger on 
each mile flown by its aircraft. "From the inauguration of the 
subsidised routes to 30 June 1928 its [the Qantas] ratio of 
passenger miles to miles flown was 1.085 as compared with 
0.92 for Western Australia Airways and 0.644 for Lasco", 
wrote analysts Hocking and Cave.^ They were remarkably low 
figures, particularly as four-passenger aircraft were the most 
common types employed. "Qantas, on the average with one 
passenger wdghings say 160 pounds, phis 70 pounds of 
freifi^ and 30 pounds of letters, had en actual pa^bad of 
about 260 poimds as compared with a maximum payUmi of 
nearly 1,000 pounds. The two fiictors of low load factor com- 
bined with low average plane utilization", concluded Hocking 
and Cave, "explain the high cost of air transport, in spite of 
high subsidisation, and its inability to operate successfully 
where alternative land transport was available." 

In an effort to achieve growth independently of government 
support, Qantas launched a regular daily air service with a 
DH50A on 9 May 1928 on the seventy-mile route between 
Brisbane and Toowoomba, charging £2.15s.0d for the fifty- 
minute trip in competition with the first class rail five of 
£1.08. Id for the four-hour trip by train. It was a brave experi- 
ment but, after initial encouraging passenger traffic volume 
from the curious, Fysh had to report that the figures "appear 
to have taken a permanent drop below that allowing a profit".' 
The service was discontinued in December. 

Of much more importance that year was the government 
decision to call tenders far services between Brisbane and 
Gharleville and, in the north, between Gamoowesl and Daly 
Waters. The forcing of tenders, utterly unexpected by Qmtas, 
now gave competitors the opportunlQr to intrude at both the 
nonhern and southern OEtremities of Qmtas's Charleville- 
Camooweal route. "Our very eadsience", wrote Fysh, "was in 
ieopardy."* 
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Two of ±e big, d^^pfltaeDgtf DH61 aifcnft were ordered 
ftom Bngland tot delivery in Jtnuarjr end Febniar^ of 1929 

and it was with these aircraft, which met the government's 

oontnct condirion^ thit Qntw tendered. Their price was 
three shillings and three pence a mile for the first year, one 
penny above the aubaidy rale on the QiarleviUe-Cianooweal 
route> bot reducing by twopence a mile for the second year 
and a further threepence for the third. Lasoo undercut them, 

ofi^rillg the lower Qantas third year price from the outset. 

It was a dangerous situation but the Qantas DH61 order 
saved them: Lasco could only tender with DH50 and ANEC 
III aircraft, which did not meet the requirements of the 
government contract. Fysh was able to telegraph McMaster 
on 26 September that, althoueh there was no official news, the 
prime minister was rcpuricd m the press as annoimcing that 
Qantas had secured the Briabtne-Charleville service* Lasco, 
however, had been granted Camooweal-Daly Waters. It seem- 
ed that the enduring Qantas dream of an eventual Brisbane- 
Darwin route had been shattered. "This is unpleasam news", 
wrote Fysh to his chairman. **I fed we should make a 
systematic and strong protest without ove rs tep ping the 
mark.*'»o 

Lasco had won on price. Qantas, knowing the conditions in 
that far outback area, had tendered at four shillmgs and three 
pence a mile, reducing to four shillings by the third year, 
Larkin had offered three shillings four and a half pence a 
mik, well under the subsidy rate he received for his Vtaonuk 
services which, even at the higher rate of three Shillings and 
nine pence, were unprofitable. Now he was fiiced with 
operating an idrcraft thousands of miles firom his centre of 
opeiatioas in the south o£ Australia, in an area ¥^iere petrol 
was expensive and passengers few. From Melbourne on 23 
November Fysh wrote to iMcMastcr: "I have not been able to 
get to the bottom of the Camooweal-Daly Waters service. The 
whole thing is regarded amongst aviation people down here as 
a great blunder, and as a huge joke with the joke on Larkin. 

Though the decision to put Lasco on the remote rim at the 
northem estrcmity of the Qantas route was a cause of grave 
unease in their fiiture hopes for Darwin, winning the southern 
eitenaion of die route to the dty of Brisbane was of crttiGal 
aignificanoe and by far the most important event of 1928 for 
the oompany. Qvil aviation in Australia in 192S was in a weak 
economir poairton and die capital dty connection granted to 
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Qantas was to enable it to match the continuous expansion of 
the industry as a whole throughout the coining years of the 
Depression. 

By the end of 1928 the three subsidized companies had in 
their fleets a total of fifteen of the four-passenger, 100 mile per 
hour DHSOs aircraft. (Lasoo had thfce of them but abo 
operated three ANEC Ills, the only six-passenger aircraft in 
operation in Australia before the dose of 1928.) In terms of 
aircraft utilization, Western Australian Airways flew six 
DH50s a total of 428 hours in the three months ending 30 
September 1928 on their subsidized route, which was an 
average utilization of less than one hoiir a day. Qantas, also 
with six DH50s, only managed a total of 322 hours in the 
same period. The reserve aircraft capacity inferred by these 
tlgures was the price paid for regular timetable performance. 
It cost less to keep spare aircraft along the route than to pay 
additional nuuntenance staff to man intermediate bmUng 
pohits. Later, when frequencies were doubled on nui|or 
routes, only negligible extra capacity was needed." The air* 
craft fleets of the subsidized oompames were all British-made^ 
as required by the government proclamation prohibiting 
import of aircraft ftom nonsignatory nations to the 1919 Paris 
convention. 

On international comparisons, Australian avuuion did 
remarkably well in 1928. Great Britam s only regular 
operating company. Imperial Airways Ltd., flew 1,032,842 
miles in the twelve months to 31 December 1928. Australia's 
total fyt the year to 30 June 1929 m civil aviation flying was 
afanost double this, at 1,992,070 miles, of which 430,^2 miles 
was flown by the r^lar subsidized services. On a per capita 
basis, Australia was considerably more air-minded than Great 
Britain. 

Comparisons with the United States lor the period are just 
as flattering. There were some 70,000 miles of regular air 
route operations throughout the world and the Australian 
contribution to the total was 5,800 miles. It therefore, with 
some four-thousandths of the world population, operated one- 
twelfUi of existing regular air routes. With one-twentiedi the 
popuUdon of the United States, AustiaUa hid over one-third 
diat country's air route mileage and one-eighth as many air- 
pons. Air miles flown in 1928 in Australia were more than 
one-fifth of the total for the United States.'* This extra- 
ordinary progress in civil aviation was in every way an 
honourable match for the international acclaim accorded 
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KingsforJ £mi[k and Ulm, and Hinkler, for tkeir pioneering 
flights. 

Qantas in 1928 — in addition to its flying operations, flying 
schools, and aircraft manu&cture — began a unique, roman- 
tic, yet extraordinary practical venture with John Flynn and 

the Australian Inland Misnon to provide an air ambulance 
plane and pilot for an experimental Flying Doctor service 
based at Cloncurry. The service, conceived by Flynn and the 
AIM. was an extension of their great work to bring medical 
care ro the isolated families who peopled inland Australia. Its 
implementation had awaited two technical achievements: the 
availability of an aircraft that could carry doctor, nurse, and 
stretcher patient, and the ability to provide a cheap and 
rdiid>le means of radio communication between remote home- 
stead and Aerial Ambulance centre. The aircraft was available 
as early as 1924, when Qantas imported its first DH50, but 
the wireless, an ingenious fbot-pedal power-generating set that 
linked oudying stations with Qoncurry, took another three 
years to develop. On 27 March 1928, an agreement was signed 
under which Qantas, in return for the provision of an am- 
bulance aircraft and pilot, was guaranteed twenty-five thou- 
sand flying miles at two shillings a mile under a one-year con- 
tract. (The Civil Aviation Authority paid half this rate; Qantas 
agreed to a rebate of tenpence a mile for every imflown mile.) 
The first Flying Doaor pilot was Arthur Affleck; the first fly- 
ing doctor, Dr St Vincent Welch; and the first aircraft was the 
DH50A, G-AUER, but named Fiaory. It was by fiff the most 
risky of all Qantas flying operations.*' Station owners were all 
sent instruaions on "How to Mdce Your Own Landing 
Ground and How ro Receive an Aeroplane". An ever-present 
dilemma for Affleck (and, from 1931, pilot Eric Donaldson) 
was to balance flight safety and medical need; the clear realiza- 
tion that safety was paramount often meant refusal to fly, 
under pressure from doctor and patient, when the risk was 
judged too great. In its first year Qantas flew 17,479 miles for 
the service and there were no accidents. 

**The work of the whole Qantas staff during the past year", 
Fysh reported to his directors in early September 1928, "can- 
not be spoken of too highly ... [it had been] fiur busier than in 
past years, owing to the vastly increased amount of work 
without proportionate increase in staff"." He singled out Brain 
as "an untiring, loyal worker who, besides his piloting ability, 
has shown sound business knowledge". Operations, he noted 
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Adelaide, August 1928. Royal 
Air Force Air Marshal, Sir John 
Salmond — second from right 
— with members of his party 
and the Qantas crew after a taxi 
trip from Darwin, using the 
Qantas DH50J Hermes. C.W.A. 
Scott — third from right — was 
the pilot and George Nuison — 
first on left — was the engineer. 
The aircraft crashed soon after 

take-olT from Adelaide on 4 
September 1928 and was 
destroyed by fire. 



proudlyj "were considerably in excess of any other commer- 
cial company in Australia".'* 

This substantial company achievement was marred by the 
crash, on 4 September, of C.W.A. Scott and engineer G. Nut- 
son in the HermeSy six miles north-east of Parafield, South 
Australia. Scott had been the pilot for a long tour of North 
AustraUa by Lord Stonehaven earlier in the year. It was 
followed by an equally extensive tour of the north by Sir John 
Salmond who was visiting Australia from Britain as a guest of 
the Commonwealth government to advise on aerial defence. 
The Salmond tour ended in Adelaide and Scott, soon after an 
early morning take-off on the return trip to Longreach, crash- 
ed in bad weather in hilly country and the Hermes caught fire. 
Scott broke his jaw and was badly burned and shocked. Nut- 
son, dragged clear of the aircraft by Scott despite his injuries, 
died on the way to hospital. The aircraft was a total loss. 

It was, in addition to the tragedy of Nutson's death, a heavy 
financial blow and a severe disruption to the company's opera- 
tions, particularly the planned Brisbane service. On 7 
September, Fysh asked the directors "to decide on the ques- 
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tion of Mr. Scott's fiitxire employment".'' Scott, he wrote, 
"has given valuable service and he is a brilliant pilot, is 
possibly the hardest worker we have yet employed and has the 
physical qualities to stand up to this". (Scott, a poet and musi- 
cian and man of great personal charm, had also been 
heavyweight boxing champion of the Royal Air Force.) 
However, said Fysh, despite repeated notifications and 
personal instructions Scott had not attained "the standard of 
care and safety we demand". His personal behaviour had been 
the subject of criticism, though he was popular and a good 
man to work with. "I find on present evidence that the pilot 
[Scott] committed a serious error of judgement in leaving 
Parafield Aerodrome in weather which was unsuitable . . . and 
when there was no need for hurry." Scott had also, Fysh 
reported, placed founeen tins of petrol in the cabin of the air- 
craft without proper reason. 

Scott had, in fact, promptly offered his resignation. But he 
was offended and angered by the swift judgment passed on 
him by Fysh without hearing his own evidence and that of the 
official Air Accident Investigation Committee. He withdrew 
his resignation, explaining in a letter to McMaster on 12 
October that it had been offered "as the only decent thing to 
do ... in that feeling of good fellowship that can exist between 
employer and employee"." He had, he said, expected a fair 
hearing, adding, "I must mention certain letters that I receiv- 
ed from the managing direaor and their effect on my 
attitude". Scott disputed the faas concerning the take-off as 
set down by Fysh. "I am no novice", he wrote indignantly, 
"to such flying conditions." 

His letter to McMaster was written, with Fysh's consent 
and knowledge, after a long meeting between the two men on 
10 Oaober, following Scott's return to Longreach. On 16 
Oaober Fysh reported to McMaster that in his interview with 
Scott he had "gained nothing that would tend to make us take 
a more lenient view of his general behaviour and the Adelaide 
crash". In fact, wrote Fysh, Scott had made matters worse by 
saying that the petrol was placed in the cabin to enable him to 
return via Broken Hill and Thargomindah "right across more 
or less unknown country, and without even informing us". 
Fysh recognized that Scott had acted "quite openly with us" 
and admitted, "I could certainly use Scott later on ... If he 
can be got on to safe flying he will make an excellent man for 
us." He suggested the board consider Scott's suspension 
without pay for two months, a salary reduction, a strict under- 
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taking to carry out company rules, and that Scott must sign aa 
undertaking to go teetotal both on and ofTduty." 

McMaster weighed Fysh's report and Scott's letter. On 21 
October his characteristic firm, fair-mindedness was evident 
in his reply. He had, he said, considered folly all Scott's points 
but ''the Ukx remains that you were a pilot employed in oom- 
merdal aviation and yon did not put safety first. You took a 
risk that you should not have taken.** 

*'I quite realise", he wrotc^ **that for a young man sudl as 
yourself) with unlimited energy, ambition and skill it must 
come hard to sit down and not act . . 

McMaster then soundly reprimanded him for his off-duty 
conduct. "It was common street talk that only a few days 
previous to you leaving Longreach for Hughenden to pick up 
Sir John Salmond you had been drinking heavily. Your con- 
dua was anything but desirable both as regards your own 
interests and the interests of commercial aviation." McMaster 
acknowledged that "street talk" was not something ordinarily 
to be Usten«i to but, he said, "the talk was common at the 
Hotel, the Chib and the Golf Links". He concluded: "I 
sincerely regret losing your services and am only too willing to 
place your letter before the Board. 

The board considered Scott's letter, formally interviewing 
him, and made the decision thai he be allowed to comiiuic 
flying with Qantas. (Scott made no reference to these 
disciplinary events in fadi autobiographical book pubUahed in 
November 1934» though he writes vividly oftfae crash and die 
spin from eighteen hundred feet in doud into the ground. '*I 
returned to flying duties'*, he wroie^ *'ac the end of January 
1929.")^' Fysh thought him "a brilliant but over-volatile pilot 
... too brilliant to be stable"." From this disruptive and tragic 
episode came a set of "Rules for the Observance of Pilots" 
which Fysh put into operation in November. 

The directors' report for the financial vcar ended 30 June 
1928 showed a net profit ol £3,843 ana a recommendation that 
it be placed in the Reserves Accounts. This brought con- 
tingency reserves to a healthy total of £10,112 and the direc- 
tors recommended that £1,897 be set aside for the pqpment of 
6 per cent dividend. There was justifiable satislaction at such 
sound results. The airline;, during the year, had carried an 
impressive 3,825 passengers and, following the start of the 
Cloncurry-Normanton extension, freight had increased by a 
massive 19,203 pounds to a total of 26, 139 pounds. Four com- 
plete aeroplanes, said the report, were built under licence, two 
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DH50A-type with the Puma engine and two DHSOJs with in-ihc-fieid repairs lo the 
Jupiter engines. The order for two DH61 eight-passenger fabric covering on the w^^^^ 

•> o o r o a Qantas DH50 at Vindcx 

machines with Jupiter engines and "the latest Handley Page station near Wimon in 1928. 

Slotted Wing Safety device" was recorded and the date for the 

opening of the Brisbane service set for April 1929. The 

Hermes crash at Adelaide had delayed this all-important event 

in the company's history by six months, with the company 

fully staffed to undertake the new run but without enough 

suitable aircraft.^' The result, wrote Fysh, was that "at the 

present moment operations are not at all on an economic 

basis"." Further, the Brisbane Flying School was showing a 

loss and Fysh had also to recommend cessation of the 

Brisbane-Toowoomba service from the end of December, 

with a view to restarting in April." 

Despite these problems, Qantas ended 1928 in sound finan- 
cial condition, with two big new airliners about to be delivered 
and the crucial Brisbane link only months away. But the 
necessity to tender for this extension, and the inclusion of 
Lasco on a section of the route between Brisbane and Darwin, 
were grim reminders that the future existence of the company 
depended on government decisions. These, in turn, could be 
influenced by the performance, growth, and public stature of 
their two subsidized competitors. There was plenty of 
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political tight left in financially hard-pressed Lasco while, on 
the other side of the continent, West Australian Airways was 
poised to link Perth with Adelaide and so push Qantas into 
second place in Australian aviation with a single 1,453-mile 
route that matched the total Qantas route mileage. Two 
mighty names in aviation, Kingaford Smith and Ulm, were 
soon to link and emerge as even more formidable oompetiton. 
They were to do so without benefit of any government sub- 
sidy, in a major new airline enterprise. 
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Vjf^ however, was thoroughly optimistic as the new year 
hegan. **Uiidoiibtedly**> he wrote in his 31 January report, 
'*pfoq;iecis are hrigfat for the future." Until now, he said, 
"work has been ahnost entirely of a pioneering nature** but 
"the constant tendency for aircraft to become safer, more 
economic and more foolproof must indicate with certainty 
that commercial aviation, not only in Queensland but the 
world over, has a future at least equal to any other mode of 
transport."* 

The immediate future, so far as Qantas was concerned, 
involved preparation of the two new DH61 aircraft ftr die 
inauguration of the Brisbane-Charleville route on 17 April, 
darificatioa of legal requirements on the removal of head 
office to Brisbane, and consideration of revised plans by Baird 
Ibr the hangar, workshops, and office there. Under investiga- 
tion was "a scheme for the insurance of our fleet against flight 
risks", submitted by Lester Brain as a result of his London 
visit m the hope that it could be put into effect before the 
DHbls were commissioned.' Important, if less pressing, was a 
letter to the minister for defence. Sir William Glasgow, 
'Minting out the advantage and saving in time in continuing 
the proposed England to Australia air service down the Q^tas 
route instead of down the West Australian coast**.' 

On 16 April, before assembled guests from the civic and 
commercial life of the city of Brisbane, Lady Goodwin, wife of 
Queensland's governor Sir John Goodwin, christened one of 
the gleaming DU61 airliners, naming it Apollo, (The second 
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DH61 was called Diana.) On 17 April, Skipper Moody took it 
out from Brisbane on the inaugural service to Charleville. 
Among his passengers was veteran Qantas supporter, whitc- 
bearded Alexander Kennedy, now ninety-one, in a three- 
piece suit and felt hat. Of some historical importance, installed 
in the DH61 was the first in-flight lavatory. The era of 
"sprinting for the little tin shed" after landing was coming to 
a close.* 

For McMaster, 17 April "marked the biggest step in the 
welfare of Qantas since the commencement of the original 
mail route from Charleville to Cloncurry".' Fysh, in his 
manager's report, said it was "the culmination of four years of 
endeavour to secure the objective of a city connection. Direc- 
tors will remember that our campaign was started in the face 
of great difficulties, the first being the lack of all official 
support ... the second, the expressed policy of the Common- 
wealth Government that no subsidised airlines would be 
operated parallel to railway lines."* 

Insurance of the fleet against accident as from 10 April was 
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The passenger cabin of a 
Qantas DH61 at Eagle Farm 
aerodrome, Brisbane in April 
1929. This photograph was 
taken from the forward end of 
the cabin and shows four of the 
seven seats. The pilot sat in an 
open cockpit behind the 
passenger area. Note the small 
hole in the rear wall near the 
ceiling. This allowed the pilot 
to see into the passenger 
compartment and to 
communicate with them as 
needed. 
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concluded witk T.C Sowring 5f Oo. of London, insurance 
brokers to Imperial Airways, for a yearly premium of £1,000, 

with Qanias liable for the first £2,000 of breakages during the 
year.' 

Within a week of this first air route link with the capital city 
of Queensland, Qantas was caught up in a national aviation 
drama that put it on the front pages of almost every 
newspaper. The drama had its origins in the airline ambitions 
of C.E. Kingsford Smith and C.T.P. Ulm, already household 
names throughout Australia for their great pioneering flights 
in 1928. They had conquered the Pacific Ocean; crossed the 
Australian continent from Point Cook in Victoria to Perth in 
Western Australia; and made a double crossing of the Tasman 
Sea, to and from New Zealand, all in the three-engined Fokker 
monoplane, Southern Cross. In that same year they had 
together founded Australian National Airways (a quite 
separate company with this name was founded in the 1930s). 
On 30 March 1929, again in the Southern Cross, they left 
Sydney flying westward across the continent en route for 
England for negotiations on behalf of ANA for aircraft. They 
crossed the Overland Telegraph Line in Central Australia 
with Wyndham as their first planned stop but then, their radio 
out of action, seemingly disappeared. In fact, bad weather had 
forced them down near the Glenely River in Western 
Australia." 



The DH61 Apollo made the 
inaugural flight on the Brisbane 
to Charleville service on 17 
April. It is shown here 
immediately after coming to a 
halt; pilot "Skipper" Moody is 
standing in the cockpit wiping 
his brow in the mid-morning 
heat. 
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The crew of the Southern Cross 
are driven in triumph through 
the streets of Brisbane on 9 
June 1928, after completing the 
fint crossing of the Pacific 
Ocean by air. From left: 
Charles Kingsford Smith, 
Harr>' Lyon, James Warner 
(standing), Charles Ulm (seated 
in front). 



A massive air search was organized but a full week went by 
with no sightings. Public concern intensified and dominated 
all other news. Then the tragedy compounded. On 7 April 
their old comrade, Li. Keith Anderson, took off from Sydney 
with mechanic H.S. Hitchcock in the unsuitable and ill- 
prepared Westland Widgeon Kookaburra to join in the search. 
Their compass was inaccurate and they carried no special 
rations for emergencies. They, too, were headed for Wynd- 
ham where they were expected on 1 1 April but, after leaving 
Alice Springs on 10 April, engine trouble forced them down 
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south-east of Wave Hill in Central Australia. The ground was 
unsuitable for take-off, and they were trapped.' On the same 

day, 12 April, that the Citizens Search Committee (formed to 
back the search for Kingsford Smith and Ulm) also became 
concerned for the safety of Anderson and Hitchcock, the 
Southern Cross was sighted, with no casualties and undamaged. 
But day followed day with no sight of the Kookaburra. Qantas 
was asked by the Citizens Search Committee if it would 
provide an aircraft to assist in the search and on Friday 19 
April the DH50 Atalanta^ hastily fitted with a special short- 
wave wireless transmitter, set off from Brisbane. Lester Brain 
was the pilot and F.W. Stevens, deputy director of radio 
station 4QG Brisbane, went as wireless operator. There were 
now seven planes engaged in the search. 

On the afternoon of Sunday 21 April the direaor of 4QG, 
J.W. Robinson, received a radiogram from Stevens. They had 
sighted Anderson's machine, intact on the ground, in desert 
country eighty miles west-by-north of Powell's Creek, a 

station on the Overland Telegraph Line. Circling low. Brain Bram m front of dhsoj 

D » Atalanta at Eagle Farm, 

saw a man lying under the wing, apparently dead for some Brisbane in early 1929. 
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days. There was no sign of the second occupant of the 
Kookaburra. "We dropped a can of water attached to a small 
parachute", said the radio message. "The machine appeared 
undamaged and stands at the east end of a large red patch of 
ground, lately burnt off and still smoking. A pack horse party 
is setting out from Wave Hill without delay."'" 




Qantas DH50J Aialania tied 
down on a clay-pan in the 
Jervois Range, 170 miles north- 
cast of Alice Springs, while on 
a charter flight in September 
1929 with a survey party of 
mining engineers from 
Brisbane. Flown by I-cstcr 
Brain, the Aialama has been 
fitted with extra wheels to 
facilitate landings and takc-otTs 
from sand-covered or stony 
areas. 



Brain could not land the Atalanta because of the dangerous 
sand (this was later rectified by the addition of extra wheels) 
and returned to Wave Hill. At daylight he set out again. There 
was no change at the scene of the Kookaburra. In bumpy 
conditions Brain searched in the vicinity of the aircraft but 
found nothing. He set off, against strong head winds, for 
Powell's Creek but the wind there was across his landing path 
and too powerful and he continued on to Newcastle Waters. 
There, after refuelling, he was joined by three Air Force 
machines and they returned together for a further extended 
search. There was no sign of the second man and Brain sur- 
mised that "the first man to die was buried by the other"." 
One of the RAAF search aircraft, a DH9A, crashed later that 
day near Tennant Creek and was destroyed, though without 
loss of life. Brain brought the Atalanta back to Longreach on 
the Tuesday, ending the Qantas involvement in the tragedy. 
The Southern Cross, with Kingsford Smith and Ulm, even- 
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tually landed back at Richmond, near Sydney, on 27 April, 

four after selling oui on wto dmji mimt called 

"the stunt which has cost Australia too much". It was, wrote 
the magazine, "a publicity stunt and an ill-advised one at 
that".'^ But Aircraft emphatically dissociated itself from the 
rumour that began to spread through the Commonwealth that 
the crew had lost themselves deliberately to gain publicity. 
"The failure of the non-stop flight from Sydney to 
Wyndham", it wrote, "was unpremeditated."'' 

Both Kingsford Smith and Ulm were called before an Air 
Inquiry Committee which sat in Sydney in May and June. An 
agreement between them and Sun Newspapers Ltd. was pro- 
duced in evidence in which, in exchange for the exclusive 
Australian rights to the story of their proposed flight, they 
were to be paid £500 "upon the Airmen reaching England in 
less time than Hinkler occupied on his flight [sixteen days], 
but if they do not complete the flight within the period of six- 
teen days then they shall only be paid the sum of 250 
pounds".'* Ulm told the inquiry: "We had to go to England 
on the business of our company [Australian National Airways 
Ltd.] but the flight was not in any way financed or backed by 
our company. It was a separate venture , , ." They went by 
air, he said, "not only for the reason of getting there quickly 
but for other reasons, amongst which was that our then 
proposed flight to England was an exploration and pioneering 
flight. We believe that in the very near future we can help con- 
siderably towards the establishment of a regular route between 
here and England."" 

That was, indeed, their vision and one towards which Ulm, 
in particular, was to strive with gifts of intellect, organization, 
and the written word that his more glamorous colleague did 
not share. In this transition year of their careers, from pioneer 
aviators to major airline entrepreneurs, the pressures on both 
men for continuous and recognized public performance were 
immense. In a word they needed, for the most practical of 
reasons, publicity. Reputation required public awareness and, 
in their chosen profession, reputation was the very rock on 
which they had to build the support of financial backers and 
the esteem of government ministers. It was so too, of course, 
with others, including Qantas. A month after the Kookaburra 
episode, Lester Brain was involved, successfully, in another 
dramatic search in the Atalanta, this time for a Vickers Vellorc 
aircraft that had crash-landed at Cape Don lighthouse after 
crossing the Timor Sea on the last leg of a flight from England 
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by Flight Lts. J.J. Muir and H.C. Owen. Brain was awarded 
the Air Force Cross for his achievements. Fysh pointed out to 
his directors that "the helpful publicity which we have receiv- 
ed through the success of the two search trips could probably 
not have been bought for money".** 

Important as publicity was for particnkr interests and 
individuals, the great sweep of events in which they played a 
part was guided by more flmdamental and complex issues and 
pressures. The strategic and political need to minimize the 
isolation of Australia's western capital, Perth, from the centre 
of government and the cities on the other side of the continent 
was a powerful influence in the allocation of federal govern- 
ment resources for competing air links. The allocation of a 
subsidy for the Perth-Adelaide route had been opposed by 
Brinsmead, for the same reason that he had fought against the 
Qantas Crh flHf^ fl ^^^ iTfbf tnff Ifn^r "1 an <iiiite ooiivinoed"f he 
said, **that as long n the mileage subsidy is paid, any new 
aerial lines should be opened up entirely for the benefit of 
people who require quick transport to railheads only. I am not 
and never have been in favour of aircraft being subsidised 
merely to save a few hours of discomfort to passengers who 
can travel by existing railways." 

The Imperial Conference of 1926 and its recommendation 
that air services should receive early consideration "with a 
view to ultimate creation of a complete system of Imperial Air 
Routes**, was eventually to override Brinsaiead*s restrictive 
philosopliy.** At that conference^ the British secretary of state 
for air. Sir Samuel Hoare, had pointed out that the prime 
ministers of Australia and New Zeahmd hadhad to spend over 
sixty days travelling to and from the meeting. Australian 
Prime Minister S.M. Bruce remarked that an air route 
between Adelaide and Perth would alone cut the journey lime 
to England from the eastern states by three or tour days. Such 
a link would, if the eventual air route from England crossed 
the Timor Sea to Wyndham m Western Australia (the shortest 
way), also be necessary to link New Zealand by ilr with 
England. For Australia the opening of this Ferth-Addaide 
service;, by West Australian Airways» on 2 June 1929, was the 
first direct outcome of the Imperial Conference.^* 

Norman Brearley's West Australian Airways (a new com- 
pany formed, in 1926, with the assets of the old Western 
Australian Airways, amid a modest uproar over the manner of 
bonus share allocations in the new company) was awarded the 
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coniraci for the scrvicci Not only was it the first fm-]m m 

tract ever awarded, it was also the first to be based on payment 
per pound of mail carried instead of mileage. There was a 
guaranteed weight minimum of six hundred pounds per trip 
at the rate of twelve shillings and eight pence per pound. This 
minimum guaranteed weight loading was to double if, after 
four consecutive months, the weight of surcharged mails 
carried averaged eight hundred pounds. The effect of such an 
increase for WAA in money terms was a jump in guaranteed 
income per trip from £380 to £760. It was almost an open 
invitation to ensure, somehow, that mails would indeed 
average eight hundred pounds per trip. They did. By extraor- 
dinary coincidence, which occasioned press comment and 
departmental wrath, there was from almost the outset of the 
service a quite unpredicted quantity of weighty land sale 
catalogues from Perth. New and hastily introduced Post Of- 
fice regulations dried this artificial river of gold, but such a 
manipulation of subsidy possibilities was not unnoticed by the 
government and its officers.'^*' 

Sordid commercial matters were far from the minds of the 
fifteen thousand Adelaide people and the vice-regal and other 
guests on the beflagged dais at Adelaide's Parafield aerodrome 
on 1 June for the christening by Lady Hore Ruthven, wife of 
South Australia's governor, of WAA's three-engined Hercules 
airliner, City of Adelaide. "Thirty uniformed members from 
the private orchestra of Holden's Motor Body Builders Ltd. 
gave up their half holiday to brighten the occasion and 
discoursed popular melody", wrote Aircraft, as Her Excellen- 
cy shattered a red-and-white silk-corded bottle of Australian 
Romalo against the central propeller boss.'' The governor, 
Lord Hore Ruthven, reminded them that it was less than sixty 
years since Lord Forest had travelled from Perth to Adelaide 
in five months of severe hardship, "a journey that could now 
be accomplished in thirty hours, including a rest period of 
twelve hours". And he added, reflecting an attitude to 
England held by most Australians and their leaders that would 
ultimately influence the airline structure joining the two 
countries, "every hour by which we can shorten the journey 
between the Old Country and the New will further the 
progress and prosperity of the Empire". (The prime 
minister himself, Mr Bruce, stressed the British link at much 
the same time when he responded in ParUament to an attack 
on the administration of the RAAF and civil aviation by 
Queensland's ex-Labor Premier Theodore, who had criticized 
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outdated Air Force aircraft. "\X'hen the British Government 
has decided on the most suitable [aircraft] type and made a 
tinal selection [for the Royal Air Force] we shall probably 
adopt it", he said.)^^ By the end of July, Aircraft reported, Uie 
transoontiiieiital aenHoe w» fimcdomng smoothly and effi* 
dently. West Australian Ainrays was now the coantiy*s 
premier airline; Qantas had been overtaken. 

Financial results for Qratas Ihr the year were disappouiti^ 
Profit was down as a direct result of the Addaide crash and its 
cfTects. The Aerial Medical Service had shown a modest profit 
but the Brisbane Flying School, which had been handed over 
in May to the Queensland Aero Club, had lost money. The 
unsubsidized Brisbane-Toowoomba service had not lived up 
to expectations and, after a depreciation charge of £350, had 
shown a loss for the period of its operation between May and 
December, of some £45. It had carried 445 route passengers, 
23 taxi passengers, and 1,146 joy^ndeis. It had, however, done 
much to establish the Qantas presence in Brisbane.** 

Net profit to 30 June was £3,856 and a 6 per cent dividend 
agreed. Poor seasonal conditions coupled with the Depression 
had had their effea. The directors could only describe the 
results as "satisfactory"." 

Qantas was now nmning into serious trouble with the 
engines of its new DH61 airliners. Fysh told the di le ctin s, in a 
letter of 5 July 1929, that "the culminating point was reached 
when the engme fined to XMsfia brake a piston at Ghaikville, 
and later broke a oonnecthig rod. The action has been taken of 
withdrawing the marhinfs fiom service pending a fiiU 
enquiry.**^ The DH61a weic powered fay the Bristol Jupiter 
Mark XI engine which, unlike the earlier and eaodlent Mark 
VI version, suffered constantly from overoiling of plugs, 
collapse of pistons, seizures, and excessive oil temperatures." 

Though the DH61s were in faa to contmue operating, 
troubles persisted and there were frequent forced landings. 
"The whole position has been unsatisfaaory m the extreme," 
Fysh wrote to McMaster on 1 October, "but the makers are 
not legally responsible and ftel diqr have done everything 
possible by sending a man all the way fiwm England, loaning a 
Mark VI engme and rebuilding two engines to equal to 
new."" 

In that same letter he reported what was an imusual and 
puzzling decision by the Defence Department, and a reminder 
that their immediate future, as well as their destiny, lay in the 
hands of the federal government. The secretary of the depart- 
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m\ M MmiA ih§m M iheir coniracis on itie main 

Charleville-Camooweal route, and on the Cloncurry-Nor- 

manton extension, had been renewed from 4 December to 7 
June 1930, a mere six-month period. It "leaves us entirely in 
the dark concerning the Government's poUcy after 7 June 
next", wrote Fysh.*' 

The motives of the government soon became clear. "The 
Minister for Defence", Fysh reported to McMaster on 22 
November, "has issued a statement [on] the desire to more 
closely co-ordinate the R.A.A.F. and the Subsidised Com- 
panies to provide for closer working in war time. The 
R.A.A.F. services will link up with Qantas, whatever this 
means." A scheme was under consideration, Fysh added, for 
an exchange and intermingling of the RAAF and the staff of 
the subsidized services.'" The new government, he said, had 
leanings towards nationalization. Further, it was intended to 
do away with all the routes operated by Lasco "as being of no 
utility"." 

This attitude to Lasco was not unexpected as the Common- 
wealth auditor-general, in his report for the 1928-29 fmancial 
year, had recommended withdrawal of subsidies to the Larkin 
Aircraft Supply Co. But that same report had recognized that 
the Perth-Derby route in Western Australia and the Qantas 
routes in Queensland provided "facilities for the carriage of 
mails, passenger transport and urgent freight in a manner 
which is of great value", because of the immense distances, 
and absence of railways and frequent postal services." The new 
notion of RAAF involvement seemed to Qantas as ridiculous as 
it was unexpected. 

The possibilities were frightening. One was that Qantas 
would be forced to re-tender for all of its routes, which would 
then be run wholly by RAAF personnel. Another was that 
RAAF staff would be seconded to the airline and Qantas staff 
obliged to operate with the RAAF. Fysh tried to canvass the 
alternatives logically and concluded: "If the R.A.A.F. must go 
into commercial aviation then it will be my endeavour to 
influence a separate trial to show which is the best scheme. 
But the trouble may be that they want private capital to stand 
up to the experiment. It is just the thing Larkin would rush 
into, as the losses would not hit his parent company and a 
market would be secured for his machines,"" 

McMaster responded on 24 November: "I consider our best 
policy is to keep absolute control of all services operated by 
Qantas but in the event that this is impossible, and provided 
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no undue financial risk is forced on Qanias, we should work in 
with Government policy as much as possible — and risk read- 
justments being made in our favour later."" He also urged 
Fysh to pusii Qantas mierests ibr Darwin^ Alice Sprmgs, 
Sydney, and Canberra services. 

That Qantas was hdd in high public esteem was witfaont 
doubt. In an article in Ainroft on 30 November, the respected 
commentator Peacock acclatmed "without personal 
interest or prejudice the adiievement of McGinness and Fysh, 
supported by McMaster and others with pioneering vision 
and patriotism, in the birth and growth of Qantas." That, he 
wrote, was only eight years ago and "Hudson Fysh has not yet 
received his knighthood, although honours have been confer- 
red for many less deserving achievements". Fysh was to wait 
many more years for this honour. 

While the subsidized services a ttem pt ed to digest the govenh 
meot initiative on RAAF participation in their activities, 
Kingsfiwd Smith and Ulm, on 1 January 1930, Umncfaed their 
new airline, with the iniuguration of an hitercapital aervioe 

between Sydney and Brisbane. It was the b^inning of die 
first maior nns»hsidi?ipd airline operation in Australia. Using 
four eight-passenger Avro X aircraft, powered by three Arm- 
strong Siddeley Lynx engmes, the journey took five to six 
hours for a smgle fare of £9.1 3s. Od. Despite the high fare, the 
service immediately attracted passengers. After six months of 
operation the company declared an impressive interim divi- 
dend of 8 per cent and, iu June, began a Sydney->Mdboume 
service. The response was equally enthusiastic and in its 6fst 
three months the service carried 676 passengen, with a 
passenger load factor of 45 per cent which rose, by year's end, 
to 50 per cent. With good aircraft, Ulm's gift for administra- 
tion and a team of Australia's finest pilots (among whom were 
G.U. "Scotty" Allan and P.O. Taylor, both to become 
nationally recognized aviators) it seemed that Australian com- 
mercial aviation had come to maturity in one courageous 
bound, setting standards for the world in unsubsidized airime 
flying. As iftofbrdwr validate the irrelevanoe of subsidies two 
more independem airlines began operations thtt year; 
Queensland Air Navigation began a Brisbane-TownsviOe 
service on Qantas's flank and New England Airways started 
up at Lismore, in northern New South Wales. 

In this year of heady enterprise, Qantas added a mere forty- 
five miles to its route network, in the remote and sparsely 
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populated north, and not even directly connected with its 
existing ports. Larkin's Australian Aerial Services had, at last, 
begun operating its Camooweal-Daly Waters route from the 
Qantas termioal point at Camooweal, but it was deeply in 
dispute with the Civil Aviadoa Btancfa. The government had 
intended that the railway line from Darwin should extend to 
Daly Waters and had based the Camooweal link on this 
premise. In fiia, the railway was extended only as far as 
Birdum Creek, a little less than fifty miles short of Daly 
Waters. Larkin was asked to extend his operations on to Bir- 
dum Creek but refused. His unrealistic tender for the 
Camooweal-Daly Waters route and the remoteness of the 
route from his southern operations made it, from the outset, 
unprofitable. Despite the clear need for the railhead connec- 
tion, and the embarrassment of the Civil Aviation Branch, he 
refused to budge and studc to the terms of his omtract. Qantas 
was invited to fill the gap and, in a spirit of goodwill and 
political acumen, agreed. Their contract required them to fly 
the mails between Birdum Greek and Daly Waters for the 
four-month wet season each year when mail delivery by road 
became impossible, an annual mileage of some sixteen him- 
dred miles. The route staned four hundred and seventy-five 
miles from their terminus at Camooweal and some seventeen 
hundred miles from Brisbane where the de Havilland Moth, 
used for the job, had its base. The annual mileage just to get 
the Moth to and from Brisbane was twice this route total. It 
was an absurd situatkm that reflected little credit on either 
Larkin or the Civil Aviation Brandi that had installed him on 
the Daly Waters section. Qantas was asked, on 7 January 
1930^ to ttMpoad within fort3f^ight hours to Civil Aviation's 
request to operate Birdum Creek. "As the distance is only 
forty-five miles," Fysh told McMaster, "the cost per mile is 
enormous — about ten shillings. Am wiring tomorrow stating 
we willing to operate service at that figure."" Despite the 
urgency ol the telegram, the Defence Department did not con- 
dnde their arrangements with Qantas until the following year. 

The first Qantas Gazette of 1930 carried a modest 
announcement in the field of aviation medicine. 

Air sickness [it said] is much less common than sea sickness but 
during summer sftcmooiis or flights in the ftr west air sidcDCM is 

sometimes experienced. It is now generally recognised that chen^ 
ing gum is of value in minimising the effects of all travel sickness 
and it has been recommended by the Air Ministry to the leading 
Britbh Air Traaqpoct onnipanifs. Supplies of dwwing gum, neai- 
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ly got up in small envelopes, have been provided for the use of 

mmtii on Qanias planes by Mn Wriclcp Udu and m 

now in general use with good results. 

For Qantas, 1930 was to see a geographical shift of its opera- 
tional and managerial centre from country to city that would 
reinforce old ambitions, add to its stature and financial 
strength, and critically influence its future. On 24 February, 
at a meeting at Lx)ngreach, the directors resolved "that the 
cfTice of the Company be established in the city of Brisbane 
. . . on or before 30 June". Tenders were to be called for the 
supply and erection of a hangar at Archerfield aerodrome "87 
feet by 90 feet with two lean-tos of 30 feet"." 

Fysh tackled the major reorganization involved with his 
customary single-mindedness. The oflice staff in Brisbane, he 
advised, would be the managing director, secretary, accoun- 
tant, two stenographers, a junior clerk, and an oflice boy. Fly- 
ing stafl" duties were to be reallocated. 

"It is necessary for one pilot to do the Brisbane-Longreach 
sector," he reported to the board on 8 April 1930, "making 
Longreach the central change-over station for the route. Mr 
Moody was asked to do this and as he has advised his inability 
owing to private reasons, he has been advised that his services 
will not be required after July Ist."'^ Fysh appointed Lester 
Brain to the Brisbane headquarters in charge of sales, 
demonstrations and agency tours, taxi trips and, as chief 
pilot, a reserve pilot for the route. Russell Tapp was allocated 
to the Brisbane-Longreach route and E.H. Donaldson given 
Longreach-Camooweal, with Arthur Aflleck operating the 
Flying Doctor Scheme. The volatile C.W.A. Scott was 
appointed instructor at the Flying School and a new pilot was 
required for Cloncurry-Normanton. Both Fysh and Arthur 
Baird were set down as reserve pilots, based in Brisbane. The 
new company secretary, H.H. "George" Harman joined them 
on 27 May, "a man of great integrity, a hard worker and good 
company man", wrote Fysh." 

George Harman opened the Qantas Brisbane ofilce on 16 
June 1930 in the Wool Exchange Building. With him was 
Miss Ida Isaacs who had joined the company in Longreach on 
28 October 1928. She was to serve Qantas for thirty-six years 
as secretary to Hudson Fysh. The airline had just completed 
one million miles of flying when Fysh, on 22 June, left his 
Longreach home to move to Brisbane. 

There were, also, drastic board changes. McMaster, with 
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some sadness, was aware that the old board was no longer 
appropriate. 

I sincerely regret that the reorganisation is necessary [he wrote]. 
But we have to face the position in the best interests of the 
shareholders and the future of the organisation. The whole posi- 
tion finr Qantas aftpcars to me to be wrious . . . I ftd tliat the 
stronger the financial interests we get on the Board, the better. No 
one regrets the breaking up of the old Board more than I do but 
Qantas has to go ahead. There is no getting away trom the faa 
that her podtum as pfcmier in aviadon in this Stue is being 
attacked.** 

Dr Hope Michod« who had so ably filled the position of 
chairman fimn 17 November 1923 to 30 October 1926> resign- 
ed from the board in June "owing to pressure of his pnctioe in 
Brisbane".^ Maj. Thomas McLeod resigned, to live in 
England. D.C Crombie, G. Morgan Reade, and N.F. White 
agreed to resign on or before the 25 October annual general 
meeting. Only three members of the old board were to remain 
— McMaster, Templeton, and Fysh. F.E. Loxton, a director 
of Burns Philp, became the fourth board member. "We will 
all feel a pang at parting company . . . especially after the 
anxious times we went through together in the early days", 
wrote Norman White. "Fortunately some people have made 
lots ofmoneyanditistobehopedthatLoxnm'samicipatioiis 
of contributions from them may be realised. It would be very 
sad to die in the hole after our change of policy."-'* 

The new policy was expressed publicly by McMaster in the 
Longreach Leader.*'^ "Qantas must either expand and enter the 
coastal and interstate services", he said, "or gradually lose the 
position she now holds as one of the premier and most 
successful pioneering services in the Commonwealth. The 
general policy of Qantas must undergo a complete re-survey." 
Thdr fttture was, he said, in the largest centres and h was 
there that Quitas had to kxdc for expansion. 

There were competitors with similar philosophies. Not only 
had Qantas seen Kingsford &nith and Ulm move massively 
into Brisbane with their impressive Australian National Air^ 
ways; within Queensland itself Queensland Air Navigation 
Ltd., on 1 April, started a service between Brisbane and 
Townsville and other smaller companies planned new routes. 

Only days before the Brisbane ofilce opened, the minister 
for defence, A.E. Green, had announced on 12 June "sweep- 
mg reductions in the rate of subsidy payable in respect of 
certain airlines", with further anniial decreases and **tlie 
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transport will be self-supporting"." For Qantas this meant a 
reduced consolidated price for the operation of all services, 
starting at two shillings and ten pence a mile for the first year, 
a penny less for the second, and a further two pence a mile less 
for the third year. One threat had dissipated, however. The 
Air Force, headed by Air Marshall Williams, wanted no part 
of the proposed integration of personnel with the subsidized 
airlines. The uncertainty caused by the previous six-month 
extension of their contract was removed and a new contract, 
for a three-year period from 10 June, was concluded at the 
reduced subsidy rates with the Department of Defence.** 

Despite the effect of the Depression, the managing 
director's report of 20 October 1930 noted the sale, in a period 
of six weeks, of four Gipsy Moths, one Hawk Moth, and one 
Puss Moth, with a net return in commissions of £600. Fysh 
reminded directors that Qantas was the sole agent for parts for 
the de Havilland machines. The company took delivery of its 
own Puss Moth and ordered a second, with the intention of 
stationing one of them at Longreach on the sale of one DH50. 
(The DH50, VH-UJS, had burst a tyre on take-off at Clon- 
curry on 26 September and went to the workshop for a month 
for repairs.) Somewhat laconically Fysh noted: "The Hawk 
and Puss Moths make the whole of our present fleet, with the 
exception of the DH6ls, obsolete."*' 

The fleet, with the arrival of the second Puss Moth, now 
consisted of: two seven-seat DH61s (Jupiter Mark XI, 
480-horsepower engine); two four-seat DH50s (Jupiter Mark 
VI, 460-horsepower engine); four four-seat DH50As (Puma 
240-horsepower engine); one single seat Gipsy Moth (Gipsy 
100-horsepower engine); two two-seat Puss Moths (Gipsy III 
105-horsepower engine). The DH50s in the fleet had been 
built in the Longreach workshops. 

Qantas formally farewelled Longreach at a function there in 
October 1930. The Longreach Leader reported that in its ten 
years the airline had carried 10,400 passengers, flown more 
than a million miles, accumulated assets of £57,000, and 
operated in an area covering half a million square miles. The 
names of its pilots were household words and, said the Leader y 
its reputation was worldwide.** G.A. Taunton, a direaor from 
1926, told the gathering: "Many a man and woman in the 
western towns has reason to pay homage to the spirit which 
inspired the founders of Qantas."*' 

There was one sad note from the Longreach Leader. 
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yiaory, the first DH50 owned 
by Qanias pictured in operation 
on the Flying Doctor Service 
about 1930. Note the position 
of the patient in the passenger 
cabin. The doctor, seen here 
standing on the wheel, could sit 
at the head of the patient in 
ilighi. 



"McGinness", it wrote, "is virtually unknown to most of you 
but ... it was McGinness who first conceived the idea of 
Qantas." (Fysh sent a copy of the paper to McGinness in 
Western Australia.) 

The tenth annual report, presented at the annual general 
meeting in Longreach on 25 Oaober, showed a profit for the 
year to 30 June 1930 of £5,770 and recommended a record 
dividend of 7 per cent (a return of 14.6 per cent on capital). All 
branches of the Qantas operations had shown satisfaaory 
expansion and the loss in subsidy had been compensated by 
increases in passenger, freight, taxi, and general trade returns. 
Operating costs on a mileage basis had been reduced. 

They were excellent results but the year 1930, despite its 
major advances and stimulating changes, had revealed a 
worrying operational development. There had been an in- 
crease in the number of forced landings and breakages totally 
out of balance with the extra mileage flown. The forced land- 
ings had been mainly due to the troubles with the Jupiter 
Mark XI engines but, Fysh told his pilots, the breakages were 
mostly due to their own errors, and the majority of them 
"should have been easily avoided".*" There were, in faa, 
eighteen forced landings for 1930 with seven "breakages", 
well over double those for 1929 and more than in any other 
single year of operations. Fysh set out the figures from 1922 to 
1930; a total of eighty forced landings involving two major 
and seventeen serious accidents, with one "breakage" every 
37,140 miles. Of the eighty forced landings, seventy-six were 
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caused by engine failure or mechanical trouble in aircraft or 
engine. 

Such statistics were not, of course, for the general public. 
The November 1930 Qamas Gazette reported: "The carrying 
out of the regular Brisbane-Camooweal and Cloncurry-Nor- 
manton air route schedules is accomplished with such small 
divergence from timetable and such absence of thrills or unex- 
pected happenings that there is little of interest to Gazette 
readers to read." This tranquil comment is, in many ways, an 
appropriate one, despite the rash of forced landings. Qantas 
had indeed mastered the task of operating scheduled airline 
services across the wide spaces of inland Queensland. It was 
the last year, though, in which Qantas ambitions and perspec- 
tives would be limited to such operations. Developments 
overseas would, from now onwards, increasingly direct their 
attention to the rich possibiUties of great new air routes that, 
in the words of Prime Minister Hughes in 1921, would mean 
that Australia could "in one bound be loosened from the 
fetters imposed by our remoteness and brought in close touch 
with the western world".*' 



A mercy dash by Qanias Air 
Ambulance in early 1930. The 
DHSO Air Ambulance Victory 
brought the man from 
Camoowcal to Longrcach where 
he was transferred to this 
DH50, Ins, for the flight to 
Brisbane. 
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Hughes had, of course, made that remark when advocating the 

acquisition by Australia of the seven airships offered "as a free 
gift" by Winston Churchill, whose policy it had been to 
abandon airship development in favour of aeroplanes. Now, 
nine years later, Britain had embarked on a new and dramatic 
initiative to link London and Karachi with "the largest and 
most revolutionary airship in the world". ^ It ended dreadfully, 
in disaster. 

Earty on Wednesday 1 October 1930 the huge RlOl airship 
m taken out of her shed and readied for a test flight over 

London prior to departing, three days later, from Cardington 
for Ismaiia and Karachi. She was 777 feet long and could Uft a 
gross weight of 165 tons. The test went well and on the after- 
noon of Saturday 4 October, clearing after a wet morning, the 
RlOl rode at the head of her mooring tower, a most impres- 
sive sight. Her fifty-four passengers and crew, including the 
air minister. Lord Thompson, and the director of civil avia- 
tion. Sir Seftnn Brandeer, ynst all on board by seven o'docfc 
and, lights Uazmg, she sUpped her moofing, rose eShnilessly 
into the night, and set course for France. 

Some eight hours later, just after 3:00 A.M., RlOl was south 
of Beauvais in rapidly rising wind and heavy rain, flying at 
fifteen hundred feet — just twice her own length above the 
ground. Disaster struck swiftly and violently. The nose of the 
airship was caught in a strong down current of air and she 
dived steeply, crashing into the ground in a plantation of small 
shrubs, and biursting into flame.^ There were only six 
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survivors, but neither Lord Thompson nor Sir Sefton Bran- 

(l^9r yim am9n§ l\ wis iti9 9nd 9r a pi9n99rin§ ni§tit of 

great potential significance to Australia, and its air links with 
England. 

Just five days after this tragedy, Kingsford Smith again pro- 
jeaed himself into the public eye when he took off from 
England, on 9 October, in an Avro Avian Special Sports air- 
craft for a high speed flight to Australia. Amy Johnson, in 
May, had made her remarkable solo flight from London to 
Darwin, taking twenty days. Kingsford Smith, arriving in 
Darwin on 19 October, took ten and a half days. Apart from 
the time taken, there was another difference between the two 
solo flights. Kingsford Smith was building up, in the minds of 
the public and the powerful, a not unwarranted association for 
himself and Australian National Airways with the air route 
between England and Australia. 

That there would soon be commercial air services along this 
route was in little doubt. Fergus McMaster emphasized the 
importance of such a development to Qantas in a letter to 
direaors on 24 February 1931. In the context of possible 
Qantas reactions to the Townsville service of the Queensland 
Air Navigation Company, he stressed the immediate need to 
consider "the position of Qantas as a whole".' 

"One of the principal questions", wrote McMaster, "is the 
possibility that Port Darwin will be made the connecting 
point either by a direct service from England, or by a more 
immediate connection by the Dutch company."* (The "Dutch 
company" was KLM, headed by Albert Plesman, perhaps the 
most remarkable single person in the history of commercial 
airline development. "He ate, drank and slept with KLM and 
air transport", wrote Roy Allen, "which he saw as a calling of 
high ideals rather than a money-making business of flying 
people about.")' KLM, on 12 September 1929, had in- 
augurated a fortnightly proving service to Djakarta from 
Amsterdam, a distance of 8,540 miles and the longest air route 
in the world.* The obvious next step was to link Djakarta with 
Australia, either by the shortest crossing of the Timor Sea to 
Wyndham, in Western Australia, or to Darwin. If the overseas 
air service was to come from England, then the obvious 
operator was Imperial Airways whose route to the Middle 
East had been extended to India in April 1929 and now 
operated once weekly.' 

"Whatever the overseas airline that eventually services Port 
Darwin, the competition for the connecting service to 
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southern AustraUan centres will be keen**, McMaster wrote.* 

"Ii mubi become ihc principal icivicc m Au^iralia." 11 Qaatab 
were lo make a determined effort to secure this route then, he 
argued, it should be as fiee as possible *'firom any other service 
that might be a lialnlity**. To handle Darwin, a considerable 
amount of new capital would be required and, he said, ''we 
must make Qantas shares as attractive as possible to new 
investors. This share capital question has a direct bearing on 
the Northern Service." 

"The immediate future is of vital interest to Qantas", he 
stressed. "Perhaps the whole future of Qantas as an airline 
operating company rests with securmg the Port Darwin 
service and the control of the territory north of Brisbane." 

It was an important letter, McMaster argumg that only the 
fKJSsible future developments m civil aviation could have any 
attractions for investors. At its present stage and under 
current conditions it was not, he said* a commercial proposi- 
tion dependii^ as it did, on "subtiify in some shape or finm*'. 

As far as the Queensland coastal route north from Brisbane 
was concerned Qantas, he thought, should find out whether 
the operator of die route, Queensland Air Navigation Coat' 
pany, wanted to come to an arrangement. However, the com- 
pany which had begun operations on 31 March 1930 from 
Brisbane through intermediate ports to Townsville and had 
been losing some eleven hundred pounds a month, now failed. 
Despite McMaster's warning about services "that might be a 
liability", Qantas moved on to the route on 7 May 1931. It 
was equally unsuccessful, attracted few passengers, and 
withdrew on 25 September. 

Times were tough, and worsening. *The sheep raising 
districts of the west are in a low financial condition, unprece- 
dented in their history", the Qantas Gazette reported in 
February 1931. Hit by a disastrous three-year drought, it said, 
station properties were mortgaged to the hilt, well in excess of 
what they would bring if sold. XX'hen the rains came at last 
"the squatter was met by a slump in the value of wooL putting 
prices below the cost of production And, the gazette said, 
the general fmancial and business depression had made money 
scarce juu when credit was needed. 

For Qantas, surprisingly, the depressed economic condi- 
tions did not cut passenger numbers, though fares had to be 
substantially reduced.' The Gazette conclusion was that 
"a full measure of utility is provided, causing people to travel 
by air at a little extra cost". Nevertheless, with fares squeezed 
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Return of the Brisbane to 
Townsville ser\'ice, Archerfield, 
8 May 1931. This route was 
operated without subsidy and 
Qantas was forced to abandon 
the ser\'ice in September 1931. 



and costs under close scrutiny, all salaries, wages, and 
directors' fees were cut. 

On 1 April 1931, in England, the British Post Office announc- 
ed that two experimental round-trip airmail services would be 
undertaken between London and Sydney, to leave London on 
4 April and 25 April. Planned as extensions of Imperial Air- 
ways' London-Delhi service, it was agreed that on arrival at 
Darwin the mails would be transferred to Qantas for onward 
passage to Sydney.'" The first Imperial Airways aircraft, 
however, did not get as far as Darwin. Mail left Croydon, 
England, as scheduled on 4 April and was carried on the 
regular service to Karachi without incident. There it was 
transferred to the DH66 aircraft City of Cairo but, on the last 
stage of its flight to Darwin, it ran short of fuel and crash- 
landed near Koepang, Timor, on 19 April. There were no 
injuries and the mail was undamaged but, for Qantas, it was a 
setback. With no multi-engined aircraft to fly the over-water 
sector to Koepang, it had to step aside while Kingsford Smith 
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and G.U. AUanj in the Southern (^ross^ ^^ij]^ ^9 \\\^ [959^9) 

bringing the mails into Darwin on 25 April. On the same day 
that the Southern Cross arrived in Darwin, return mails for 
England left Brisbane in the Qantas DH61 Apollo. They 
connected in Darwin with the Southern Cross, which then flew 
the mail on to Akyab for transfer to Imperial Airways. Capt. 
Russell Tapp commanded Apollo on these first airmail flights 
for Qantas, while the mail to and from the southern cities of 
Sydney and Melbourne was carried by Australian National 
Airways. (Tapp flew some four thousand miles in four days on 
his return trip to Darwin. On the southern journey he flew 
low to avoid head winds and reported, on his arrival in 
Brisbane, that he had sighted two cars broken down in 
the Territory. "One wanted me to stop", he told press. "I 
couldn't as I was in a bit of a hurry.")" 

The second experimental airmail service set out on 25 April 
from London for Akyab and was met there by the Southern 
Cross, which again brought the mail to Darwin for transfer to 
Qantas and the flight south to Brisbane. Fysh himself flew the 
second return trip from Brisbane to Darwin on 17 May, in the 
DH50J Hippomenes. This time Imperial Airways flew the mail 
on from Darwin, in a DH Hercules aircraft purchased from 
West Australian Airways. 

The first onward mail trip from London to Brisbane had 
taken, because of the Koepang crash, twenty-four days; the 
second took only eighteen days. The first Brisbane-London 
return trip was completed in nineteen days; the second in only 
sixteen days. At the time, the fastest sea mails took a month. 

Australian National Airways, with their over-water exper- 
tise, were responsible for the successful completion of these 
grand experiments. With some vigour and considerable 
expedition, Kingsford Smith and Ulm set out immediately to 
exploit their achievement. Fysh sent a worried telegram to 
McMaster on 22 April: "Application made by A.N.A. to 
operate permanent route Brisbane-Darwin and to India. 
Receiving considerable support. Position fairly critical to our 
interest."'^ Australian National Airways had thrown down the 
gauntlet. Other pressures came from West Australian Air- 
ways, who pressed for an immediate mail connection with 
KLM through Wyndham, while the British saw the Empire 
link to Darwin as the exclusive role of Imperial Airways. 
ANA, KLM, and Imperial Airways all had the aircraft, pilots, 
and experience to fly overseas routes. Qantas, with only 
single-engined aircraft and inland routes, had so far never 
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The itl-fated Souihern Cloud 
airliner of Australian National 
Airways which disappeared 
during a llight from Sydney to 
Melbourne on 21 .Viarch 1931. 



seriously looked beyond Darwin in their strategies. The fact 
that their main services, between Brisbane and Camooweal, 
lay on the final stages of the world route most likely to be used 
for a mail link with England was a threat as well as a strength. 
If another operator were chosen to bring mails right through 
to Brisbane, Qantas could be pushed off its route and, 
in Fysh's words, "forced to close its doors".*' 

The application by Ulm and Kingsford Smith for a perma- 
nent ANA route from Brisbane through Darwin to India had, 
however, been made in the shadow of tragedy and rapidly 
escalating financial difficuhies. On Saturday morning, 
21 March, at eight-fifteen, one of Australian National Air- 
ways' most experienced bad-weather pilots, T.W. Shortridge, 
took off from Sydney for Melbourne in the three-engined 
Avro X Southern Cloud with six passengers. Shortridge had 
more than four thousand flying hours to his credit and had 
made an intensive study of blind flying on the Sydney- 
Melbourne route.'* Across his path that day was a cyclonic 
storm, with heavy cloud and winds that rose to over sixty 
miles per hour. The aircraft never reached Melbourne and an 
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intensive search did not locate any wreckage; Aircraft 
speculated that the SimtAeni C3b»i coiild have be^ 

to sea, or could have crashed in dense forest. (The remnants of 

the AvTo X were, in fact, found in the Snowy Mountains of 
New South Wales in 1958.) The loss of public confidence and 
the effects on patronage of the airline came at the worst possi- 
ble time, for the deepening Depression had bitten into ANA's 
revenue. Its position rapidly worsened. "Mr C.T.P. Ulm . . . 
made a gallant etiort to carry on in the face of tremendous 
difficulties", wrote Aircraji^ but at a meeting of ANA direc- 
tors on 18 June, "it was decided to suspend temporarily 
present air services as and from Friday 26 June, pending the 
result of negotiations now proceeding with the Coounon- 
wealth Government".*' No financial assistance firom the 
government ever came and ANA services never resumed. 
There was, however, plenty of fight left in Charles Ulm. 

As this situation was developing, the Dmch showed their 
capabilities and strength. On 19 May their aircraft Abel 
Tasman landed in Melbourne at the conclusion of an experi- 
mental airmail flight from Batavia. The magazine Aircraft 
commented on "the keen interest aroused among the 
authorities here" and the efficiency and regularity with which 
the schedule was adhered to. **Thart seems no red reason why 
Australia should not adopt as a temporary measure*', it wrote, 
*'the suggestion of the Dutch authorities that for the time, 
until general conditions make it possible to subsidise the 
Australian end of Imperial Airways' air mail, use sliould be 
made of the Dutch line to speed up mails between Europe and 
Australia."'* 

A Dutch service, whether temporary or prolonged, would 
have eased the financial pressures on a hard-pressed 
Australian government. "The two big airways subsidised by 
the govemmem", wrote Atrcraju "are, of course, Qantas — 
the pioneer aviation company of Australia — and West 
Australian Airways. There have already been indications fiom 
the Federal Government that die subsidies being paid to these 
two companies are in danger . . ."'^ The public argument 
intensified. There were even suggestions that the government 
could save money by abolishing the Royal Australian Navy 
and that Australia should pay a subsidy to Britain for the use 
of the Bnush navy for sea protection. "In a national crisis", 
wrote Aircraft, "the Royal Australian Navy would be prac- 
tically useless in the fine of organised invasion**, while the 
organization provided internally by the commercial airlines 
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Fergus McMastcr (left) and 
Hudson Fysh (right) with a 
passenger during a stopover at 
Moscow station, McMasters' 
property, in early 1931. The 
aircraft is the Jupiter-engincd 
DH50 Hippomenes, the last 
DH50 built at Longreach. 



"would be invaluable as a defence measure"." Happily, 
neither the prime minister, Mr Scullin, nor the defence 
minister, Mr Chifley agreed. "It would be most unfair", con- 
cluded Aircraft, "if companies such as Qantas — which has 
carried on for years under difTicult circumstances^ which has 
opened up vast areas of Queensland that would otherwise 
never have been developed to the extent they are today; which 
has ushered in a new era for outback man, bringing him 
medical attention, fresh food, fast mails, and making his life 
easier and happier — were to be forced out of existence at a 
time when they most need some fmancial support from the 
Government."" 



It was in this atmosphere that Fergus McMaster set down his 
view that Qantas should establish formal links with Imperial 
Airways. The Imperial Service from London to Darwin, he 
wrote in a letter to Fysh on 15 May 1931 from his property 
Moscow near Longreach, should be under the one control. 

You might be able to suggest in some way thai if Qantas was the 
operating company from Darwin, Imperial Airways might have 
representation on the Qantas Board and that a subsidiary 
company of Qantas would operate the service, keeping all opera- 
tions of that service separate from its other aaivities. [If there 
were] any future interruption such as that caused by the City of 
Cairo [crash], the organisation at Darwin would have suitable 
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nudifaiw ind staff to do tfacirorkdope by KingBfoid Smith thii 

dmc. 

If a subsidiary company consisting of Qantas and Imperial Ai^ 

ways interests were formed, it would mean ihat the Darwin- 
Brisbane-Sydney-Melbourne service would not only have the 
advantage of direct Australian management, but would also be in 
the doteat toudi md of Mtittaooe to the overseas sectk» from 
Darwin. Suggestion could also be made that this organisation 
could make contaa with a branch service of West Atistralian Air- 
ways at some smuble pomt, thus allowing the mails to get to 
Perth and Addaide by the quidcest route.'* 

McMaster also suggested that Qamas would make any 
connection at any point, permanently, that might be agreed 
upon, and thai u was prepared to form a subsidiary company 
with Imperial Airways "to operate any section oi the Imperial 
Route". 

*'The Qsntas Board fccogiiises that the Imparial link is DM 
oommerdal oonoera and is prepared to do all possible for 
Imperial reasons, providing the shareholders are secured 
against loss'*) he wrote. "Personally, I am keen upon the 
Imperial mail for national reasons." He aslwd Fysh to push 
"the matter of triple-engined machines as much as possible, 
and to get in touch with Westland Aircraft and Blackburn, as 
well as the American people". If de Havillands "have definite- 
ly decided to go out of the large machine puoduction", he said, 
**we must sooner or later break with them for some of our 
plant." Vickers, he thought, did not appear satisfactory for 
Australian conditions.'* 

Fysh mroce to Geocge Woods Humphery> managing direc- 
tor of Imperial Ahrways, on 16 June 1931 suggesting co- 
operation between them. It was, in Fysh's worcfa, **die first 
definite approach"." (Fysh had, in fact, written to the 
Commonwealth director-general of posts and telegraphs, H.P. 
Brown, on 15 April offering a permanent airmail link at 
Darwin with Imperial Airways, using a Puss Moth. It was an 
initiative that he himself described as "nothing less than 
stupid".^' He wrote again, a week later, expressing Qantas 
interest in going beyond Darwin> using flying boats. Both 
were hasty and ill-coasidered reaoions to Uhn's application 
for the route to India.) 

As the battle lines formed for the fight to share in the air 
routes that would join Australia and the Old World, the 
individualists in aviation, in 1931, sought to establish faster 
and faster times for the journey. C.W.A. Scott, tiring of his 
roiuine as flying instructor for Qantas at the Brisbane Rying 
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School, returned to England to attempt to better Kingsford 
Smith's time of ten and a half days and did so, setting off from 
Lympne on 1 April and arriving at Darwin in nine days twelve 
hours. Australian J. A. (Jim) Mollison took over fourteen hours 
off this time in August, but flying from Australia to England, 
completing the trip in eight days twenty-one hours and 
twenty-five minutes. Another Australian, C.A. (Arthur) 
Butler, on 31 Oaober, departed for Australia from Lympne as 
Scott had done and beat the Scott record to Darwin by one 
hour forty-five minutes. Impressive as these speeds were for 
1931, they paled against the world air speed record set at 
Calshot, Southhampton, England on 29 September. Flight Lt. 
G.H, Stainforth, in a Vickers Supermarine S6B seaplane with 
a 2,600-horsepower Rolls-Royce engine established a new 
official world air speed record of 407.5 miles per hour. 

As Australian National Airways was closing its doors, Qantas 
recorded a much reduced net profit of £2,989 for the financial 
year to 30 June 1931 and recommended a modest dividend of 
4 per cent. This profit, said the directors, "which only 
represents 7.57 per cent return on paid up capital, is hardly an 
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adequate return for an aviation cdmpany". However, the 

considerable cost of new buildings and additional plant at Ar- 
dierfield aerodrome and the traiMfer of operatioQt fixmi Eagle 
Farm was met from the year's revenue. Operating costs were 
reduced by £2,314 though mileage flown increaaed by 27,077 
miles. "Substantial reductioos have been made during the 
year in salaries and wages of all staff*', said the directors* 
report.** 

While Imperial Airways and KLM were reaching, in the 
newly conquered element of the air, halfway across a world 
that had, less than two generations before, been geared solely 
to the horse for travel on land, the proliferating airlines of the 
United States concentrated competitively within national 
botmdaries. Juan Thppe's Pan American Airways, now three 
yean in operation, saw the emergence of American Airways 
and United Air Lines, Braniff' and Northwest, Western lir 
and Transcontinental, the predecessor of Continental (Vamey 
Speed Lines), Boeing Air Transpon and, amongst others, 
Chicago and Southern who would later become known as 
Delta. They battled not only against each other but against a 
public thai viewed the US industry's high accident rate 
without enthusiasm and recognized with collective wisdom the 
poor safety margins and great discomfort of the cold, noisy, 
and smelly aurcrali offered by American manufacturers. They 
were to wait only a littie longer for their aircraft builders to 
make amends. Boeing's all-metal, ten-passenger 160 mile per 
hour Boeing 247 would fly m February 1933 and Douglas, 
five months later, would introduce for TWA the precursor of 
the world's most enduring airliner, the DC3, with the maiden 
flight in July of the big, Sut, and revolutionary DCl. 

The closing months of 1931 saw two developments in Aust- 
ralia that began three years of what Fysh later described as a 
war of nerves and manoeuvre for the rich overseas airmail 
contract.*' Most spectacular was the courageous move by Ulm 
and Kingsford Smith to mount an all-Australian return 
Oiriatmas airmail flight to London; most Intriguing was the 
move by West Australian Airway's astute Norman Brearlqrto 
float the idea of a merger between ANA, WAA, and Qantas to 
form a large new company that would operate both within 
Australia and overseas. 

With the backing of the Post Office, ANA's Avro X 
Southern Sun left Melbourne on 21 November under the 
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command of G.U. ("Scotty") Allan with fifty-two thousand 
items of mail for England. On board there was only one 
passenger, the controller of civil aviation, Lieutenant-Colonel 
Brinsmead. But the sheer bad luck thai seemed to dog Ulm 
and Kingsford Smith in their commercial ventures was with 
them again. The aircraft reached Alor Star in Malaya but, on 
take-off from a water-logged aerodrome on 25 November, the 
centre engine failed and the heavily loaded Southern Sun 
crashed. The mail was unharmed and there were no injuries. 
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Ausiralian National .'\irways' 
Avro Southern Sun stands near 
(he Qanias hangar at Longreach 
on 21 November 1931 during a 
brief stopover en route to 
England. 



For Brinsmead the ANA misfortune turned swiftly to deep 
personal tragedy. He decided that he would not wait for the 
arrival of ANA's Southern Star, which Kingsford Smith rapid- 
ly readied at Sydney to rescue the mails. Brinsmead caught a 
KLM aircraft from Bangkok to continue his journey. It, too, 
crashed on take-off. Five people were killed and Brinsmead 
was so severely injured that he remained incapacitated until 
his death, in Australia, in 1934. 

Qanias had closely followed the ANA mail initiative. When 
news of the Alor Star accident reached Fysh he telegraphed 
McMaster: "Southern Star crashed. In event Imperial Air- 
ways doing return trip have offered co-operate by doing 
Darwin-Melbourne section."^* But Ulm and Kingsford 
Smith had no intention of abandoning their venture to Qantas 
and Imperial Airways. Kingsford Smith picked up the mails at 
Alor Star on 5 December and, with Scotty Allan on board, 
delivered them to Croydon, England, on 16 December. There 
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was, though, even more bad luck to come. The day before 

tb?j w?f? w d9pan with th9 min mails tbs f^^Hf/imf 

5far, after dark and in foggy weather, crashed at Croydon. 
Repairs delayed the departure until 7 January and the mails 
arrived in Sydney, after a fast trip, on 21 January 1932. 

Hudson Fysh (as he often did on notable airmail flights) sent 
airmail covers to a number of people on this pioneering 
AustraUan venture, including C.G. Grey, editor of the 
English magazine The Aeroplane, and G.E. Woods Hum- 
phery, managing director of Imperial Airwarys. Grey 
acknowledged his with a generous tribute to the courage of 
Kingsford Smith and Ulm.^* Woods Humphery had a dif- 
ferent perspective. With matchless pomposity he commented: 
"We are fully alive to the intentions at the backs of the minds 
of the promoters of the air mail flight to London and back as 
we have, imfortunately, other experiences of people with little 
behind them creating nuisances, as we call them."^' 

Norman Brearley had written to Ulm as ANA were prepar- 
ing for the Christmas mails trusting "that you will reap some 
benefit in due course from your courage".^' 

"I feel", he continued, "that there is something to be done 
regarding a regular service, but I realise that the subsidy allot- 
ted to the Perth-Adelaide route is the principal stumbling 
block." That subsidy still had, like the Qantas contract, two 
years to run but West Australian Airways, ever since those 
initial inflated mail loadings, had been understandably 
unpopular in Civil Aviation Branch circles. There was little 
likelihood of any subsidy renewal and the imminent possibili- 
ty of change following introduction of a regular England- 
Australia service posed a major threat to the long-term future 
of Brearley's airline. To Ulm, however, Brearley put it this 
way: "I feel that the time has arrived when consideration 
should be given to the future of air mail services in Australia 
and the linking up with England." 

He proposed the formation of a group consisting of ANA, 
Qantas, WAA, and the government and "possibly the Com- 
monwealth Railway Commissioner" to draw up a programme 
of future developments "in order that competition for future 
contracts be avoided". The group, he wrote, 

would form a large new company which would take over the 
existing contraas and assets of the three interests and allot shares, 
and in some cases cash as well as shares, for the items referred to. 

Part of the programme would be the cancellation of the East- 
West (Perth-Adelaide) contraa and the application of the subsidy 
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so saved to the link between, say Broome and Singapore. The new 
company would then be in a position to standardise equipment 
where feasiUe and carry out the opentioiis now conducted by 
Q.A.N.T.A.S. and oucsdva^ pidferably under die csdsdng 
management. 

The company, he said, would depend on the fcvenue receivied 
from the mail traffic "to supplement a comparatively meagre 

subsidy and thus make it a paying proposition". 

After referring to "the difficulties regarding the Perth- 
Adelaide contract" and the decline of 10 per cent in mail 
carriage on ihc route compared to an increase throughout the 
world on British services of 45 per cent, he commented: 
**There may be a cenain amoimt of difficulty with 
Q.A.N.T.A.S. if this matter is opened up too early with 
them." He felt sure that "in due course they could be persuad- 
ed to M into line" and avoid the ruinous competition tlutt 
would face them all "with Larldn sdll in the fidd on expira- 
tion of existing contracts". 

Though Rrenrley, quite sensibly, was looking to the future 
of his own company, the proposed amalgamation had much to 
ofTer for the hard-pressed Australian National Airways. By 
mid-November all three parties had exchanged letters and 
telegrams and the Qantas reaction became deaii in brief, it 
was to sit tight and await developments.^ 

Qantas director AM, Templeton did not approve of 
amalgamation and viewed even "a working arrangement to 
maintain our position*' with caution. "If we merge with Ulm 
and Brearley, their contribution will be their madunes and 
practically nothing else of advantage to us", he wrote to Fysh 
on 3 December." "We will contribute our organisation which 
has proved the only successful one in Australia. We are on 
good terms with Civil Aviation, we are not broke ... I cannot 
see any good reason for going to the rescue of others at this 
stage.** He wanted definite proposalB before going into any 
discussion and thougibt Qantas would more likely get sym- 
pathetic consideration firom Qvil Aviation fix a link-up with 
Imperial Airways. He was, however, "open to conviction*'. In 
a letter to McMaster, also on 3 December, he added, " A.NA. 
is certainly on the rocks financially and most probably will 
fade out of the picture"." .MciMaster replied that he was 
substantially of the same opinion. ''The only thing I wish to 
stress", he wrote, "is that Qantas keeps the door open for 
negotiations in case there does eventually become a necessity 
in Qantas interests to join in an amalgamation."'' 
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In thai Mm spirit) fysh replied to Brcarlcy for Qantas on 

22 December 1931 saying that "the position is that we are 
waiting to hear something more definite'*.'* He asked for 
Brearley's views on share allocations in the proposed new 
company; on the question of ANA being heavily in debt; on 
membership of the new board; on whereabouts of the com- 
pany's headquaners; on proposed protection of present staffs 
and the basis for contracts to be obtained from the govern- 
ment. Not too subtly he concluded: "Things are going ahead 
nicely for us at present as we have experienced quite a marked 
revival of business during November and the present month." 

As the battle lines were being drawn to resolve these major 
issues Qantas, on 3 December, began its wet season operation 
on the forty-five mile route between Daly Waters and Birdum 
Creek with the little DH Moth VH-UGW. It brought them, if 
only symbolically, just a little closer to Darwin. 






It was an interesting end to a turbulent year in Australian 
commercial aviation. As it closed, a new and important figure 
emerged in the Civil Aviation Branch to succeed Brinsmead. 
Capt. Edgar Johnston, who had joined the branch when it first 
formed in 1919 and been responsible since then for airfields 
throughout the Commonwealth, was appointed acting con- 
troller of civil aviation. An infantryman at Gallipoli, a 
member of the 10th Light Horse in Egypt, an artilleryman in 
France, and, finally, a pilot in the Royal Flying Corps he was 
to become controller of civil aviation from December 1933 
and to remain at or near the centre of events in Australian civil 
aviation for some thirty years more. 



Dalv VC'aieri, December 1931. 
Qantas DH60G VH-UGW 
during its first "wet season" 
deployment from Brisbane to 
operate between Daly Waters 
and Birdum Occk. This 
exercise lasted from I>eccmbcr 
to March 1931-32, 1932-33, 
and 1933-34, using the same 
aircraft. 
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Edgar Johnston found himself, almost at once, with a new 
government and a new minister for defence. On 6 January 
1932 the governmcni of Joseph Lyons succeeded the short- 
lived Labor government of James Scullin. Sir George Pearce, 
Jofantton's new minister^ had held the same post m the 
Hughes govemment fiom 1918 to 1921 when Johnston had 
joined the department. Together they were now to help shape 
the future of Australian civil aviation as it reorganized to face 
the dumges thrust on it by the development of international 
air routes. 

Johnston had a high opinion of Qanras. In an unofficial 
letter to Fysh on 13 January he remarked on "the returned 
confidence in the business community which the change of 
government is expeaed to produce and forecast that though 
he did not expect government financial conditions to improve 
there was "every reason to hope that tibere will be funds to 

keep the existing services going after termination of present 
contracts'*.^ He added: "So far as I personally am concerned, 
the excellent record of Qantas and its high reputation both 

with the public and with those more intimately concerned 
with your activities will ensure that its claims for incliision in 
any further development schemes will not be overlooked. I 
fully appreciate that your claims to operate to the Northern 
Territory have been considerably estabUshed by 'right of 
conquest*,** 

The various aviation pressures on the government were con- 
siderable. On the d^ after this letter was written, Charles 
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yim in his capacity as joint managing direaor of Australian 

National Airways, wrote direaly to the new prime minister, 
J.A. Lyons, submitting proposals to enable his company to 
"carry on valuable air services, retain for Australia its large 
modern aircraft and equipment and continue to employ its 
highly skilled and specially trained personnel". ^ His 
company, he pointed out, had "received no help from the 
Federal Government nor any other government. I am directed 
to inform you", he wrote, "that unless the company does 
receive assistance in one of the forms suggested, it cannot 
carry on." It would have to dispose of the whole of its equip- 
ment, "most probably outside Australia". One of Ulm's pro- 
posals was an offer to the government "to assume without 
liability, a one half interest in the capital of the company". 
The Larkin Aircraft Company, West Australia Airways 
Limited, and Qantas Ltd. had, he reminded the prime 
minister, all been "heavily subsidised for the past seven or 
eight years", and "practically the whole of the Larkin Com- 
pany's subsidised air services have been discontinued". West 
Australian Airways, he said, had flown some 300,000 miles a 
year and Qantas 100,000 miles while Australian National Air- 
ways, in 1930, flew 583,700 miles on regular services and "a 
total of 681,220 miles — more than the combined mileage of 
the two subsidised companies". Further, he argued, Qantas on 
a subsidy of two shillings and eight pence a mile, operated 
only single-engined aircraft with "far less safety and efficiency 
than the airlines operated by either West Australian Airways 
(on the east-west route) or by A.N. A.". 

Alternative proposals put to the prime minister were for an 
ANA subsidy of one shilling and sixpence a mile on the 
Sydney-Brisbane route, or for a discontinuance of ANA's 
services and application of "its equipment and organisation to 
the immediate establishment of a regular weekly air mail and 
passenger service, each way", between Wyndham or Darwin 
and either Delhi, Rangoon, or Singapore. These services were 
to link with Imperial Airways routes to London and Europe.' 

This, then, was the objective of ANA, one of the three com- 
panies then talking amalgamation; a quite separate inter- 
national operation, if it could achieve government blessing. 

Meanwhile the initiator of the amalgamation proposals, 
WAA, was having some second thoughts in which Qantas also 
had no place. Brearley wrote to Ulm on 25 January 1932 
suggesting "with completion of your experimental air mail 
flight from Australia to London and back, the time appears 
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opportune to approach the Federal Government with a joint 
proposal".* The two airlines, he wrote, should jointly 
organize and operate an overseas service (using most of the 
Perth-Adelaide subsidy for the purpose) that would connect 
either with Imperial Airways or KLM. 

Ulm seat a copy of these Brearley proposals to the prime 
minister on 1 February and told Brnrtey he was '*glad to 
suppon the idea of submitting amalgamated proposals**.' He 
asked the prime minister to consider his suggestion that the 
government take half the capital in ANA "in conjimction with 
the present suggestion that the unexpired portion of the 
Perth-Adelaide air service subsidy be utilised to immediately 
enable the inauguration of a regular air service linking 
Australia with India, thus joining up with Imperial Airways 
present services".^ Ulm told the prime minister he was confi- 
dent that ANA could arrange an amalgamation or part- 
amalgamation with West Australian Airways. 

This two-way amalgamation was something new and 
eidting to run with; on the same day ( 1 February) confidential 
telegrams were exchanged between Ulm and Brearley. Uhn 
wanted details of annual subsidy amounts for Perth-Adelaide 
and their expiry dates, Brearley responded immediately: 
"Minimum thirty-nine thousand yearly expires June 1934. 
Important that operations [on proposed overseas routes] 
receive full [mail] surcharge revenue, thus substantially reduc- 
ing subsidy."' 

Ulm sent a further telegram that afternoon stating that he 
was immediately oontacdng the prime minister to ask ftr a 
specific appointment to discuss the amalgmnation proposals. 

He revealed to Brearley tlut ANA had "separate proposals 
before Cabinet" but was sure his directors "will agree to 
scrapping them now in view of my considered opinion 
amalgamated proposal certain success". The telegram con- 
cluded: "This matter biggest move yet [for] sound develop- 
ment (of) Australian aviation therefore consider imperative 
you immediately come this side [so] that we may fmalise 
detailed proposals Son personal presonatiim to Cabinet. In 
view Fydi*s telegram 30 January gjad your agreement my 
advising Fysh that on aoooum necessity to act urgently regard- 
ing Imperial servioei that we jointly propose approaching 
Cabinet leaving question Qmtas joining amalgamation 
proposals later date,"' 

At this stage it is clear that ANA's thoughts of going it alone 
on an overseas service had been scrapped in favour of 
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Brearley's suggested ANA-WAi\ combination; and that 
Brearley's original strategy to link WAA direct with a Dutch 
service from Batavia at Wyndham in Western Australia was at 
least open to modification. Certainly, Qantas, having express- 
ed its **wait and see" attitude to the three-pan amalganuttkm, 
vm now at best at ann*s length from the ANA-WAA moves. 
It was not, however, mactive. 

Only two days after the flurry of telegrams between Uhn and 
Brearley, Hudson Fysh and F.E. Loxton met Sir Walter 
Nicholson, the government-appointed director of Imperial 
Airways, in Brisbane. Out of this meeting, Fysh wrote later, 
came a formula for possible co-operation with Imperial Air- 
ways.' Referred to as the "Gentleman's Agreement", it 
envisaged the formation ot a new company ("The Common- 
wealth and imperial Airways Ltd.") with necessary capital to 
be raised by Imperial Airways and Qantas and board represen- 
tation to be proportioned to share interests. In calling for 
Australian capital* wrote Fyth^ the option would be given to 
ANA, WAA, Larkm, and others to subscribe; but Imperial 
Airways and Qmtas were to hold controlling representation.** 

As all three companies examined alternative courses of 
aaion, Qantas and its chairman, McMaster, did take 
Brearley's amalgamation proposals seriously and studied their 
implications. The Qantas financial consultant, accountant 
Alex Jobson of Sydney, prepared a lucid, analytical brief." 
Qantas, he said, had a federal subsidy agreement worth 
£20,000 a year, for about eighteen moodis. **There can, 
however, be no certainty that this agreement will be renewed 
with Qantas on its expiry", he wrote. If tenders were called, 
other existing aviation companies would tender. If a new 
company were formed without C^tas it would "undoubtedly 
put in a quoTation". If it were formed with Qantas. "it is poss- 
ible that Larkin may be able to rouse some influential opposi- 
tion to h and may be able to thwart the scheme". In brief, 
whatever course Qantas took there were risks. 

Jobson looked at the financial implications for shareholders 
if Qantas did not join the merger. **As rapid expansion of its 
operations is not very probable, the shareholders cannot 
reasonably expect any marked growth in earnings. Indeed the 
best they can expea for a time is a recovery to the 1930 net 
profit of £6,073 out of wliich a seven per cent dividend was 
paid." 
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If amalgamation did go ahead, he wrote, 

the paid up capital of the merger company maj', for the sake of 
argument, be set down at £150,000, compnsmg W.A.A. £90,000, 
QintM £35,0OOandA.N^ £25,000. TheprofittiiecstiiiMlsdat 
£60,000 subsidy, £27,000 from mails and, say, £4,000 from 
services on the Qantas route — £91,000 in all, subject to expendi- 
ture, depreciation, etc. of say £75,000, leaving a net profit of 
£16,000 icmaining. This would wdRot to pay eight per cent of 
the total capital, distributing £12,000. 

In that event, Qantas would receive in dividends £2,800 with 
which to pay dividends, if us direaors decided to return £10,000 
of its cash to its shardidders, reducing capital to aboot £30,000, 
it would be able to pay a dividend of seven per oem> diitribiiting 
£2,100 and leaving £700 for reserves. 

This, he said, approximated the best rate of dividend (paid in 

1930) by Qantas. There was, therefore, "a reasonable prospect 
of the merger being a benefit to Qantas shareholders from the 
point of view of dividends", and greater possibilities of 
expansion. 

Jobson pointed out thai u would be "inequitable" if the 
mergw were curied out entirely on the basis of the value of 
assets tiansferred, for "W.A^ and Q^tas are both to 
surrender valuable subsidy rights. A^JV., on the other hand, 
has no subsidy to surrender.** 

Of considerable personal interest to Fysh, he commented: 
"It is essential that the management of the business taken over 
from Qantas should continue in the same hands. For this 
reason I think Qantas should insist on an agreement for a term 
of years for the engagement of Mr. Fysh as manager for 
Queensland. ' It was at best a bleak prospect for Fysh. While 
Brearley could conceivably be expeaed to concentrate his 
ooosiderable energies in Western Australia, there was no 
doubt whatever that Charles Ulm would have emerged as the 
central and senior figure in Australian oonuneiciai aviaticm. 

Ulm aaed with scrupulous fiankness in all but one of his 
dealings throughout the merger negotiations. He sent copies 
of all his telegrams and correspondence with Brearley and the 
prune mmister to Fysh. His hopes were iiigh. In a letter to 
Fysh he wrote: 

I can confidentially advise you that there is an excellent possibili- 
ty of A.N.A. receiving Government assistance on the first pro- 
posals we submitted (fbr separate and independent ANA overseas 
services]. I am pretty well informed as to opinions and 
possibilities in Canberra and, m addition, am informed, of course 
in the striaest confidence, that any united proposals submitted 
would have not only the fullest support of the Qvil Aviation 
Branchi} but dieir active interest and boostiog hdip.'^ 
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Ulm did, however, undertake one confidence that he did not 
reveal to the other two merger partners. On the same day that 

he wrote to Fysh, he sent a confidential letter to Edgar 
Johnston. 

I have not [he told Johnston] asked permission of either Brearley 
or Fysh to let you peruse correspondence between us. However, I 
am enclosing copies of this correspondence for your personal 
information believing, as I most conscientiously do, that it is not 
only in the interests of the three companies that you should be 
privately informed, but it is really and sincerely in the best 
interests of the ftiture development of civil aviation in Australia. 
For the present I am not advising either Brearley or Fysh that I 
am taking you so fully into my confidence in this matter and will 
not do so until the three of us meet, and then only if I consider it 
wise . . . any suggestion of amalgamation partly or in whole 
between the three companies or any two of them bristles with 
difficulties. As far as A.N. A. is concerned, anything for the 
present and future is better than nothing." 

Ulm and ANA were obviously apprehensive about the 
future; Brearley, though never admitting the inevitability that 
WAA's subsidy would cease, clearly acted on the assumption 
that it would; Qantas, as Jobson had pointed out, could not be 
certain of an independent future. All saw amalgamation as 
some kind of saviour but none thought of it as other than an 
essential though bitter medicine. 

Fysh was concerned at Brearley's continuing consideration 
of a KLM link with WAA's northern ports. On 27 February 
he wrote to him advising that he had had discussion with Mr 
A.E. Rudder of Rudders Ltd., the Australian agents of 
Imperial Airways, and had "as a result of this and considera- 
tion of the matter of co-operation with Imperial Airways or 
the Dutch" come to certain conclusions. One was that work- 
ing with the Dutch could jeopardize the whole amalgamation 
scheme. Another was that "Imperial Airways and the British 
Government are going to be for us or against us, and that if it 
is to be against us, things will be made decidedly awkward". 
Overseas routes could only be achieved by international 
negotiation, he wrote, and the Dutch needed British co- 
operation for their Amsterdam-Batavia service. "The British 
government and public would be all for an all-Red Route and, 
personally, I think it an essential for Empire reasons." He 
pointed out that linking with a British company would "great- 
ly assist with Cabinet and ... in obtaining that ten-years 
contract which will be one of the hurdles to get over with our 
Goverimient".'* 
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McMaster summed up the current situation in a long letter 
to his three fellow directors on 10 March." No agreement had 
been reached at the Melbourne meeting on 18 February bet- 
ween Brearley, Ulm, and Fysh, he said, other than that each 

would place the proposals before their respective Boards and 
make an honest endeavour to bring about finality and an 
amalgamarion, if posaible. 

We are all convinced that it would be to the intereits of die 
capual already invested, and also in the interest of aviation and its 
funure development, if one strong organisation could be fonned to 
develop end opeme tbe imia idr lines [in] the inteicits of idm 
Commonwealth. 

The proposal, he wrote, was for a company with a capital of 
£150,000 divided into £1 shim. All assets other than raervet 
of cash would be pooled. All subsidized services openued by 
WAA and Qamas would be taken into the pooL FvytDtot to 

the three merging companies would be in fully paid shares* 
with WAA getting 80,000 ordinary and 20,000 8 per cent 
preference shares; Qantas 20,000 ordinar>' and 5,000 
preference shares; and ANA 25,000 ordinary shares. The head 
oflicc and management would be in Sydney or Melbourne, 
with local Boards of Advice suggested for the various states. 
The Commonwealth government would be approached to 
take shares in the amalgamated company. McMaster outlined 
matters relating to plant> revenue* and expenditure, subsidy, 
the form of the proposed directorate, and the manner of valu- 
ing plant and goodwill One teure of the Mdboume discus- 
sions that did not appeal to him was the exclusion oihukm 
Aircraft, New England Airways, and other airline operators 
with large capital invested. The government, he thought, 
would not be justified in subsidizing one group of three 
interests (Qantas, WAA, and ANA) "without giving due con- 
sideration and protection to the others who have pioneered. It 
appears to me [that] all five airline operators will have to be 
considered and all given equal oonsidaation in proportion to 
their assets of value to an amalgamation.'* It was vintage 
McMaster; commonsense and fidmess. '*My prindpol objec- 
tions to the proposed amalgamation", he said, "are the con- 
stitution of the directorate, the amount of capital recpiired and 
the method proposed to finance working expenses and addi- 
tional aircraft and plant. The initial expenses will be heavy. I 
am defmitely opposed to rushing into this service ... I am 
also definitely against linking with the Dutch service at 
Baiavia. This Empire link should be all British in every way 
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and should connea with Imperial Airways at Singapore, 
^jjldham or Darwin." 

Aircraft magazine reported the Melbourne meeting of Ulm, 
Brearley, and Fysh as one of "two events of great importance 
to the aircraft industry". The other was a report to the Federal 
government by the auditor-general in which he advocated the 
discontinuance of all subsidies to airlines.'* This shock recom- 
mendation was followed by a letter to Qantas and ANA from 
M.L. Shepherd, secretary of the Department of Defence. In 
response to enquiries from Brearley, he stated that the depart- 
ment was unable to give any assurance to the proposed 
amalgamated company composed of Qantas, WAA, and ANA, 
that the continuation of the Queensland (Qantas) and North- 
West (WAA) services would be assured in conjunction with 
the ten-year contract which they sought for an overseas con- 
necting service to England. Shepherd also made it clear that 
the department would not agree to even a temporary connec- 
tion at Batavia with KLM until the possibilities of linking 
with an Empire Service had been fully explored.'' 

In a "further memorandum concerning the proposed 
amalgamation", Qantas consultant Alex Jobson pointed out 
that in a merged company West Australia Airways "by virtue 
of its holding as shareholders or as a group, would have a 
dominating influence". Norman Brearley, meantime, had 
started horse-trading, with pointed comments favourable to 
the WAA cause. "I am afraid", he wrote to Fysh, "that your 
valuation of your service as compared with our North- West 
service is a little wide of the mark."'* On the expected 
termination of his Perth-Adelaide subsidy he argued: "It is 
not at all definite that this contract will never be renewed." 
He pointed out the possibility "of any one of our contracts 
being tendered for by other interests". And, to quash any 
Qantas ideas on their own worth, he wrote: "I would also 
again mention that, in the event of an England-Australia 
service coming about and traversing the Q.A.N.T.A.S. route, 
it would not necessarily mean that your company would carry 
the mails, as that seaion of the route might be sufTiciently 
attractive to others to enable them to beat you to it."" 

On 29 March, Brearley advised Fysh: "My Board has 
authorised me to negotiate to finality. We are apparently all 
agreed that, subject to satisfactory share allocation and the 
clearing up of minor matters, the amalgamation can 
proceed."'" The content of his letter, however, hardly 
justified this sanguine view. He confirmed his opinion that 
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"there is obviously no need to load the new company with 
new capital, as this will be supplied by banks without any dif- 
ficulty and would cover our requirements for working capital 
and new equipment . . .". Neither McMaster nor jobson 
accepted sudi a judgment. Brearley had declared tliat ''to 
invite Larkin to join in would be the equivalent of introducing 
poison into the syitem'* and that "New England Ainrayi did 
not appear to have any substantial claim". McMaster had 
made it dear that both Larkin and New England should have 
the opponunity of }oiniDg in.'' On the major issue of linking 
with Imperial Airways, Brearley remarked that "already it 
appears that [lAL] have taken on more than they can manage. 
The many breakdowns on practically all their services in 
recent months make us feel ditlident about their ability to 
satisfactorily connect with us at Singapore. The comparatively 
slow speed of their machines and the unsuitable equipment 
selected by them would be serious drawbacks to our pro- 
gramme.** All m all»fbrthe voice of **a dominating tnfhicnce" 
in the amalgamated company, these Brearley views were hardr 
ly those of McMaster. 

McMaster was witheringly contemptuous of Brearley's 
financial competence. In a wrathfid letter to Fysh on 31 
March he wrote: 

Brearley is very unsatisfactory both regarding his absurd claims in 
connection with the hostels, hangars, lighting equipment and 
excess plant on his Perth-Adelaide section, which would be 
imposiibie of tile and of no earddy use to the amalgamatioii, and 
abo in diat he apparently is prqMied to go with the Wyodhaai- 
Singapore service without giving any consideration as to where 
finance is to come from or how he intends to meet the many 
difficnhiaa diat nmtt be coMneaed with die o p cr aik a of sudi a 
service. It would appear that he has been so csfckss in his invcstir 
gations and proposals that he should not be relied upon in any 
way and you, yourself, should perhaps take more of the initiative. 
Brearley appnrs to me to be hopeless, and finality will be 
imixMnible union he treats die ttt u nitm moK icfiooilv.'' 

Charles Ulm took the same view of Brearley's cavalier 
attitude. By coincidence he also set it down in a letter on 31 
March, but to Edgar Johnston, not Fysh.*> The question of 
the England-Australia airline was, he wrote, "of really enor- 
mous importance** and "Brearley, least, is treating it fiv too 
Uglitly". Ulm had had a flying accident in Melbourne and 
spent his convalescence working hard on the amalgamation 
proposals. He promised to send Edgar Johnston a copy of a 
"fiiirly voluminous document". His plan, he said, was for the 
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«ir services affecfed ^ became entirely self-supponing. Ulm 

had, earlier in the month, written to the prime minister on the 
altitude to Australian airlines of Imperial Airways. 

You will no doubt remember that I personally advised you that 
the English company. Imperial Airways Ltd., had adopted a 
rather uncompromising and unco-operative attitude towards 

AnffH— <.^p«iii^ ^f|i^Tt*"g — »7 ^?f*e h*f<«***» 

Australia and England. [However] I am hgpfj to report that 

today [8 March 1932] Mr. A.E. Rudder, the Australian represen- 
tative of Imperial Airways, advised that I.A.L. had cabled him 
stating they were delimited to coo p erate with the new oombina- 
tkm df companies if formed and believe thqr would be able to 

provide a service between Calcutta and Singapore, and possibly 
Batavia, should .Australian mterests be able to ensure the opera- 
tion oi a regular service between Australia and Singapore." 

On 6 April Fysh advised McMaster of a new Brearley 
bombshell. West Australian Airways now contemplated 
cancelling their Perth-Adelaide service and opening up a new 
route from Wyndham in the north, direct to Adelaide. He 
proposed that WAA would link with KLM at Wyndham and 
wodd start the new service on 1 October.'' 

One day later, Ulm forwarded copies of his own comprdien- 
stve amalgamation reownmendarions on behalf of ANA to 
Fysh, Brearley, and Edgar Jcdmston. It was by ftr the most 
oompctcnt and comprehensive document yet to emerge. In 
forty-two closely typed foolscap pages he now argued, in 
essence, against amalgamation, saw no great economies from 
it in operating costs, and thought each of the three companies 
should operate those sections of the route most suitable to it. 
As he developed these arguments it was clear that his submis- 
sion was designed to convince Johnston, the minister for 
defence, Sir George Pearce, and Prime Miniater Lyona that 
the section most suitable for Australian National Airways was 
the overseaa link. None of West Australian Airways flying 
equipment, he said, was suitable for the Australian section olt 
an England-Austraha airline. (It was not even necessary to 
criticize Qantas aircraft on this score; their single engines 
ruled them out.) It would be economically unsound, said Ulm, 
for the combined company to take over at Brearley's £75,000 
valuation the WAA equipment. "I claim it would be 
unreasonable and wrong from every viewpoint to include [this 
plau] in any scfaem« of capitilisation comiecced with [the 
amalgamation].'* By oootraat, he wrote, all three companies 
were agreed that the tri-motor Avro X aircraft operated by 
ANA were suitable and safe. He noted that he andKingaford 
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Smith had made the flight from England to Australia in 1929; 
that ANA was the first and only company to operate, without 
any assistance whatever, an all-Australian experimental air- 
mail flight to and from England; that the goodwill built up by 
AMA was something it "must definitely claim aa a valuable 
asset when considering any question of amalgamitioa"; and 
chat "it nnist be considered that Kingslbrd Smitfa and — to t 
ksser extent — Uhn have a definite puUictty value to any air 
service operating company". Their undoubted experience wis 
also, he said» an asset. 

He then proposed terms for an amalgamation which he 
himself frankly acknowledged would be "unfair to W.A.A. 
shareholders" and would give ANA more shares than either 
Qantas or WAA. It was, he said, a scheme of capitalization 
"not likely to be acceptable to Qantas or W.A.A." . There was, 
be judged, "little prospect or desirability of the three 
companies amalgamating". 

Having aigued the esdnaioii of WAA and Qpntas from any 
overseas operation with both logic and vigoar» Uhn took caie 
to demonstrate to the government that he ft% understood 
their financial problems. Any government contribution of 
moneys should, he said, be repaid. The government should 
enter into new seven-year term contracts (for both internal and 
overseas services), subject to annual review and including 
clauses that would enable reduaion of maximum government 
commitments. The overseas service, he said, "would be 
entirely sdf-supporting from mail revenue ui a short period". 
With passengers added it would become *iughly profitable 
within a period of, say, five or aht years". 

He backed these assertions with detailed figures of expeaed 
airmail loads, mail ftes, passenger traffic, and air miles 
projected. "If an average of five passengers were carried per 
single trip this would total 520 passengers per annum at a 
charge of, say, £150 per passenger, exclusive of accommoda- 
tion charges en route. This would give a total revenue from 
passengers of over one shUlmg and two pence per mile from 

passengers alone." He coBtfamed: **If an average of 700 
pounds of mail and five posaengera per ain^ tnp [were 
avried] total revenue wouU eqnd lour shilliiigs a mile — iuf- 
fident to operate without subaidf ." 

Commenting on air services within Australia, he wrote: "It 
seema apparent that Qantas have operated their subsidised 
services to the entire satisfaction of the Civil Aviation Branch, 
Department of Defence, and also the Auditor General's 
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Department appear satisfied with progress made towards 

tkese services h^mm wlf.8iippflf!ing." Qanias, tie added 

disingenuously, "advise having buih up large liquid reserves 
during the past eight or ten years whilst it had been operating 
under government subsidy". 

On West Australia Airlines, Ulm concluded that the east- 
west Perth-Adelaide service "is little or no use in the general 
scheme for transporting incoming overseas mail". It was 
reasonable and economical, he said, for mails for Perth to go 
south via West Australian Airways, and for mails for 
Brisbane, Sydney, Melbourne, and Adelaide to go south "over 
the present Qantas service to Brisbane". The east-west 
service, he wrote, "is virtually unnecessary at present and 
unlikely ever to become a self-supporting one, at least for 
many years to come". It was unfortunate, he said, for the 
government that it had to "carry the burden of some £33,500 
per annum net subsidy for this service for the next two years" 
and any plan to eliminate in whole or part "this unnecessary 
expenditure by the Government was desirable". 

Ulm then made the comment (imexpected in the light of 
ANA's intercapital operations) that it was unnecessary and 
undesirable to go to the expense of having an air service 
between, Sydney, Melbourne, and Adelaide. 

It was agreed he said, "that W.A.A. could not reasonably be 
cxpeaed to voluntarily relinquish their present [Perth- 
Adelaide] contract without compensation in some form" and 
he included a comprehensive analysis of government savings 
and cash returns to WAA shareholders achievable if the 
service were terminated. 

Qantas, he concluded, should retain the Camooweal- 
Brisbane route in the east and WAA the Wyndham-Perth 
route in the west. Not unexpectedly the plum was reserved for 
Australian National Airways; ANA should get a seven-year 
contract for the overseas service from Rangoon to Wyndham, 
plus a contraa internally to operate the Brisbane-Sydney 
route. It was a confident document and an ambitious conclu- 
sion but Charles Ulm believed, on perfectly reasonable 
grounds, that he had the prime minister and the government 
on his side. 2* 

Brearley's first reaction to the Ulm document was a side- 
step; a proposal that instead of amalgamation WAA, ANA, 
and Qantas should continue their present activities but form a 
new and separate company to operate overseas, subscribing 
equal portions of shares.^^ A more considered reaction soon 
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followed. "I came to the conclusion ", he wrote jointly to Fysh 
and Ulm, "that it would be impossible for us to arrive a: any 
satisfactory basis for discussion with such an overwhelmmg 
swing in the suggested proportionate values of the three com- 
panies." He was still convinced that **to make our proposals 
attractive to the Govermncm** they sbouldbe put fbiwiirdbj 
an amalgamated company and iciterated his idea for a new and 
separate company financed now by **a cash subsariptiQn from 
each of the three enstmg coooems**. The Ulm proposals 
were, he said, "fiur removed from what most be considered as 
reasonable". 

Charles Ulm thought as little of Brearley's proposals as 
Brcarlcy thought of his. He wrote to Edgar Johnston: "In 
personal confidence I can tell you I consider some of the sug- 
gestions brought up by Norman Brearley to be definitely 
unsound for everybody but W JUL However, I know you are 
fully awake to all or any *minoeavTes'."^ In another letter to 
Johnston he remarked: *'It is becoming increasingly difficult 
to deal or even negotiate widi Norman." He ncvertfaeleis 
thought things could be brought to a satisfactory conclusion^ 
he said, "particularly as, to date, I have found Hudson — 
although slow — very honest and strai^ fiirward in his deal- 
ings with me".*° 

Meanwhile, McMaster's distaste for his possible partners 
and his uncertainty about the correct course of action were 
growing. "I do not like Brearley's attitude", he told Fysh. "I 
am satisfied any further corre sp o n dence with Brearley wifl not 
advance matters/' He reoogniied that **Brearley . . .naturally 
must be the leader" but had grave qualms. McMaster wanted 
to "dear up all the apparent differences and di£5culties before 
approaching the Government with a definite proposition" 

while Brearley, by contrast, wanted to sort out these 
"domestic difficulties" after they had come to an arrangement 
with the government. This, McMaster thought, was unsound 
and "also exposes Qantas to a degree of trickery". Once 
matters were agreed with the government, Brearley and Ulm 
would* he said, be able to **fbroe mattefs" if there was any 
subsequent difficulty with Qnitas. 

Unduracteristically, McMaster wiole: **I quite admit that I 
am not fully in touch with the atmosphere of the whole posi- 
tion. It is for the Board as a wbc^ to decide and not for you 
and myself." With evident irritation he asked Fjrsh tO 
"defmitely state what you consider should be done"." 

Brearley's agile mind produced yet another scheme, just one 
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week after the proposal for a separate overseas company. In 
another joint letter to Ulm and Fysh on 26 April 1932 he now 

proposeJ tkat Qantas slioulJ operate internally from Mew- 
castle Waters to Brisbane, that West Australian Airways 
should "divert its existing line between Adelaide and Perth to 
a line between Adelaide and Wyndham via Alice Springs", 
and that the overseas route between Rangoon or Singapore 
and Australia should be left to Australian National Airways. 
He also wanted a branch line for WAA through Broken Hill to 
Sydney. "This plan safeguards the future to Q.A.N.T.A.S., 
which would certainly be jeopardised under the plans submit- 
ted by A.N.A.", said Brearley." 

McMaster was not impressed by Brearley's concern for 
Qantas. He saw the new proposal as a clear and obvious threat 
to the company's fiiture and wrote to Fysh on 8 May: "I sent 
you a telegram last Thursday from Devoncourt [station] after 
considering your letter dropped by the mail plane. I stressed 
the danger of a rival route being established from Wyndham 
to Adelaide with a branch service via Broken Hill to Sydney. 
Once the route is established via Broken Hill then, if there is 
any reduction in routes in the future, I feel that the route via 
Brisbane [the Qantas route] will be the one to be cancelled."" 

With Ulm alerting Edgar Johnston to Brearley 
"manoeuvres", McMaster warning Fysh of the possibilities of 
"trickery", and Brearley judging Ulm's proposals as "far 
removed from reasonable", amalgamation of any kind seemed 
an unlikely solution to the problems of Australian commercial 
aviation. All three, however, shared a common apprehension 
regarding the outsider, Larkin, and none underestimated his 
potential as a threat to their individual futures or tentative 
collective ambitions. His power base was the state of Viaoria 
and he now mustered his considerable energies and supporters 
to counter the joint proposals of Qantas, WAA, and ANA with 
his own plan for the future of Australian air transport. 

Lasco was the only company other than West Australian Air- 
ways and Qantas to operate a regular route service in the first 
ten years of civil aviation in Australia.** It tendered successful- 
ly in November 1921 for the service between Adelaide and 
Sydney, but did not begin operating it until 2 June 1924. On 
19 July 1925 Lasco eliminated the final stage to Sydney from 
Cootamundra, replacing it with two branch services — from 
Broken Hill to Mildura, and from Hay to Melbourne. Lasco 
flew over densely populated areas and suffered much more 
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than Qantas or WAA from compciiiion from alrcrnative 
means of transport. (To 30 June 1928 Larkin's services Hew 
more miles than Qantas but achieved only some 70 per cent of 
Qantas's passenger-miles.)^* Larkin's unrealistic lender for the 
remote North Queensland service between the Qantas 
terminal at Camooweal and Birdom Gredc had proved not on- 
ly a financial fiasco but a source of bitter conflict with the 
Civil Aviation Branch. Widiout access to some of the longer 
subsidized routes of WAA and Qantas he now faced a bleak 
fiiture. A boot»4nd-all fighter, Larkin launched a massive 
propaganda campaign through two expertly mounted devices. 
One was a publication called Wings^ the other a gathering in 
Melbourne of assorted Australian aviation interests in what 
was grandly called the "First Annual Air Convention". His 
main targets were West Ausiialian Airways (which he attacked 
savagely) and the Civil Aviation Branch but, as the adminis- 
tratioa of govemment subsidies was his mam theme, Qsntas 
also received a blast or two. (When Hudson Fysh responded to 
one pin-prick, Wmg^ commented "Fysh Bites".) *^Wmg^*y 
proclaimed the puUicatum, ''stands for Honest Bipenditure 
of the Aviation Vote, now over £100,000 per annnm."^ The 
inference was obvious. 

Despite all this public antagonism from Larkin. Fysh 
followed through on the Mc.Master policy that attempts 
should be made to bring Larkin interests into the amalgama- 
tion discussions. On 17 May he wrote to the chairman of 
Lasco, L.M. Macpherson: "So ftr as Qantas is concerned, we 
are out to do our best to assist m the formatkm of an ofgsnisa- 
tion which, \rf its stability and standing9 will be able to take 
over the major air routes of the Gommoowcalth, and also fly 

overseas. Sncfa an organisation should if possible include the 
Larkin companies." An agreement, he said "at first sight 
appears almost insurmountable" but might be effected if all 
pulled together.^' The following day he followed up with a 
second letter sayine; he could also speak for ANA and WAA, 
and that their ellorts to bring in the Larkin interests were 
genuine. On 19 May. however, a blunt telegram followed 
these conciliatory letters* askmg Macpherson to "refirain from 
independent negotiation'* with the authorities '*as 
promised**.^ 

Meanwhile arrangements for the Larkin-inspired Air Con- 
vention, to be held on 25 May, went ahead. On 23 AAsy Fysh 

telegraphed the minister for defence: "Regret have no con- 
fidence whatever in gathering and question qualifications of 
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convenors as operators. Feel convention engineered (byj one 
interest which hostile practically all other companies."'' The 
convention opened on 25 May but was boycoiied by WAA, 
ANA, Qantas, and the aero duba. On 26 May the ittempt to 
bring in the Larkin intereats on atnalgmnation propoaala 
ended. Fysh wired Maqdieraon: "Gonaider you have broken 
off negodadoDS by breakiiig your personal promiae to me, 
Ulm and Brearley not to proceed [with] your independent 
n^tiations until possibiliQr induaion Lasco intereats in pro- 
posed combined settled one way or other." He accused Mac- 
pherson of inaccurate press disclosures and disclosure of con- 
fidential details of negotiations.'*'' Correspondence followed in 
which Macpherson protested both his innocence and good in- 
tentions, but it was all over. Fysh wrote to the secretary of the 
Defence Department on 13 June that Larkin interests had 
pushed on with the convention and their other representations 
"at a time when they were negotiating with the three 
companies**.** The Larkin sdieme for reorganization of air 
services — ''obviously a oounter>propo6al to that of A.N.A., 
W.A.A. and Qantas" — was "an impractical and retrograde 
suggestion", he said. Larkin, in the context of retrenchment in 
the civil aviation industry, had put forward proposals for co- 
ordinating air routes with rail services "at a substantial reduc- 
tion in subsidy cost" estimated at forty thousand pounds "if 
tenders are called" ''^ Fysh told the secretary that Qantas had 
built up its own business and did not think u should "have to 
tender i^ainst others for the very right to carry on tfiat 
busineaa**. He reminded him of the results of tendering on the 
Daly Waters connection.^ 

Brearlqr told Fysh in a letter on 1 June that he had had an 
interview with the minister (Pearce) and that **the Govern- 
ment is definitely on our side and definitely against Larkin. I 
think we must in future completely ignore the Larkin 
organisation. "*■• He stressed the importance of lodging their 
own proposals "with a unanimous voice". Without this there 
would not, he said, be any prospect of securing long-dated 
extensions of the north-west and the Qantas routes unless by 
open tenders, "Say, every three years*'. (The Air Convention 
met again in Mdboume at the end of June but this time Ulm 
was there with proxy votes from all those who opposed it. 
They were disallowed. The non-Larkin fiiroea then broke 
away from the convention, held their own meeting on 28 June, 
and formed a separate body, the Association of Australian 
Aviation Industries.) 
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Seeming agreement between WAA, ANA, and Qanias now 
followed swiftly. MciMaster and Ulm met in Sydney and by 13 
June 1932 were able to exchange letters that promised finality 
to the protracted negotiations and mauoeuvrings of the past 
mootfas. "We hive come to agreement on all the euentul con- 
ditions attaching to the proposed oo-openttion of the three 
oompaniea, A.N.A., W.AJL and Qantas", McMaster wrote to 
Ulm, '*in the proposal to be placed befiire the Govenunent by 
you on behalf of the three companies*'**' He then set out the 
principal conditions agreed. There was to be co-operation 
without anv financial liability, directly or indirectly; each 
company was to retam its own identity; co-operation would 
include mterchange of plant, aircraft, and personnel and, 
where practicable, shared groimd organization; ANA would 
operate Wyndham-Calcutta, WAA would operate Wynd- 
ham-Perth and Wyndham-Addaide, Qantaa would operate 
Newcastle Waters-Brisbane, while AKA and/or Qanias would 
operate Brisbane-Sydney. Among other conditions were those 
governing compensation to WAA fiir the cancellation of its 
Perth-Adeliide service. McMaster was not cenain that the 
lettergram sent to Brcarley on this subjea was "sufficiently 
clear". He then, with clarity and some emphasis, outlined the 
somewhat complex details of the compensation arrangements 
and his understanding of the limits of the Qantas liability- 

Ulm's letter to McMaster on that same day, Sunday, 13 
June, recapitulated the lettergram they had jointly sent to 
Brearley on 11 June whidi began "Quitas and A.N.A. [have] 
reached finality on all points". He then set out details of the 
arrangements for WAA's compensation. Ufan nen quoted 
telegrams of reply from WAA expressing their acceptance. It 
did look very much like unanimity. But Brearley had been a 
continent away, in Perth; and McMaster had been uncertain 
that the lettergram, on which Brearley's acceptance had been 
based, had been sufficiently clear. That AicMaster did not 
want to rush ahead is clearly staled in his 13 June letter to 
Ulm. "There must be considerable delay yet in finalising the 
proposal placed before the Goomionwealth Government) 
setting out in detail the mai^ conditions attaching to the pro- 
posed reorganisation of the aur servioes'% he wrote. Ubn^ 
evidently, saw no reason at all to delay. A second letter to 
McMaster on 1 3 June^ acknowledging receipt of McMaster's, 

simply said: "The wav seems now clear to finalise and 
immediately present the combined proposal to the Govern- 
ment." He meant what he said. Again on that same day, 13 
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June 1932, he wrote to Sir George Pearce: "On behalf of 

Australian Naiional Airways Limiied, West Australia Airways 

Limited and Queensland and Northern Territory Aerial Ser- 
vices Limited, I now hand you herewith a Proposal covering 
the establishment of the Australian section of the England to 
Australia Air Service, and the re-organisation of Australian 
Internal Air Services."** 

His letter to the minister pointed out that their plan would 
"enable all Australian Air Services in which the Government 
is financially interested to become entirely self-supporting 
within a comparatively short period". It also urged that, 
though it had been government policy in the past to call open 
tenders for air services, this lime it should, instead, invite 
interested organizations to submit their own proposals for the 
reorganization of internal air services and the establishment of 
the Australian section of the England-Australia route."*^ 

While the uneasy and prolonged negotiations of the three 
major Australian companies had been dragging on, the 
Australian government had set up an interdepartmental com- 
mittee under Edgar Johnston's chairmanship. Representing 
the departments of the Treasury, the Postmaster-General, 
Defence, and the Interior, its prime task was to assess the com- 
peting claims of the British, Dutch, and Australian companies 
to operate an overseas airmail service.*' The Dutch had a 
proven record of reliability and efiiciency on their long route 
from Amsterdam to Batavia inaugurated, after their proving 
flights, in October 1930. To continue it, by the shortest 
Timor Sea crossing to Wyndham in the north of Western 
Australia, would have given Australia an immediate and inex- 
pensive air route to Europe. A connection by West Australian 
Airways at Wyndham through Alice Springs to Adelaide (and 
possibly also to Sydney via Broken Hill) would have linked the 
service with the eastern capitals. On financial considerations 
alone, it was an attractive option for a government hard- 
pressed for funds. 

The second possibility was the extension of Imperial Air- 
ways Far East service to Australia. Though a longer route and 
a slower service than the Dutch one, it too had financial attrac- 
tions, as Commonwealth subsidies would be limited to 
£37,500 a year. The British secretary of state for dominion 
affairs had sent a cablegram from London to the Prime 
Minister's Department on 30 July 1932 expressing H.M. 
government's gratification on learning "from your telegram of 
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8 June that there is a prospect of early extension of the air 
service between England and India to Australia by means of 
co-operation between Imperial Airways and a combination of 
Australian companies". The cable suggested carriage of mails 
by lAL as far as Singapore*' Australia responded that 
"although the propositUm of an England-Austrdia lemoe is 
being studied, the Government is unable to commit itadf in 
any way until the report of the interntepartmental committee 
is received'*.'^ (This was a conciliatory stance for the British, 
Sir George Pearce told Parliament, "wanted to control the 
£ngland-Australia service as far as Darwin, and . . . strongly 
pressed that proposal upon the Commonwealth 
Government"."" Even withm the Australian government 
there was some support lor this British view.) 

The third possibility before the committee was for an 
Australian company to provide an overseas service to a point 
such as Singapore or Rangoon, where it would link up with 
the Imperial Airways' service to London. This was what 
Charles Ulm was hoping for but it soon became dear that any 
possible acceptance of his 13 June proposals to Sir George 
Pearce would have to wait until the government had received 
and considered the report of the interdepartmental committee. 
Edgar Johnston, in a personal letter to Ulm on 15 August, 
assured him that "the Committee is doing its best to finalise 
deliberations and submit its report at the earhest possible 
moment". The subject, he said with commendable understate- 
ment, was complex. **Our report may", he added, "have a 
very serious effect upon the whole future of dvil aviation in 
this country."** 

Delay was for more critical for Ulm and Australian National 
Airways than for West Australian Airways or Qantas, as 
ANA's financial position was rapidly deteriorating. Brearley, 
as McAlaster with his usual perspicacity had anticipated when 
he had urged caution on 1 3 June, was soon backing away from 
the apparent accord reached m Sydney. He now wanted finan- 
cial guarantees from Qantas that would ensure payment to 
WAA of interest on whatever of die thread annual compensa- 
tion payments (in respect of the cancelled Perth-Adelaide 
service) might remain unpaid. **West Australian Airways wete 
endeavouring to depart from the spirit of the agreemem reach- 
ed between Mr McMaster and Mr Ulm in Sydney, and 
generally accepted at that time", recorded the minutes of a 
Qantas directors' meeting held in Brisbane on 15 August." 

By mid-September there was still no decision from the 
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government nor any finality with Brearley. "If Brearley is 
going to continue in the spirit that he has adopted tovtnb the 
Sydney agreement," McMam wioie to Fysh, "thmlioillhe 
and IJlm should be advised that Q AN.T.A.S. will seriously 
consider negotiating with other ofganisations."'* One option 
that McMaster thought had Goosiderable possibilities was *'an 
amalgamation of interests with de Havilland and Imperial Air- 
ways, the objective being the service from Calcutta to Sydney, 
and the construction of all aircraft used in commercial and 
defence aviation by the one organisation". The construaion 
of defence aircraft, he wrote, was "to be under the closest co- 
operation and co-ordination with the Imperial 
Government"." 

By October it was clear that Qantas disillusionment was 
deepening. Board minutes for 1 1 Oaober recorded that cables 
had been eanfaanged with Imperial Airways **on the question 
of the reopening of original negotiations for an England- 
Australia conncaioo, in the event of the Mure of the present 
proposition".'* The twelfth Qantas annual report, submitted 
at the annual general meeting in Brisbane on 11 October 1932, 
recorded: "Commercial aviation is passing through a critical 
period, and this is particularly so with Q.A.N.T.A.S. in that 
present contracts expire during the present financial year, and 
must come up for consideration by the Government." In the 
past, said the report, contracts had been renewed after 
necessary adjustments, but if the proposed pohcy of calling 
open tenders and contracting with the lowest tender was 
adopted, it would not only be an unsound policy for aviation 
but unfair to organizations sudi as Qantas which had expend- 
ed considerable capital and built up highly efficient staffs and 
organizations. Such a policy, the report concluded, could easi- 
ly force organizations such as Qantas out of airline operations. 

The report showed a net profit tor the year to 30 June 1932 
of only £ 1,468 and recommended a 4 per cent dividend. Profit 
for the year, it said, "represents only 3.72 per cent on capital". 

Included in the modest profit was a net profit of £42. 10s. Od 
fiom the Australian Inland Air Ambulance contract (the Fly- 
ing Doctor Service). '*This contract'*, said the report, **is not 
operatmg primarily as a commercial undertaking but more in 

the form of a service."" 

As the year drew to a close the situation, far from clearing, 
grew even more confused. On 12 December, in a paper to the 
board, McMaster canvassed not only the possibility of the 
amalgamation with WAA and ANA, but a combination with 
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ANA only and a four-way amalgamation that would include 
the three Australian companies and Imperial Airways." 

On the Qantas-ANA option he commented to the board 
that Qantas would have to discharge in cash the ANA 
liabUities of £15,250. Further, while ANA valued their auets 
at £15,250 cash plus £15,360 in deferred shares (m a merger) 
"the Receiver, who should be in a position to estimate values 
and who is controlling the position, is apparently prepared to 
accept £15,250 cash only". That meant, hesttd, that Qantas 
would be paying £15,360 to ANA in the form of deferred 
shares for goodwill value only. "This arrangement", he wrote, 
"would be a difficult one for directors of Qantas to justify to 
their shareholders." There were other financial aspects of 
such an amalgamation that concerned him; the new capital 
required would "completely deplete reserves"; Qantas direc- 
tors **uoder present difficult financial drcumstanoes" would 
not give personal guarantees to secure bank accommodation 
for further finance, iriiile the position of Mr Ulm and his 
directors, and their capacity to give personal guarantees, 
should be ascertained. 

TTiese doubts were communicated formally ro Ulm by Fysh, 
who wrote then to McMaster: "Your report must have been a 
great shock to him and one simply does not know what move 
he is takmg now. I should say he is either trying to clear ofThis 
debt himself, or trying for an amalgamation with Brearley, or 
both."» 

In fict, all was not well between Ulm and Brearl^ at this 
time. In a joim letter to Ukn and Qantas on 17 December 

Brcarlc) w rote: "The directors of dlis company are very much 
disturbed to note that A.N«A« are reported as having made an 

ofTer TO the Government to operate the overseas section of the 
route temporarily." WAA, he pointed out, was also "in a posi- 
tion to make a similar offer . . . and presumably obtain the 
first leg-in on the overseas sector from Australia to India**. 
Aiuiuai trust was hardly high.*" 

It was a confused and exhausting end to • year of tension 
and uncertainty. Fysh was worried about McMaster's health. 
He wrote wishing him and Mrs McMaster "all of the best for 
Christmas" and hoped that "the very pressing difficulties 
through which the pastoral industry is passing will show up in 
a more hopeful light in 1933. I hope you don't mind me say- 
ing that you need a good holiday, that it is your duty to take 
this in the interests of your family and your pastoral company. 
A holiday will cause less of a dislocation than an inevitable 
breakdown."** 

164 



Oof^y i yi i.uo I , a.ul ial 



Many Proposals — No 

MwragH ltS2 



One of McMasicr's last Idlers of the year, from his 
Loiigreach property, Moscow, was to A.E. Kuader, Imperial 
Airways representative in Australia. *'Not having anything 
definite of a business nutter to place before you, and not being 
blessed wiili a secretary — and unblessed with a lot of office 
¥rork — I have put off writiiig to this late hour*', he wrote. He 
wished Rudder and his wife a most happy Christmas, then 
continued: 

Aviation matters are still very mixed and it is liard to see how 

oMters are going to turn out for sndi organisatiom as Imper^ 

Airways and Q.A.N.T.A.S. The whole position is very com- 
plicated, and is made more so by the political pressures of such 
people as Ulm and Brearley — and even Larkin is well in the mix- 
Up. 

I have heard from Fysh diat you expea the Imperial people to 
do something of a definite nature about the middle of January. 
Personally, I do not think anything will come out of the 
QJLN.TJi.S., A.N.A. and WA.A. negotiations, but they have 
to be gone on with tmtii a definite decision is reached. I think 
negotiations will break do\A'n, and if definitely broken down we 
should then he in a position to definiTely place something before 
your people, or they could do so with us. 1 thmk the position will 
mtmnntmny twnlr in tiHtttr an nrpmlmatinn itirlnHltig fmp^al Atr- 

ways, or Q.A.N.T.A.S. will have to atand alone. Penonaily, I 
wish for the Imperial Combination. 

Well, old man, 1 will say goodbye with a wish that Imperial Air- 
wqra and QAN.TJLS. will yet be ckMdy aaiociated in the 
developiiient of avutmi*^ 

At year's end, there were at least no longer any uncertainties 
regarding government intentions. The report of the inter- 
departmental committee went to the minister in November. 
Its two main recommendations were that an air service should 
be established linking Australia and the United Kingdom and 
that the Commonwealth government should accept respon- 
sibility tor providing the ser\^ice between Singapore and 
Darwin. Internally, from the inception of that service, there 
should be mainland air transport systems linking Darwin- 
Cootamundra (NSW), K.aihcrine-Perih (WA)i Charleville- 
Roma (Queensland, with Johnston as chairman advocating 
CharieviUe-Brisbane^ Qoncurry-Nocmanton (QueenslancQ; 
and Ord River-Wyndbam (WA). The committee also recom- 
mended that an air transport service should be establishfd 
b e twe e n Melbourne and Hobart, via King Island and 
Launceston (Tasmania).'^ A Cabinet subcommittee, in 
December, accepted in substance the committee's proposals. 
The overseas link to Singapore, the government agreed, was 
to be an Atistralian operation. 
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QantM began 1933 knowing that final dedaions had to be 
taken soon, for time was running out. Their contcacts with the 

government terminated on 9 June 1933. Acceptance by the 
government of the recommendations of the interdepartmental 
committee for the establishment of an Australian service to 
Singapore and a reorganization of internal services (that did 
not include Brearley's Perth-Adelaide route) meant immment 
goirenmient dedaions of nmjor importance to W(M Aiistid^ 
Airways, Qantas, and ANA. went to Sydney and 
Mdboume in seardi of solutions and in the week hfginning 
27 January had meetings with Charles Ulnif A.E. Rudder, 
Bdgar Johnston, M.L. Shepherd (secretary of the I>efence 
Department), Sir George Pearce, minister for defence, the 
assistant minister, J. Francis, and the minister for customs. 
The meetings concluded with a long session alone with 
Brearley, a joint conference with Ulm and Brearley, and final- 
ly, a second discussion with Rudder.' From Melbourne he 

wired McMaster on 2 Febmaiy his view that Btearlcy "HriU 
stress immediate settlement inclusive Qantas and 
reconstructed A.N.A.> or warfiure*', adding: "Brearley 
undoubtedly out [to] trick us." He adnd if McMaster was 
"wiUtng agree settlement giving Brearley or Brearley and Ulm 
control personally" which, he said, he himself was defmitely 
against.* He knew, of course, that McMaster would not agree. 
Then, on 3 February, Fysh wired that Brearley, Ulm, and he 
had all agreed that amalgamation was impossible. They wish- 
ed only for "a strong worKmg agreement" with Qantas. 



Copynyt 



Tender Gompetition 1939 

to 1934 



Imperial Airways, said the Fysh wire, was "anxious co-operate 

Qantflf / The concept of a joint ANA, WAA, Qantas opcrr 

tion was finally dead. Fysh advised that Ulm and Brearley both 
opposed any co-operation with Imperial Airways but all three 
agreed to continue to try for a working agreement.* 

On Wednesday 22 February 1933, the Qantas board met at 
7:30 P.M. in the Wool Exchange Building, Eagle Street, 
Brisbane. Fysh, in his report to the board, said that Qantas 
had two options: an agreement with ANA and WAA or the 
formation of a new company with Imperial Airways. He made 
no recommendation but commented that Qantas, ANA, and 
WAA "can never become happy bedfellows".' A.E. Rudder, 
the Australian representative of Imperial Airways was, after 
discussion of other business, invited to be present, the 
minutes of that board meeting recorded. 

Mr Rudder conveyed to the board the contents of a cable which 
had just been received by him from Imperial Airways intimating 
their desire that Qantas should be associated with them in a new 
company recently formed by them in Australia known as 
"Australia Empire Airways Limited", and outlining their sug- 
gested terms and conditions of such association. The matter was 
discussed very fully by the board. Thereafter, Mr Rudder 
withdrew from the meeting. 

It was moved by Mr Campbell [substitute direaor for A.N. 
Templeton who was unable to attend the meeting], seconded by 
Mr Loxton and carried unanimously that Qantas should associate 
themselves with Imperial Airways in connection with the propos- 
ed new service to England on the basis of the terms and condi- 
tions submitted by them, but subject to certain modifications to 
be arranged with Imperial Airways.* 

It was the most important and far-reaching decision taken to 
date by the company and was to have a profound effect on the 
structure and future of civil aviation in Australia. 

Fysh wrote to Sir George Pearce on 28 February: 

We wish to advise that the long attempt which has been made to 
combine the interests of Qantas, West Australian Airways and 
Australian National Airways, and in which we joined enthusiasti- 
cally, is apparently at an end. 

As a final effort to bind the negotiating companies we attempt- 
ed to include Imperial Airways in the proposed merger, but the 
way was defmitely closed when Major Brearley, on behalf of his 
company, refused to give consideration on the project. 

At the last conference, the firm demand of Major Brearley to 
operate from Perth to Darwin and Darwin to Camooweal finally 
made us realise that no agreement was possible that would be in 
the fair interests of Qantas. 
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In )oining forces with Imperial Airways this company is assured 
of a connection based on conddence and strength, and which will 
nuke for efficieot operadoos in tbe future, ft 
regret of the dkecion of this company that an agreement buwuCii 
the Australian companies has IuImI, bm k Jbtt been their dn^ 
face facts.' 

From the Qantas viewpoint, the failure of the amalgamation 
proposals was in essence caused by their mistrust of Brearley. 
Though the fmancial position of Australian National Airways 
was a substantial contributing factor there was, throughout 
the long negotiations, a continuous and mounting unease and 
apprehension towards the man who, as McMaster and his 
advisers had judged, woiild by the proportion of his contribu- 
tion to a joint company, have been its leader and donunating 
influence. Qantas acted throu^iout with openness and hones- 
ty, as Charles Ulm had acknowledged. An all-Australian solu- 
tion was always acoQlted by McMaster and Fysh as the one 
they should work towards and, despite qualms about what 
they saw as differences in ideals and practices between Qantas 
and West Australian Airways, they had sought to achieve 
agreement. McMaster, even in his private and confidential 
correspondence with A.E. Rudder as late as December 1934, 
made it clear that despite his own long-standing preference for 
''the Imperial c om bi nation", the Auatialtan negotiatiQOs had 
to continue. And i^rsb, in his own words, '*waa still sitting on 
the ftnoe" when the actual board meeting began which decid- 
ed that Qantas should associate itself with Imperial Airways.* 

This decision bj no means secured the future for Qantas. 
The lAL-Qantas combination not only had to be formalized 
on terms agreeable to both, but faced open tendering against 
competitors; and it was widely known that the operating costs 
of Imperial Airways were high. Further, the government's 
attitude 10 a tender combining British and Australian capital 
was in doubt. (Fysh had cabled McMaster's firiendi Sir Donald 
Cameron, in London befi>re the board decision, that Quitas 
faced the position of deciding between Imperial Airway or 
Brearley and Ulm. Qantas, he saidt "trust Imperial but doubt- 
ful if together can secure Singapore-Brisbane contract owing 
high cost Imperial and strong opposition [from] passed-over 
Australian interests".)' Qantas had to show "the fullest poss- 
ible Australian control and influence", Fysh told A.E. Rud- 
der, if it was to influence the final government attitude to an 
imperial Airways-Qantas tender. "We feel the danger to be 
very real, but to finally weigh up its exaa extent is, of courae. 



168 



Copyrighted material 



an impossible matter." The combine, he said, "must play for 

gafsiy and mk ihc [Qanias] conirol amply 5ccurc'V" 

Brearley himself put the political position clearly, in a 
bulletin from West Australian Airways: 

With Federal Government subsidies for the Darwin-Singapore 
route, Australian operators very rightly regard the whole of these 
routes as being Australian territory for the purpose of aviation 
development. Imperial Airwaj^s has formed a branch company in 
Australia for the purpose of tendering but the Australian Govern- 
ment are not likely to be misled by propaganda that was intended 
to secure any of these contracts for a company whose head- 
quarters are outside Australia." 

The "branch company" was the Australian Empire Airways 
Limited mentioned by Rudder which lAL had previously 
registered to handle its Australian operations. Qantas, 
however, refused to recognize this company and insisted on a 
direct relationship with Imperial Airways.'^ 

The chief opposition to the lAL-Qantas combination, Fysh 
wrote on 21 March in a letter to F.A. de V. Robertson, of 
Flight magazine in Lx)ndon, were West Australian Airways, 
Larkin, and Australian National Airways — "or rather," he 
corrected himself, "Ulm's new company, because A.N. A. are 
in Uquidation". Larkin, he said, was still "the thorn in the side 
of Australian aviation that he has been since the first 
commencement of the subsidised services". Fysh added that 
the Dutch, too, were "trying to move heaven and earth to get 
a leg in, and may even go as far as to refuse permission for 
landings in Java should they not be allowed to land in 
Australia". The Qantas association with lAL, he concluded, 
would be "kept thoroughly Australian and definitely not 
swallowed up by Imperial Airways"." 

Neither the demise of ANA nor the fmal breakdown of the 
amalgamation proposals had checked the energies of Charles 
Ulm. In a long "private and confidential" letter to Edgar 
Johnston on 8 April 1933 he now set out his plans to build 
"aircraft of the Fokker type" in Australia, and to sell them "at 
a profit, at a price below the cost of importing them". He was, 
he said, "fmancing the whole of my present plans out of my 
own pocket", purchasing pans of an Avro X from the 
Uquidator of ANA and "retaining Wackett's services for 
engine matters". His plans included a quick trip "home to 
England and back", taking "Scotty Allan and Bill Taylor with 
me".'* In a later letter, he amplified the plans for his flight: 
"After reaching England we shall carry on from Ireland to 
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New York, across the U.S.A. to Oakland, and thence on to 
Australia via Honolulu, Suva and New Zealand." 

"Flights across the Atlantic and Pacific Oceans", he said, 
"will rivet the public's attention more than ever on the perfor- 
mance of an Australian-built aircraft, under the most exaaing 
oonditiont — with the lesiilt that when tenders are called fiv 
the operatkm of the Darwm-Smgapore lervke^ the Australian 
public will insist thst wholly Australian cfganisatioos and 
personnel must do the job ... or it will be the death knell of 
Australian aviation."" 

Qantas now had to hurry their new lAL partner along. "As 
time passes and the time for tendermg tor the new routes 
becomes closer," Fysh wrote to Rudder on 5 May, "my direc- 
tors feel that an etTort should be made to go beyond the very 
loose and open terms of the Gentleman's Agreement between 
Imperial Airways and Quitas> with the object of reaching 
finality on sudi points as are capd)k of being cleared up at the 
present stage.*' Until all points could be settled, he said, "it 
will be necessary to carry on under the guiding prindple of 
mutual confidence". The biggest chance of disagreement and 
misunderstanding in the future would, he added, come from 
an attitude ot silence now, each party having its own ideas. "I 
feel you must recognize this danger."" 

Imperial Airways had, of course, oihcr things than Australia 
on its mind. In the previous October, they had had to cope 
with political difficulties in the Persian Gulfand transfer their 
route to India torn the Persian to the Arabian side of the 
GuU; in January diqr mtrodnced the Armstrong Whitwoitfa 
XV firar-engmed monoplane aircraft on the England-Cape 
Town service (a service begun the previous April); in 
February they replaced the Alexandria-Cairo train journey on 
the England-India service and England-Africa service with an 
air sector; and on 18 February they celebrated the completion 
of their first ten million miles of flying.'^ For Australia, lAL 
preparations were nearing completion for the departure from 
Bnghmd on 29 May of the lAL Armstrong Whitworth XV 
on a survey flight to Darwin and on, by intermediate 
ports, to Brisbane ^pdney> Canberra, and Mdboorae. That 
the ffigfat and the modern new airliner were to prove of great 
public relations value was not entirely accidental. 

Fysh was invited to join the Astraea on its return flight to 
England. He thought it, though, too big an airhner for the 
Darwin-Singapore service and told McMaster so in a letter on 
22 May. 

170 



Copyriyi iiu J I ; ,a.L.i lui 



Tender Competition 1933 
10 1134 



The new tour-Cypsy-cngincU Uc Haviiland machine now being 

deagned » the oinnom The Dttdiine vrffl 

payload at a cruising speed of 1 10 mites per hour and will cost in 

Australia about £10,500 — as against the Atalanta's [the Arm- 
strong Whitwonh XVs] 4000 pounds payload at 120 miles per 
hour and its cost, in Australia, ot £25,000. I am trying to induce 

de HavUtends to get a Ihtle more speed into the in« 

sacrifice in payload. For purposes of comparison, our DH61 
machines carry a payload of 1900 potinds at 100 miles per hour 
and . . . cost about £8,000. Tying ourselves up to such a large 
type [as the AtaJanta] at the outset, before requirements are 
known, is a big business risic** 

While Charles Uhn pressed rapidly forward with his plans to 
win public suppon by an epic flight in an Austnlian-niade air^ 
craft, the resouiGcfid I^ldn pcodaimed a oost-firee toltttioa of 
the overseas airmail problem to the government. Lasoo offered 

to start an unaubsidized service from Darwin to Koepong in 
the East Indies, using three-engined aircraft. No guaranteed 

maximum mail loading was sought and any load offering 
would be carried on a poimdage basis for eight shillings a 
pound. The service, said Larkin, would be weekly in each 
direction and would, under co-operative arrangement made 
with KNILM (the KLM Netherlands East Indies service), 
distribute the mails throughout Java, Sumatra, and the Malay 
States as well as exchange airmails to and from Bnrope.** 

Both this Larkin request and KLM's long-standing offer 
(first made to Prime Minister ScuUin in 1930) to extend their 
Batavia service to Darwin were reftised by the government.^** 
Departmental involvement in such decisions meant, of course, 
a hectic time for the new controller of aviation, Edgar 
Johnston. The records in the "Tenders" file of the Civil Avia- 
tion Branch show that, in addition to the information on 
operators and their proposals, he was at the same time keeping 
track of the detailed performance and loadings of no less than 
eighty-two different types of aircraft, all of them British-made. 
He found time, however, to write a personal note to Charles 
Kingsford Smith saying: **I understand that your Pilot's 
Ucenoe is expiring or has done so. For the Lord's sake attend 
to it, as I would hate to have to prosecute Sir Charles 
Kingsford Smith for a breach of the regtilations."'' Kingsford 
Smith, like Ulm, also planned a flight to England. His pro- 
posal was a unique one for his aim was a trip with paying 
passengers in the old Southern Cross. There were no takers. 
Aircraft reported: "The fact that Sir Charles Kingsford Smith 

171 



Copy lighted material 



The Defeat of Distance 




Archerficld about 1933. An 
Avro of New England Airways 
is parked in the foreground. 



failed to get passengers for his proposed trip to England in the 
Southern Cross suggests that the demand for seats on a regular 
service would be too small to justify the Government subsidis- 
ing big passenger aircraft."'^ 



In the battle for public attention, the flight to Australia of the 
"big passenger aircraft" of Imperial Airways, the Astraea, 
dominated the press. The first stories were not exaaly 
helpful. The aircraft left Croydon on 29 May ("a fortnight 
late", commented Larkin's Wingsy^ but on the last leg to 
Darwin was forced down at Bathurst Island because of fuel 
shortage. "Owing to strong headwinds," the Brisbane Tele- 
graph reported, "it was decided not to risk the full trip 
[Koepang-Darwin] and the officers in charge made a landing 
at Bathurst Island, half an hour's flying time from Darwin. 
Here further fiiel supplies were taken aboard . . 

All this was forgotten when the Astraea landed at Brisbane 
on 23 June. "The presence of so many thousands of people at 
Archerfield over the weekend", said the Telegraphy "proves 
beyond all shadow of a doubt that the advent of Imperial Air- 
ways's wonder liner has stirred the imagination of the 
populace to a remarkable degree."^' The paper estimated that 
ten thousand people gathered on the aerodrome next day. 
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despite a bitterly cold wind, and "swarmed around the 
aeroplane so that it was impossible to move it". 

Its very size was breathtaking. Much larger than any aircraft 
yet seen in Australia, it had a wingspan of ninety feet — "too 
great to allow entrance to any commercial hangar in the coun- 
try" said the Qantas Gazette.^^ Its four Armstrong Siddeley 




Serval engines each provided 340 horsepower, giving it a top 
speed of 150 miles per hour. It could carry either seventeen 
passengers or a mix of nine passengers and a ton of mails and 
freight, plus its crew of captain, first officer, wireless operator, 
and engineer. "Grace, beauty and efficiency in flight — the 
Astraea", was the summary of the Telegraph. The purpose of 
the flight to Australia, said Maj. H.G. Brackley, air super- 
intendent of Imperial Airways, was to survey the proposed 
England-Australia route. "We have come to Australia", he 
said, "as ambassadors of commercial aviation and not as 
poachers on existing services." 

A triumphant tour of Sydney, Canberra, and Melbourne 
followed with, everywhere, the same tumultuous welcome and 
press attention. "The mighty aeroplane, impressive in the air, 
where she dwarfed local machines which escorted her into 
Mascot, was even more impressive in her bulk and wing- 
spread on the ground", said the Sydney Morning Herald. "Her 
arrival opens a new chapter in flying in the Commonwealth."^' 



The Astraea taxies to a halt at 
Archcrficld, 23 June 19 J3. ITic 
commander on this survey 
llight, Capi. .A.R. Prendcrgast 
of Imperial Airways, died in the 
crash ol QUA's second DH86 
near Longrcach on 15 
November 1934. 
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So alarmed were the Larkin interests at this tidal wave of 
acclamation and its ensuing effects that a telegram was sent on 
behalf of the Air Convention to the proprietors of all the 
major newspapers, urging press restraint: 

By clever propaganda and methods beyond reach of Australian 
aircraft operators, Imperial Airways' monopoly is endeavouring 
to stampede government, press and public into pre-supposing 
that company will secure subsidy contract for Singapore-Aust- 
ralia air link. As tenders not yet called, and as several Australian 
companies propose tendering, appeal to you to place fair limit on 
space devoted to Imperial Airways, and make it clear to public 
that tenders have yet to be called, and the Government has stated 
its intention [of] giving preference [to] Australian companies.^' 

While the Asiraea was in Brisbane, Charles Ulm arrived in 
Singapore with Scotty Allan and P.G. Taylor, on their way to 
England in Ulm's new aircraft, Faith in Australia. Fergus 
McMaster, meanwhile, was "rather hurriedly" drafting 
material to "form a guide for Mr Fysh in negotiations in 
London" with Imperial Airways.^' Fysh was to be a passenger 
in the Astraea on its return flight to England, charged with 
producing a draft agreement from what Imperial Airways 
described as "a concordat [with Qantas] for the formation of a 
joint company to tender for and, if successful, operate the 



The Asiraeti undergoes a 
mechanical check in the Qanias 
hangar ai Archcrfield, 23 June 
1933, after the official welcome 
to its crew. The largest aircraft 
seen in Australia up to that 
time, the Asirjen shows in this 
photograph why the editor of 
the Qantas Gazette reported 
that it was "too great to allow 
enirance to any commercial 
hangar in the country". 
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Singapore-Darwin-Brisbane section of the England-Australia 
service".'" The Astraea left Darwin on 7 July for Karachi 
where Fysh transferred on 16 July to the Hannibal^ an even 
bigger airliner, for the five-day journey to Croydon. That he 
was somewhat overwhelmed by the experience is evident in 
The Log of the Astraea^ which he compiled en route. "One is 
simply wafted on a magic carpet from the land of Australia", 
he wrote. It was "a galaxy of changing effect ... a perfect 
kaleidoscope".'' 

Though the visit of the Astraea to Australia had certainly 
helped the cause of the Qantas-Imperial Airways partnership, 
it had also stirred up those who opposed it. A.E. Rudder was 
sensitive to their accusations of dominance by Imperial Air- 
ways and wrote to McMaster on 28 August: "It seems to me 
that a little more Australian character might be added if the 
tenders are submitted in the name of Qantas."" Brearley, in 
his WAA Bulletin, continued to attack Imperial Airways' effi- 
ciency and accident record, provoking an uncharacteristically 
bitter comment from Fysh, in London, to McMaster: "He has 
forgotten the opening of his own north-west route, [referring 
to the fatal WAA crash that occurred] and the fact that surplus 
subsidy revenue has not gone into his service but to enrich 
himself and his shareholders."" 

By 6 September, McMaster was able to wire A.E. Rudder 
that Fysh had advised by cable from London agreement with 



Charles Ulm and a group of 
associates purchased Southern 
Moon, one of ANA's Avro 
airliners when that company 
ceased regular scr\)ccs in June 
1*^31. It was overhauled and 
modified lo emerge as the Faith 
in Australia in early 1933. Ulm, 
Scoiiy .■Mian, and P.G. Taylor 
left Australia in June 1933 in 
an attempt to fly around the 
world through both 
hemispheres. This attempt was 
tcrnunatcd foUowuig a take-ofT 
accident in Ireland and the trio 
returned to Australia in 
October. Ulm subsequently 
made several flights between 
.Australia and New Zealand in 
VH-UXX in 1933 and 1934. 
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Imperial Airways on share interests "and other vital factors". 
That McMaster wanted everything out in the open is clear 
from the comment that followed: "Personally against any 
make-believe regarding share interests." Like Rudder he 
p refe ri c d j he said, "for political reasons [that] Qantas lodge 
tenders for [the] combined intereitt*'.^ 

The poUdcal debate w» oertainly hottiiig up. Senator 
(Labor, New South Wales), on 1 September, m an urgency 
debate on the Singapore service in the Senate, praised the 
achievements of Kingsford Smith and Uhn and other 
Australian airmen and declared: 

Apparently these men ace to be left on the beach, while this 

profitable contract goes to Imperial Airu'ays, to be run on British 
capital, manned by British airmen, and paid for with good 
Australian cash. What chance has Smith or Ulm, or any other 
Australian without money, to ouuipete w it h thfawodtiyino^^ 
ly in open tenders? They will be fimen out and the Government, 
by its encouragement of the propaganda stunt of the Astnua, is 
already prqMring the public mind to see them frozen out. 

The auditor-general, the soiator continued, had for three 

years in succession "condemned the proposal for an Aust- 
ralian-British air mail service". His 1931 report had stated, 
the senator quoted: 

Although it is perfectly clear that the Australian financial position 
is such that it cannot afford the huge subsidy which would be 
necessary to maintain such a service, endeavours are being made 
by certain oonomereial interests to inflnenoe the CowMnonweaWi 

Government with a view to establishing the service. No real 

justificaiion for an EngliRh-Amtfralifln air mail service has been 

established. 

The senator then made it plain that he considered those vested 
interests — "the nigger in the woodpile" — to be Imperial 
Airways. "AustraUa", he said, "is not the first to feel the 
imperial tentacles of this octopus." Rclerring to associations 
**with Australian directorates that are interlocked with British 
oonoems** he Imked Imperial Ahwayt with "the mammoth 
Dunlop mtereat*', and the "pofwerful Britiah-Auatialian 
financial Baillieu group**. The Melbourne HmUd, he aaid 
enthused about the /4riraa(i*a viait ''because Britiah &iancien» 
through the Baillieu group, control that newspaper am^ 
through it, nearly one-half of the newspapers of the Common- 
wealth". He accused the Sydney Morning Herald and the 
Melbourne Argus saying that they "have already joined in the 
chase on behalf of this British company".^' This opposition 
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view was to be elaborated and repeated in both Housea in the 

weeks ahead. 

A handwritten letter from Fysh to AkMaster on 17 
Sepiciubci . irom ihc Grosvcnor Hotel, London, expressed a 
differeni perspeaive. "There is not the slightest doubt but 
that control would remain in Australia", he wrote. Though 
the cilects of his uiitial welcomes and impressions had worn 
ofT and there had since been differences of opinion and discus- 
sions, he was, he said, "only more settled in my opinioii that 
Woods Humphery is a great leader and that his eBecotives are 
esceUent. Their policy is our policy to an eztraordhiary 
CKtent. Their principles of operation are right, and they are 
not ont to make poims." It was a quiet and personal letter, not 
meant for an audience. "In the early days," he wrote, "you 
had your dreams for Qantas. Now all lies at our feet if we get 
Singapore-Brisbane. It will be no monopoly, however, as we 
have not yet done with Brearley and the Dutch."'* 

Apart irom ilie controversy about who should operate the 
Singapore service, ihere wide public ddiafe about the 
route it should follow in Australia. It was the firm government 
policy that, from Darwin, the service should follow the 
established route down to Charleville in Queensland and then 
terminate, further south, in the New South Wales country 
town of Cootamundra, the half-way point in the rail-link 
between Sydney and Melbourne. Brisbane was to retain its 
branch route by air with Charleville, but there were to be no 
air connections by the new service with Sydney or Melbourne. 
The alternative route, publicly argued by McMaster, was that 
the EngUmd-Australia service tbould operate through 
Brisbane to Sydney. The Sydti^ Maimmg HeraU oommented: 

It is understood that the management of the Qantas service in 
Queendand, whoae cqwiience surely entitles it to be heard, folly 
shares the disappouUDMot of Impciiai Ainrays widi the Federal 

Government's reluctance to consider a route through Brisbane to 
a Sydney terminal as an alternative to a country route to a 
Cootamundra terminal . . . [The Government policy] illustrates 
too narraw a inrion of the new cpodi about to open in AiMlialian 
overaett oonmnmications.*' 

In BtiAmat, the GmrtfrsMaftf reported that "Euiopen airmen 
ridicule the idea of tcfminaring the world's kingeat air service 

at Cootamundra, instead of Sydney, via Brisbane. Nov^ere in 
Europe is the influence of railways allowed to retard air 

development."** Fysh had put the Qantas view direct to Sir 
George Pearce, arguing that a Darwin-Cootamuodra trunk 
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line "operating wholly through the back country, passing by 
the city of Brisbane and having no city terminal, w ill result in 
... an airways system neglectmg many basic operating prin- 
ciples, and not in conformity with world development".^^ 

The govenunent was umnoved. The tender SonoM, with 
conditioiis of tender and ooatraa> were isiued on 22 
September and specified Cootamundra as the Australian 
terminus for the England-AustraHa service. The terminus In 
England was London. 

The tender forms set out three "divisions" which could be 
tendered for: the overseas division (Singapore- Darwin)j the 
eastern division (Darwin-Brisbane-Cootamundra, with 
subsections listed as D.irwin-Mt.Isa-Longreach, Longreach- 
Brisbane, Charievilie-Cooiaamndraji the western division 
(Katherine-Perth, with subsections Katherine-Broome, 
Broome-Gamarvon, Carnarvon-Perth). 

Aeroplanes, said ihe conditions of tender, shall have a cruis- 
ing speed of not less than 110 miles per hour and a cruising 
range of not less than 600 miles (against a head wind of 30 
miles per hour) for the overseas division (and not less than a 
300-mile range for the other divisions). For the first two years 
of a five-year contract tenderers could use aircraft with a cruis- 
ing speed of not less than 95 miles per hour. 

The tender conditions were immediately criticized by the 
two authoritative British aviation magazines. The Aeroplane 
and Plit^tj and die Anstralian magirine Aimft^ CG. Grqr^ 
editor of The Aeropkmt mi perhaps the most respected avia- 
tion commentator of his dajr* described the minimimi speeds 

required as ridiculous. "Five years hence", he said, "cruising 
Speeds ought to be 200 miles an hour."^*' The magazine Fhglttt 
the organ of the Royal Aero Club, said it did not see any signs 
that air transport was ruining the railways in Australia or 
anywhere else. "Therefore it seems a pity to send an airway 
into the wilderness [Cootamundra] m order to subordinate it 
to the interests of the railways."*' Aircraft, in Australia, 
pointed out that with Cootamundra "as the abaohne terminal 
point**, passengers arriving there would have to catch their 
tram to Sydney or Melbourne at three in the morning. "It 
appears that the only possible reason the Government had in 
entertaining this farcical proposal was to necessitate the final 

transport of mail and passengers over Government 

Railways. "■•2 

Sir Charles Kingsford Smith and Charles L'lm both lent 
substance to C.G. Grey's remarks by makmg separate high 
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speed flights from England to Australia within weeks of the 
issue of the conditions of contract. Kingsford Smith flew a 
Perctvd Gull (the Miss SouAem Cms) from Lympne 
(London) to Australia in seven days four hours forty-three 
minutes, and went on to receive an extraordinary wetcome 
fixim a crowd estimated at some hundred thousand on his 
arrival in Melbourne on 15 Oaober. He had cut forty hours 
off the record set by C.W.A. Scott. Charles Ulm left London 
three days before Kingsford Smith's Melbourne arrival and 
(with Scotty Allan and P.O. Taylor) in his aircraft Fairh in 
Australia, bettered the time of the Gull and set a new record 
by flying from England to Australia in less than a week (six 
days seventeen hours fifty-six minutes). 

Ulm had temporarily abandoned his plans for trans- Atlantic 
and trans-Padfic fli^its. "When he returns to Australia/* said 
a press report from London, "he will devote his attention to 
prqmring tenders for the air mail contracts for the service to 
Australia next year."** 

Kingsford Smith announced his own intention to tender for 
the Australia-Sinciapore contract, when he passed through 
Sydney on 15 October. "I told Mr L'lm m London", he said, 
"that if his company, which will also tender, was succLsstul in 
getting the contract, I would join his board of directors in an 
advisory capacity. In the meantime, 1 am preparing . . . ibr my 
own tender for die aerial mail contract.*'^ The England-Aus^ 
ralia service, he said, could be operated "on a basis of ten 
days". His company would also, he said, undertake the 
building and sale of aeroplanes. He had a licence for the 
building of the Percival Gulls in Sydney. 

Commenting on the Ulm and Kingsford Smith flights, the 
Brisbane Telegraph said: "One notable effecr of two new 
records within a few days of one another has been to focus 
criticism upon the terms of the proposed aerial mail service 
contracts between England and Australia. The schedule pro- 
posed was absurdly generous."^' In London the Evening 
Standard also referred to the two flights and the minimum 
speeds specified for the airmail contracts. "Britain is standing 
still so far as the main air routes are concerned", it wrote. "We 
shall be condemned to the operaticm of the Australian route at 
speeds other countries are now leaving behind."''* The Air 
League, in England, cabled Ulm: "Well done. Your flight is 
almost an insult to the Anglo-Australian air mail schedule."*' 

In the House of Representatives on 25 October, Mr J. A. 
Beasley (Lang Labor) moved the aJjuurnment of the House to 
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discuss the conditions of tender and alleged that the tenders 
had been rigged to benefit Imperial Airways. He repeated 
charges of undue iniluence by Baillieu interests. Mr C.L. 
Baillieu, he said, through the Melbourne Herald chain of 
Aiucralian newspapers^ "is the recognised Cabiiiet makor. His 
servant. Sir Keldi Mnrdocfa, has been knig^ited by the 
Government.**^ The government, through the assistant 
minister for defence, J. Francis, replied vigorously. The 
allegations, he said, were based on information gleaned from 
"a small, disgruntled coterie known as the Air Convention, 
which had been bombarding members of Parliament for 
months with all sorts of documents and dodgers. This small 
coterie had at last iound a spokesman in the House, but it had 
no authority to speak for Australia, it had an axe to grind.**** 

The Air Convention had induded the prime minister, J JL 
Lyons, in its bombardment. Its chairman, H.T. Shaw, had 
written a strong letter on 19 October to the prime mmister 
reqpiesting a Royal Commission on aviation eipenditnre. 
"You claim**, he sai4> "that the Government has satisfied 
itself tliat there was no foundadon whatsoever for accusations 
of favouritism, malpractice, etc." and that departmental 
officers had been instructed to "ignore the baseless and harass- 
ing criticism and innuendos of the Air Convention. Well 
informed people", the letter continued, "could only conclude 
that 11 IS your desire to further the tyrannical administration of 
the Civil Aviation Brandi** ensuring that **the flow of political 
favours will continue to those selfseeldng monopolies*'.'* 

Shaw received a withering reply. 

I am directed by the Prune Minister to reply to your letter of 19 
Ocn>bcr. The pititing of penoml grievsnoes by pubttciy 
methods and the imputation of (fishonest motives to all vAo do 
not happen to agree with you are not likely to impress . . . 
emanating from a body which makes pretensions of a represen- 
taive character which are obvioody not warranted by ftctt. llie 
vStt-fXykd Australian Air Convention is lepmeuiati ve only of a 
limited group of persons in V'iaoria . . . pursiiing personal 
vendettas . . . The determination of policy is a matter ior the 
Govenunent, subject to die directioii of Parliament." 

The Qantas annual general meeting that year was held with 
Hudson Fysh still overseas. The thirteenth annual report, 
referring to the Australia^Engjland service^ recorded that ** a 
basis of agreement has been readied between QJUY.T.A.S. 
and Messrs Imperial Airways Ltd. fi>r the fbcmatioa of an 
Australian Company to tender for, and if successfiil, operate 
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the Singapore-Port Darwin-Cootamundra-Brisbane Seaions 
of the proposed service, in addition to the other activities at 
present carried out by Q.A.N.TAS. In associating with 
Imperial Airways Ltd. your Directors have been inflnenctd by 
the National aspect involved in tliia Empire Service.'*'^ The 
directors reported a net profit for the jtn to 30 June 1933 of 
£1,063 and recommended a dividend of 4 per cent. 

Fysh, his work finished in London, returned to Australia 
through the United States and flew in the &st, all-metal 
Boeing 247 aircraft of United Airlines on their night beacon 
service between Chicago and San Francisco. He was vastly 
impressed. "All these high speed machines here make 
cverythmg look out of date in England, except the Handley 42 
— which is supreme m its class ", he wrote lo Woods Hum- 
phery at Imperial Airways. There were, he said, forty-two ser- 
vicea in and out of Chicago every twenty-four hours. On the 
night route, he wrote: **Tbere is a landing ground every twen- 
ty miles, all lit up for landing, and every ten miles a revolving 
beacon."" Fysh also had a preview of the Douglas DC2 and 
DC3 which, he wrote, "was to revolutionise all our previous 
ideas of air transport aircraft". It "was, of course, only a 
twin engined type and primarily designed for service on the 
transconnnental routes of the U.S.". Qantas and Imperial, he 
added, considered four engines essential for long Empire 
routes. "The U.S.A. m 1933 had noi lifted its sights much 
above the horizon of its own country and no aircraft had yet 
been produced capable of operating regularly with a 
reasonable payload over the Atlantic**, he wrote later." 

From the US West Coast, Fysh continued his return 
journey by ship. An apologttic letter from a hard-pressed 
McMaster at his Devoncourt property awaited him. "I am 
sorry I can't be in Brisbane to welcome you home after your 
very successful negotiations with Imperial Airways", wrote 
McMaster on 29 October. "Unfortunately at present I am tied 
up with shearing here." xVicMaster added that he had gone 
carefully through the agreements with Imperial Airways. 
'^There are some provisiona with which I am not in foil 
accord*', he said, '*but taken as a whole the agreements are 
satiaftctofy, and I wish to congratulate both yourself and the 
representatives of Imperial Airways for the fiumess and 
soundness of the decisions."" 

One of the decisions was the choice of a four-engined de 
Havilland aircraft (sponsored by Imperial Airways in its 
development) for the Singapore-Darwin route. To be called 

181 



Copynyhted material 



Hie Dcftat of DfatnM 



the DH8b, it offered either the Gipsy IV engine as powerplani 
or the new and more powerful Gipsy VI. Qantas and lAL 
chose the latter, but left the final decision open in case the less 
expensive, though lower-powered Gipsy IV gave them a better 
chance of securing the contnct with a lower tender price." 

Fysh had prepared a final report for the board on his 
overseas journey while still at sea on the SS Monur^ between 
New Zealand and Australia. Earnest, and somewhat stilted, 
there is no doubting its sincerity. 

Imperial Airways are thoroughly nadonal; their work ocnutitutes 

one of the greatest En^Mie movements — there is no thought of 
pecuniary gain. Qantas staned off in 1920 strongly national and 
with expansive ideals, as reference to Mr Fergus McMaster's 
early speeches and prospectuses will reveal. I would like to stress 
that this early spirit be not allowed to di^ and that our expansion 
be thoroughly Empire, and that we go forward with ^^trone con- 
fidence in the future and with optimism, without which anv 
pioneering venture, sucii as the one to which we have set our 
hands, isusdess. 

The position, as I see it, is that we have the chance now to 
engage in a part of one of the greatest Empire transport 
developmeats in history. If we are beaten out of the contracts, 
AustrsUan and Empire air developmem [will] suffer, whidi 
means we have a strmig dttty to perform — besides the saving of 
the Qantas company from virtual extinction. The whole outcome 
of affairs hinges around the next few months.** 

Fysh read his report to the directors at a board meeting on 
14 November, a week after his return. McMaster moved a 
resolution of appreciation of his efforts and "a hearty welcome 
back to Brisbane". That board meeting also discussed the 
agreement with Imperial Airways, suggested amendments 
relating to subscribed capital, and decided to leave matters for 
final negotiation with S A Dismore, seaetaiy of Imperial 
Airways^ who was expeaed m lice December. The mimnes 
record: 

Clause 2b of the conditions of contract applicable to the new 
Services being called by die Aratndian Government make it 
necessary for tenders to be submitted in the name of the Contract- 
ing Company, In these circumstances it was proposed by Mr 
Campbell, seconded by Mr Loxton, and carried that a cable in the 
following form be sem to Imperial Airways: Clause 28 makes 
imperative noisier Qmtas Empire as tendering company. Subjea 
to your approval propose drafting Articles of Association coojunfr 
tion Rudder for submission Dismore [on] his arrival."** 

And so "Qantas Empire" it was. McMaster formally 
instnicted Messrs Cannan and Peterson, soUcitors» in a letter 
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on 2§ NoYsmbsr 19 drift ib9 M^mvrindMin Articles of 

Association. "It has been agreed between Messrs Imperial 
Airways Ltd and Q.A.N.T.A.S. to register a company in 
Queensland under the name 'Qantas Empire Airways Ltd.' to 
tender for the Australia-Singapore Air Mail Service", he 
wrote. *° 

The Qantas Gazette said that the company 

is quietly confident in evolving its plans for submission to the 
Commonwealth Government ... It has been mentioned that the 
contracts should be so Australian as to even exclude British 
capital. This is a strange theme indeed, when it is remembered 
that right from the inception of the occupation of Australia by 
whites, British capital has been instrumental in developing the 
various industries. We live on British loan money, and British 
capital is today flowing into manufaauring, pastoral and mining 
pursuits — they just can't get enough of it. Why should aviation 
be excluded?*' 

Meanwhile, the first passenger ever to travel on Qantas 
scheduled services, and its link as aviation pioneer with a more 
remote Australian pioneering past, Alexander Kennedy, had 
celebrated his ninety-sixth birthday in Brisbane with a flight 
to Mt. Isa to see his family. The Courier-Mail recalled his 
sixty years in Queensland and his birth in Perthshire, 
Scotland. "He founded many station properties", it said, 
"which today are household words." The old man himself 
recalled: "When I first went west I travelled by bullock team, 
because I could not afford to buy a pack horse. If we covered 
ten miles in a day it would be good going." Now, he said, he 
always flew. "I leave Brisbane on Tuesday morning and have 
lunch in Mt. Isa, 1,200 miles away, on Wednesday."*^ 

Qantas Empire Airways Limited was registered in Brisbane 
on 18 January 1934. On 22 January a meeting of four men was 
held at the Wool Exchange Building, Eagle Street at 5:45 P.M. 
They were A.E. Rudder and S.A. Dismore, representing 
Imperial Airways Ltd, and Fergus McMaster and Hudson 
Fysh representing Qantas Ltd. At this first meeting of Qantas 
Empire Airways, the full board of directors, as agreed with 
Imperial Airways and Qantas, was appointed. They were: F. 
McMaster, chairman; A.E. Rudder, vice-chairman; H. Fysh, 
managing direaor; W.A. Watt, P.C., director; F.E. Loxton, 
director; F.J. Smith, director; H.H. Harman, secretary. 

The meeting concluded formal business and recorded the 
submission of "the proposed tenders for the air mail contracts 
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Hudson Fysh and S.A. 
Dismorc, secretary of Imperial 
Mrwavi, photographcfd on the 
ro<if nfthc W'oiil F.Xvh.u)j;i.- 
Building in Eagle Street on 24 
January 1934. They are sitting 
on the metal box containing 
Qantas Empire Airways' tenders 
for the overseas air services 
which ihcy lodged with the 
federal government in 
Melbourne on 31 January 1934. 



with a list of the proposed tender prices". It was resolved that 
they "be and are hereby approved subject to such additions 
and/or amendments deemed necessary" by Fysh and Dismore 
"in the light of later information".*' Dismore, in his four 
weeks in Australia, had not only laboured to finalize the Qan- 
tas agreement, but had worked arduously with Fysh both in 
England and AustraUa to prepare the tender documents. They 
were due for submission by 31 January. 

The agreement leading to the formation of Qantas Empire 
Airways provided for a capital of £200,000 of which Qantas 
and Imperial Airways were each to hold 49 per cent. The 
remaining 2 per cent was held by an umpire, Sir George 
Julius. He was, Fysh later wrote, "an umpire who never had 
to blow his whistle"." One clause, proposed by lAL, express- 
ed the basis of their association. "It is the intention of both 
parties that each shall have a 'square deal' in the sense that 
that expression is understood by fair and reasonably minded 
men."" 

Two days after the first Qantas Empire Airways meeting in 
Brisbane, Fysh and Dismore set off for Melbourne by train. 
With them was a black tin box containing the tenders — 
twenty-two submissions in all for the various routes and varia- 
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tions for each route. There were spaces left for price, to be 

completed ai itie M momeni.^^ 

"In our sleeper from Sydney to Melbourne," wrote Fysh, 
"we had that precious box on the floor, always within sight. 
Then who should come in but Ulm and Brearley, on their way 
to Melbourne to lodge their tenders. They sat down for a yarn 
and rested their feet on that box . . 

The tenders were lodged at 4:15 P.M. on 31 January 1934 
with fifty-one minutes in hand; official closing time for their 
receipt was six minutes past five.*' 
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"The great surprise", Fysh wrote to McMaster on 9 
February, "is that Larkin did not tender. It is surmised that he 
could not raise the capital. Our opposition appears to be 
Brearley and ITlm, who will jointly form a company to be 
called Commonwealth Airways — if successful."* 

New En^and Airways (started by G.A. Robinson from 
Lismore, Mew Soutli Wales, in 1930) seemed, said Fysh, to be 
the other opposition. **Our chances now appear better than 
ever but, of course, we do not Icnow what is in the tenders.'* 

Qantas Empire Airways had tendered with five of the new 
DH86 cabin biplanes, powered with four Gipqr VI engines. 
In construction its forty-six-foot fuselape was, technically, an 
unobstructed plywood box with spruce stiffening and fabric 
outer covering. Its wings had a span of sixty-four feet six 
inches and were of two-spar wooden construction with the 
engines mounted on the lower wing. Empty weight was 6,000 
pcnmds and it could carry ten passengers plus a crew of two at 
a cruising speed of 145 miles per hour. 

The tender price submitted for the Singapore-Brisbane 
main trunk service and the Charleville-Cootamundra ter- 
minator was two shillings and eleven pence a mile, reducing in 
the fifth year by six pence a mile, requiring for the five-year 
term of the contract a total subsidy of £339,486. (A tender was 
also submitted for the short, northern branch line between 
Cloncurry and Normanton at two shillings and four pence a 
mile, reducing to two shillings and two pence.) 

Edgar Johnston, as controller of dvil aviatioii, was a 
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member of the committee charged with reporimg on the 
renders. (The others were the fmance secretary, T.J. Thomas, 

as chairman; the assistant secretary. Department of Defence, 

M.M. Maguire; and the secretary of the Contract Board, 
A.S.V. Smith.) Johnston advised Fysh that the commiitee 
expeaed to complete their consideration of the tenders in a 
month, with the final dedsioa resting with a Cabinet subcom- 
mittee. 

In the period of waiting, there were strident attadsB on 
ahnost everybody by the Air Convention interests. "A large 
section of the Australian Press", they charged, "was continu- 
ing to provide space and prominence to overseas propaganda 
calculated to enhance the prospects of the Imperial Airways- 
Qantas combine securing the new air mail contracts, 
regardless of the lowest tenderer." OtTicialdom, it said, had 
prepared tender forms "giving tremendous advantage to de 
Havilland aeroplanes — whose payloads, speeds and ranges fit 
someof the seoions like a gloveV The de Havilland Aircraft 
Company was accused of withholding prices and particulars 
of their aircraft *'fiom at least one prospective tenderer**, 
indicating **coUusion". 

Under the heading "Symptoms of Graft**, the Air Conven- 
tion Bulletin charged that there were rigged tender forms and 
contracts by negotiation; deputations and requests for public 
inquiries were ignored. "How, in the face of these and other 
unmentionable facts can we refrain from bemg suspicious of 
graft? We must assume the worst", it wrote.' 

There was a more subtle, if quite proper, approach lo the 
application of persuasion by Sir Charles Kingsford Smith. In 
a '*persoiial" letter to Edgar Johnston on 20 February he 
wrote advising "definitely that I am associated with Robiiiaon 
m his tender ft»r the mail subsidy, and anything that can be 
done to help him will also help me. Naturally, old man, I am 
not suggesting you do not consider each tender on its merits.*' 
Then with even ftirther disingenuousness he advised: "The 
Southern Cross will, incidentally, become a possible standby in 
the event of a shortage of Avro Xs on this section."* 

AicMaster, though by no means sure of the outcome of 
QEA, had no high opinion of the opposition and was scathing 
in a letter to Fysh on 2 March, about die motives bdiiiid the 
use of the Somhem Cross. 

There is no telling what will be done about the tenders, but it 
oould hardly be imagined dut the Uhn and Breaiiey lot would be 
ooniadcred fiw the jKngapom-Bririwie tecrion, or diat die loose 
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arrangement between Robinson [New England Airways] and 
KingiuGsrd S^th would be seriously considered — widi Aree M 

machines and the old Southern Cross. There is no doubt ihty were 
hard pushed, to make use ofloow Nndmctt «iien diqr tndu^ 

the Southern Cross.^ 

Charles Ulm, now under severe financial prenures, at once 
turned his energies, with characteristic realism, to possibilities 
quite unconnected with the airmail tenders. His old colleague, 
Kingsford Smith, was in better financial shape. He had not 
only won a knighthood but, in October, received a personal 
telephone call from Prime Mmister Lyons advising him that 
the goverrunent had decided to make him a grant of £3,000 — 
free of income tax. Further, Kingsford Smith had accepted in 
the nme month an appointment with the Vacuum Oil Com- 
pany **in an advisory capacity on all matters pertaining to dvil 
aviation". The salary, said press reports, "is believed to be 
considerable**.* He had other irons in the fire. The aircraft 
built lev him at Cockatoo Docks, Sydney, the Codocky had 
flown successfully and in March 1934, he visited New Zealand 
"for the flotation of a company to purchase this machine and 
place an order for three more", with the object of starting a 
irans-Tasman "Dominion Air Service".^ By contrast Ulm, in 
a letter to Edgar Johnston on 6 March, wrote: "I have now to 
set about earning some cash and, quite frankly, could do with 
a job ~ for if I don't get it [he had lodged a tender for carrying 
out upper air meteorological flights] I shall probably have to 
start a bamstonning }ob." Just three days later he wrote again: 
**I am having a particularly rough spin.*** Edgar Johnston, 
who regarded Ulm as the outstanding business mind and ad- 
ministrator in commercial aviation of his day, could not help 
him and had to advise that his tender for the meteorological 
flights was unsuccessful.'' He noted, he said, Ulm's mterest in 
the Bourke-Adelaide service, for which tenders were expected 
shortly, and that "Ulm was going mio the possibility of other 
overseas services". Ulm had completed, in February, his 
fourth flight across the Tasman in Faith in Australia* He con- 
templated a new Sydnegr-Brisbane service (and wrote to 
on 12 Mardi thanking him for his offbr of co-operation if this 
service commenced) and, with those "other overseas services 
in mind", he publicly qp ress ed his opinion that a regular 
service across the Tasman was possible and that the right type 
of aircraft for it would soon be available.'" His immediate 
interest, however, he told the Sydney Morning Herald on 19 
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February 1934, was "the tender for the air mail contract from 

Sineapore lo Brisbane and Cootamundri". 

Despite all his financial pressures and business preoccupa- 
tionsj Ulm, with his wife, found time to comfort Brinsmead in 
the last days of his long semiparalysis and decline. They went 
out of their way, wrote Fysh, to give him friendship, care, and 
attention and to ease his sad condition. Brinsmead died on 11 
March." 

The minister for defence. Sir George Pearce, had announc- 
ed publicly that he was not going to accept personal respon- 
sibility for the letting of the airmail contracts. The onus 
would, he said, be on Cabinet as a whole. ("I do not altogether 
blame him", Harman wrote to Fysh. "There will be a lot of 
mud-slinging when the contracts are let.")'^ The necessity to 
get Cabinet together, however, had caused delays while the 
recent return of the prime minister from England raised 
possibilities of new influences and doubts in Fysh's mind. It 
was his main worry that Lyons might be under the impression 
that QEA would be swallowed up by Imperial Airways. In a 
letter on 23 March to director W.A. Watt he wrote that if the 
prime minister expressed such an opinion "the outcome may 
be most damaging to our cause". He thought the prime 
minister would be likely to advise Cabinet on the matter, and 
possibly attend Cabinet meetings that considered the tenders. 
"Unless the issue is more or less clear cut in our favour," 
wrote Fysh, "his attitude will mark the turning point as to 
which way things will swing."'* 

On 19 April 1934 it was the prime minister himself, J. A. 
Lyons, who announced the outcome. Qantas Empire Airways 
was awarded the Singapore-Brisbane service. The depart- 
mental technical committee report, made public, revealed that 
there had been only one other tenderer for the overseas route 
— the Brearley and Ulm combination. (Both tenderers had 
proposed the DH86 aircraft.) 

Qantas, said the report, had submitted four alternative 
tenders for the Singapore-Darwin section, Ulm and Brearley 
six. The lowest of all these tenders came from Qantas 
(£207,248) but offered the use of aeroplanes capable of cruis- 
ing at only 119 miles per hour and was rejected. Analysis of 
the remaining tenders for Singapore-Darwin also favoured 
Qantas, who tendered £228,478 using aircraft with a cruising 
Sf>eed of 145 miles per hour. This compared with a tender 
£44,483 higher from Ulm and Brearley for this sector, said the 
report. 
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Analysis of tenders for the eastern division (Darwin- 
Brisbane-Cooiamundra) also favoured Qanias Empire Air- 
ways, who quoted £180,764 for the five years. Tenders were 
also received for this division from New England Airways and 
Gnm Ulm and Brearlqr. 

For the southern CharleviUe-Cootamundra section alone, 
tendefs were received from New EngUmd Airways and Air- 
craft Pty. Ltd. (Butler Air Transport). 

There was* however, a surprise in the rq^i^ of the technical 
committee. No request, it said, had been made in the condi- 
tions of tendering for a combination of the Singapore-Darwin 
and Darwin-Brisbane-Cootamundra services; but both QHA 
and Ulm-Brearley had submitted combined tenders. Exam- 
ination of the combined tenders, said the committee report, at 
once disclosed that the acceptance of a combined tender would 
be of the utmost advantage to the Gommonwealtfa. 

The lowest tender fi>r the combined sections came from 
Qantas Bmpire Airways (£315,700) but was refected becinae 
of the 1 19 mile per hour cruising speed o£^d. However, the 
next lowest tender, using aircraft cruising at 145 miles per 
hour, also came from QEA (£339,486). The lowest tender sub- 
mitted by Ulm and Brearley for the combined section was for 
£351,379. (The highest of all the QEA alternative tenders for 
the two sections was £596,804i the highest from Breaxley and 
Ulm was £821,687.) 

C^tas, then, won with its combined tender fisr Singapore- 
Darwin-Brisbane-Cootamundra of £339,486 over five years. 
The committee pointed out that if it had not considered the 
combined tenders submitted, it would have recommended 
acceptance of the four separate Qantas Empire Airways 
tenders. 

If, said tht.' committee report, it had disregarded the impor- 
tant factors of speed and service of aircraft and had recom- 
mended acceptance of the two lowest tenders received for the 
separate sections of the route, the combined amount would 
have totalled £340,806. By accepting the combined tender 
there had been the benefit of high speed, high efficiency air- 
craft as well as a saving of £1,320. 

The committee's recommendations were not, in fiKt, 
adopted fully by Cabinet. The QEA combined tender fi>r 
Singapore-Darwin-Brisbane was accepted, but the southern 
section from Charleville to Cootamundra was awarded to C.A. 
Butler. The cost was some two thousand pounds higher using 
Butler but, said the prune numster, was justified because it 
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introduced a second operator.'* (Butler tendered with DH84 
Dragon aircraft. He was well known for his one-man flying 

Operations in countrv di<;fricts and for his record solo flight 
from England to Ausnalia.) 

The aircraft specified in the winning QEA tender, the 
DH86, was the fastest British airliner in aistence and the 
fintest four-engined airliner m the world. It was also* of 
course, the first four-engined aircraft to he used in Australian 
aviation. Compared with the twm-engmed American DC3, 
however, it was slow. 

For Norman Brearley the government announcement was 
doubly disastrous. West Australian Airways not only failed in 
its overseas bid but also lost its Perth-Katherine service to 
MacRobertson Miller Aviation Company (headed by the 
oldest living Australian aviation pioneer, H.C. Miller and 
founded, in 1927, in partnership with Sir MacPherson 
Robertson). Further, WAA's Perth-Adelaide subsidy contract 
had expired on 1 April 1934 (thougli WAA cominued to 
operate it by contracting with the PMG Department to carry 
mails, and by its reasonable passenger traffic revenue). 

Neither Ulm nor Kingsford Smith won anything from the 
government decisions. Kingsford Smith told the press they 
were a serious injustice; the Australian airmen "who have 
been primarily responsible for the development of aviation in 
.Australia have been overlooked", he said. "Apparently my 
lender was not even considered." Ulm, in a personal Iciier to 
Edgar Johnston, said he wished the new service every success. 
**I trust the public will support it generoudy.** He thanked 
Johnston for his sympathy at his own failure to get one or 
more of the contracts. He did not, he said, think the govern- 
ment meant to reflect on the ability of Australian airmen.^* In 
a press statement he said: "Probably cost was the most impor- 
tant factor considered."" 

The contract for the short MelbournL-Hobart sector was 
aw-arded to Tasmaman Aerial Services, formed in 1932 by the 
Holy man brothers, Ivan and Victor (grandsons of the founder 
of the Tasmanian diipping company, William Holyman & 
Sons Pty. Ltd.). They were, in combination with four other 
major shipping imerests, soon to emerge as the biggast smgle 
force in Australia's internal air services. 

For the new Qantas Empire Airways it was a heady 
moment. "I have been simply inundated with messages of 
congratulations". Rudder wrote to Fysh. "The win seems 
popular and so far the press is entirely friendly."'* From the 
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other side of the continent, on his tarni in Western AusiraUa, 
came a simple telegram from Paul McGmness, "Congratula- 
tions your success m securing the contract. Best wishes 

Both the prime minister and the minister for defence ei- 
presscd government satisftction at the tender prices. Sir 
George stated that under the new system, route mileage wonid 
increase by some 46 per cent (fiom 5,529 to 8,070 miles) and 
annual mileage by 95 per cent (from 551,216 to 1,078,480 
miles a year) while annual subsidy would rise by only 9 per 
cent (to £102,263 from £93,361). With anticipated airmail 
revenues taken into account, average nCL annual cost would, 
he said, reduce by nearly 30 per cent.'* 

The first fiiU board meeting of Qantas Empire Airways Ltd. 
was held in Challis Houses Martin Place, Sydney on 1 May.'' 
Flresent were McMaster, Rudder, Loaoon, Vyilh nd Watt, 
with FJ. South "repre s e n ted by prosy in fimnir of W.E. 
Johnson". Dismore, secretary of Imperial Airways* WM 
present by invitation. It was moved that the formal contract 
for the carrying out of the new service be signed and sealed on 
behalf of the company. Hudson Fysh "intimated that tentative 
dates had been agreed with the Controller of Aviation for 
commencement of the overseas service from Brisbane on 11 
December and from Singapore on 17 December"." 

On 19 May 1934 a circular letter to shareholders of the 
Queensland and Northern Tenitory Aerial Sttvioes limited 
infornied them that Qantas Empire Airways Limited had been 
formed with a nominal capital of £200,000 and a paid-up 
capital of £120,000 "which is being subscribed equally by the 
Queensland and Northern Territory Aerial Services Limited 
and Imperial Airways Limited. Our shareholders will remain 
as shareholders in the Queensland and Northern Territory 
Aerial Services Limited and they will [participate in any profits 
that may accrue to 'Q.A.N.T.A.S.' from the operations of 
Qantas Empire Airways Limited.**^ The paid-up capital of 
Q.A.N.T.A.S., the letter concluded, was then 
£39,430.17s.lld. 

Qantas senior pilot Lester Brain left fi»r Rngland on 23 May 
to visit de Havillands and, on its completion and test, fly out 
the first of the Q£A DH86 aircraft. Brain stood high in the 
estimation of the company. "Your work", Fysh had written to 
him only the month before, "has contributed greatly to the 
high standards maintained by Qantas. It is this all round stan- 

192 



Copyriyi iiu J I ; ,a.L.i lui 



Qantas Empire Airway) 

Inaugural 1934 to 1935 



dard tliat Kas placed us In our present position. ^THose 

Standards were sometimes maintained under severe pressures. 
Fysh paid tribute to pilot Russell Tapp at much the same time 
noting that Tapp had flown 123 hours 30 minutes during the 
past month, "the highest number of hours flown during any 
one month by a Qantas pilot". Fysh himself departed for 
Singapore on 14 June, flying by Moth up the route to Darwin 
to inspect all landing grounds and facilities. He took the 
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Steamer to Sourabaya and the KLM air service on to 
Singapore where, he told the press, he would "investigate the 
progress being made in providing facilities for inaugurating 
the Singapore-Australia service".^* 

As these preparations for the new airmail service gathered 
momentum, the Dutch service KLM foreshadowed the com- 
petition that Fysh had anticipated. Albert Plesman, KLM 
head, announced in London on 2 July that his company in- 
tended to compete in the air service to Australia and "would 
seek an equitable division of traffic with Imperial Airways".^' 
KLM aircraft were fully loaded on the run to Batavia, he said, 
and "there was plenty of trafTic for two services to Australia". 
The Australian government was quick to respond. Extension 
of the Royal Dutch Air Mail service from the East Indies to 
Darwin, said the postmaster-general (Parkhill), would be a 
matter of arrangement between governments.^' 

Lester Brain had his first flight in England in the new 
DH86 type on 3 July and reported that he expected to take 
delivery of the first QEA aircraft on 1 September. Hudson 
Fysh, returning from his inspection of landing grounds 



The Qantas Puss Moth at 
Fergus McMaster's property, 
Moscow, near Winton, on 15 
June 1934. McMaster can be 
seen on the right. Hudson Fysh 
and Arthur Baird were making 
a surs ey of landing grounds in 
the Northern Territory to 
determine any necessary 
changes before the overseas 
services began in December. 
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between Singapore and Brisbane, reported that "everything is 
going smoothly so far as ground organisation is concerned. 
There is nothing sensaiionai oi new I can say."^' To his direc- 
tors> Fysh was able to report good resuks for the financial year 
to 30 June 1934 - a profit of £4,616, the thiid highest in the 
history of the company, representing 1 1 .7 per cent on paid-up 
capital. 

The public appetite for excitement and achievement in avia- 
tion matters had, for the decade since Cobham's first flight 
from England, been well served and increasingly stimulated. 
Aircraft magazine had described 1933 as a golden year in avia- 
tion. An Italian Air Force pilot, Warrant Officer Agcllo, in 
five sprints across a measured mile, had achieved an average 
speed of 423.76 miles per hour in a Macchi seaplane. Two 
French pilots, Maurice Rossi and Paul Codoi, extended the 
nonstop distance record by flying firom New Yori( to Rayd^ 
Syria, oyvering the 5,657 miles in just under fif^*five hours. 
Kin^ford Smith had broken C.W.A. Scott's record from 
England to Australia in his Pcrcival Gull, taking seven days 
four hours forty-three minutes. Ulm, in Faith in Australia^ 
lowered this time a week later, to six days seventeen hours 
fifty-six minutes (though Kingsford Smith retained the record 
for a solo flight). The US airman, one-eyed Wiley Post, had 
cut the record for an around the world flight, via the Atlantic 

and Europe, to seven days eighteen hours forty^nine minutes. 
Public iasdnation with every kind of aviation achievement 
seemed endless, and was nuKhed by men equally findnated 
with the risks and challenges that the new element of the air 

offered. Jim MoUison crossed the South Atlantic in a Puss 
Moth in a solo record of eighteen hours from Senegal to 
Brazil. The Frenchman Jean Mermoz, made the same cross- 
ing but with a crew of six in a twelve-ton trimotor aircraft in 
fourteen hours and two minutes. Speeds and distances con- 
quered were not the only criteria to compel public aiieniion. 
Gustav Lemoine, of France, set a new altitude record of 
44,817 feet. Soviet pilot Euseyev claimed a record for a 
parachute jump, felling fiom 23,400 feet to 500 feet before 
pulling the rip-cord. The Marquess of Qydesdale and Flight 
Lt. D,F. Mclntyre circled the peak of Mount Everest and, 
reported ilim'a/t. Flight Lieutenant Boscola of Italy raised his 
own record fer iqMuie down flying to five hours fifty-one 
minutes. 

In Australia, the battle for the contract to initiate the 
nation s first regular overseas air links had provided media 
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ind put?li& Yfiiti SYiaiion dramo spiced with personal and 

political conflicts. There was now, in the wake of government 
decisions, a temporary lull. It was filled by preparations for 
what Sir Keith Smith, second in command of the first-ever 
flight from England to Australia in the Vimy, described as the 
most important air race ever organized — the Centenary Air 
Race from Mildenhall, Suffolk, England, to Melbourne. 
Arranged as part of the centenary celebrations of Victoria, the 
prize money was provided by Sir MacPherson Robertson 
(who also donated £100,000 as a centenary gift to the City of 
Melbourne). 




The Centenary Air Race attracted world interest. It not only 
challenged its entrants with the necessity for high and sustain- 
ed speed in competition with one another, but with the con- 
quest under these pressures, of immense distances. As a race 
10 the other side of the world, it concentrated international 
attention on Australia, and on the new air route that would 
link it to England. 

The risks to the lives of the many aviators who had, with 
varying motives, pioneered the new air routes and tackled 
each new aviation record as it was broken, were well recogniz- 
ed. Though risk was central to the public drama of their 
exploits, it was also of deep concern to many commentators 
and administrators. Yet for some of those whose careers were 
irrevocably committed to aviation, and whose public reputa- 



The DH88 Comet racing 
aircraft, G-.^OSS Grosz'cnor 
House which won the speed 
section of the 1934 Centenary 
Air Race, being refuelled at 
Longrcach on 22 October 1934. 
The linglish pilot was C.VX'.A. 
Scott, who had flown for 
Qantas from 1927 to 1930. 
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The KLM Douglas DC2, 
winner of the handicap section 
of the 19M Centenary Air Race 
from England lo Melbourne at 
Darwin on 5 November 1934. 
The aircraft was returning to 
Europe. 



tions required regular reinforcement from their admirers, 
there seemed no ahernative to the pursuit of recognition and 
the acceptance of living with risk. For some who were already 
heroes, and who had already made the flights that would 
ennoble their memories there was, in this need to maintain the 
stature they had won, something of the inevitability of 
tragedy. Both Charles Ulm and Kingsford Smith were to fall 
victims to these forces. 

Ulm, busy with other enterprises, was not involved in the 
Air Race. A new company, Great Pacific Airways, had been 
registered in Sydney with E.T. Fisk, head of Amalgamated 
Wireless Ltd. as its chairman; Ulm was the only initial co- 
director." He had also renewed his plans for trans- Atlantic 
and trans-Pacific flights and wrote to Edgar Johnston on 24 
August that he had placed an order in England for an Airspeed 
Envoy aircraft p>owered by two Lynx engines. "I am leaving 
for England next Thursday, the 30th," he wrote, "and hope to 
make the flight early in November." He told Johnston that he 
was making arrangements to sell the broadcasting rights of the 
flight and asked him for letters of introduction "to the effect 
that I am a decent bloke in good standing in the aviation 
industry out here". Johnston willingly complied." Kingsford 
Smith had entered for the race, with a Lockheed Altair air- 
craft, but withdrew before it began. (Edgar Johnston had 
advised him that only aircraft certified under the requirements 
of the Paris Convention could enter for the race and the 
Altair, which had not been, was ineligible.) He, too, planned a 
trans-Pacific flight (for October-November), but in a west to 
east direaion, departing from Brisbane. 
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It was in the atmosphere of prerace excitement that Qantas 
suffered the first of two major disasters. On 3 October, the 
DH50J Atalanta took off from Longreach at 5:40 A.M. on the 
scheduled mail flight to Winton with two passengers. The 
pilot, N. Chapman, had joined Qantas in May and had been 
selected as one of those to fly the DH86 aircraft on the 
Singapore route. He circled the homestead of Fergus 
McMaster's property, Moscow, dropped a parcel of papers, 
and continued towards Winton, flying low; he never arrived, 
and a search was instituted. The burnt-out remains were later 
sighted from the air by pilot Eric Donaldson; there was no 
sign of life. Donaldson returned to Winton, where he picked 
up Fergus McMaster and flew back to the site of the crash, 
landing near the wreckage. "I did not want to see the bodies," 
he wrote in his report, "so Mr McMaster offered to provide 
an exact description of their position for Civil Aviation before 
their removal."" The cause of the crash was a mystery." 




Arthur Baird, in his report after carefully examining the 
burnt-oui wreckage, said he did not consider it the result of an 
attempted landing; the engine, he noted, was running at the 
time of the crash. (Fysh later wrote to Chapman's widow: 
"There is no authentic evidence whatever which throws any 
blame on Norman. We mourn the loss of a good officer. "") It 
was a severe and public setback. 

On 1 3 October, after a leisurely flight of nineteen days from 
England, Lester Brain landed the first of the QEA DH86 air- 
craft at Brisbane. With less than two months before the start 
of the Singapore service, there were now problems with pilot 



The remains of Qantas's 
DH50J Aialantd which crashed 
on 3 October 1934 at Vindcx 
station, south ot Winton, on a 
regular Hight from Longreach. 
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A large crowd gathers at 
Archcrficld on 13 October 1934 
to sec Qanias Empire Airways' 
first DH86 at the conclusion of 
its delivery flight from England. 



numbers, following the loss of Chapman. "Having extreme 
difficulty procure experienced DH50 pilot. Required [for] two 
months. Appreciate urgent assistance", Fysh wired the Civil 
Aviation Branch on 10 October." On the same day G.U. 
"Scotty" Allan accepted a position as pilot for the Singapore 
route on the big DH86 aircraft. Far more experienced in long 
overseas flights than the other Qantas pilots, he was a strong 
and valuable addition to the team. His contract with the New 
South Wales Aero Club expired on 26 October, and he was 
ofTered an initial salary of £650 a year and required to fly as 
required on the Queensland routes until the start of the 
overseas service. It was the beginning of a long association in 
which Scotty Allan would rise to the position of assistant 
general manager of Qantas. 

The requirement for a DH50 pilot was filled on a temporary 
basis by W.H. (Bill) Crowther, an instructor from the 
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Queensland Aero Club who had been taught to fly by Lester 
Brain. A former jackeroo, whose interest in aviation had been 
stirred when he had galloped his horse to the railway line near 
Charleville to sight Ross and Keith Smith fly south in the 
Vimy ft-om Darwin in 1919, Crowther stayed to become one 
of the best known and most senior of QEA pilots." 

Lester Brain, as chief pilot of QEA, had by now accum- 
ulated 6,694 flying hours. Not far behind in flying time was 
Russell Tapp, with 5,435 hours. Scotty Allan had logged 
4,000 hours. These were the men who were to command the 
four-engined DH86 aircraft on the Singapore service. Eric 
Donaldson, in charge at Cloncurry and flying the Aerial 
Medical Service, had flown over 4,000 hours while Arthur 
Baird, though appointed works manager to the new QEA, had 
2,563 flying hours to his credit." Hudson Fysh, with five 
minutes short of 1,700 hours logged, was nearing the end of 



The passenger cabin of 
Qantas's OH83 Fox Moth 
looking from the right-hand 
side, taken ai .\rcherficld in 
February 1934. Doors on both 
sides of the cabin permitted air 
ambulance stafT to lift patienis 
into the aircraft on a stretcher. 
This was an improvement on 
the DH50 where a stretcher 
had lo be placed in the cabin 
llrst and the patient then lifted 
in by hand. 
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The last new aircraft type to be 
introduced by Qantas before 
Qantas Empire Airways took 
over all flving operations was 
the DHsi Fox Moth. VH URI 
was placed in service in 
February 1934, replacing the 
DH50 on the Flying Doctor 
service based at Cloncurry. 



his career as a pilot (and would fly less than 3 hours in 1935).*° 
Another pilot of great distinction, P.G. Taylor (later to be 
knighted), had agreed to join the Qantas Empire Airways 
team. He was then preparing, with Sir Charles Kingsford 
Smith, for their great flight across the Pacific in the single- 
engined Lady Southern Cross (which left Brisbane on 22 
October and arrived in San Francisco on 4 November). Taylor 
had agreed to return to Australia from England either as pilot 
or accompanying the third DH86.'*' 

To allow for staff expansion and increased irafTic, Qantas 
moved from its offices at the Wool Exchange Building to 
bigger premises at 43 Creek Street, Brisbane. Amongst its less 
glamorous preparations for the expansion of business was the 
appointment of a chief accountant. Selected by Imperial Air- 
ways in London, after a request from Qantas, he was an 
Australian from Dubbo, New South Wales. He had worked in 
London, Paris, and Rotterdam and was in Berlin adding to his 
international experience with a finance firm when chosen by 
Imperial Airways. He spent some months with them gaining 
experience of airline matters and was regarded by his peers as 
able but abrasively Australian. When he left England by sea 
for Australia, Imperial Airways were uncertain of his inten- 
tions and in some doubt that he would actually take up his 
appointment with QEA.*^ His name was Cedric Oban 
Turner, and he was to have more direct effect and influence 
on the emergence of Qantas as a major world airline than any 
other single person. 



On 18 October, five days after the arrival in Brisbane of the 
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first DH86 airliner, the Centenary Air Race started. Amid dpt. w.H. Crowiher, about 
great public excitement and attention, the speed section was ^'"^''^ 
won by C.W.A. Scott and T. Campbell Black in their de capt. r.b. Tapp, about 1935. 
Havilland Comet. Their time from England to Melbourne 
was seventy hours fifty-four minutes. To Darwin, it was a 
mere fifty-two hours thirty-four minutes. There was 
immediate comparison with the twelve-day schedule for the 
England-Australia airmail service and a Hood of public 
criticism. "With exquisite if unconscious humour," wrote The 
Bulletin, "this [schedule] was published while Scott's Comet 
was flying from Mildenhall to Darwin."** The Dutch airliner 
(a DC2) that took part in the race, The Bulletin continued, flew 
out to Melbourne in three days eighteen hours, which includ- 
ed nineteen stops and a ten-hour delay caused by storm. "This 
achievement", it concluded, "has made the Commonwealth's 
twelve day schedule look ridiculous, and even the bureaucracy 
admits that something will have to be done about it." In 
London, The Times called for Britain to do better.** "The 
Empire Airmails", said an editorial, "should observe 
schedules comparable with America's most prominent 
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airlines, but at least two million pounds must be spent to equip 
routes to enable night flying." The London Daily Telegraph 
commented: "It is all a question of cost. The British subsidies 
are very low compared with the Dutch and American. Im- 
perial Airwiy*8 twdve^ndra'lialf day service to Briabane wiU 
not satisfy public opinion for a moment longer than the time 
required for its replacement."*' Sir Eric Geddes, dwarman of 
Imperial Airways, responded that the a>mpany did have plans 
for a seven-day service to Australia. "Imperial Airways", he 
said, "is not going to be frightened off its policy of steady and 
efficient progress by any air race performance."^* Speed in 
itscU' was not, m fact, the basis oi Imperial Airway's policy. 
Britain's international air services were operated primarily to 
maintain air communications between parts of the British 
Commonwealth. Circuitous routes and short, uneconomic 
Stage lengths with numerous stops were often delibciate^ 
operated to implement government policy for meeting **the 
needs of the people of the sparsely settled portions of the 
Commonwealth to whom air transport has proved such a 
blessing"^ 

There was, of course, no possibility of any immediate 
change to the airmail schedule. Though critics persistently 
pointed to the 200 mile per hour speed of the Douglas aircraft, 
Geddes countered that in actual airline operation between 
New York and Chicago it averaged 164 miles per hour. The 
DH86, by contrast, cmised at 145 miles per hour but had four 
engines compared with the twin-engined Douglas. For ovet^ 
water operations both Imperial Airways and Qantas insisted 
on four engines. There was, wrote Fysh, no other aircraft in 
the world at the time to rival the DH86 for its planned role. 

Qantas and Imperial Airways had agreed that de Havilland 
could sell the DH86 type to the winner of the Australian 
government contract for the over-water route between 
Melbourne and Tasmania, the Holymans. The first of two 
DH86s ordered by tliem, and named Miss Hobart, had been 
shipped out from England and assembled at Point Gool^ 
Victoria. It made its first flight on the route across Bass Strait 
linking Hobart, Launceston, and Melbourne, on 1 October 
1934. The Holyman DH86 aircraft was similar to those of 
QEA but had only one pilot's seat and one set of controls. 
(The QEA aircraft, with a different nose, had two pilot's seats 
and two sets of controls.) On 19 October, on the sea crossing 
between Launceston and Melbourne with G.E.M. Jenkins as 
pilot and nine passengers onboard, the Miss Hobart disap- 
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peared. On board also was Captain V.V. Holyman, the com- 
pany's chief pilot and traffic manager. Air and sea searches 
found no trace of wreckage, though later a seat was washed up 
at Waratah Bay, some ten miles from the last position report 
transmitted from the aircraft. 

For Qantas, the tragedy and the consequent public appre- 
hension and concern had come at a critical time in their 
preparations to introduce the DH86 on the Darwin-Singapore 
route. The Timor Sea crossing of 512 miles was then the 
longest regular over-water route in the world and, though 
their contraa with the government specified that no 
passengers were to be carried for the first three months on this 
seaion, the blow to confidence from the Miss Hobart mystery 
was severe. The Commonwealth Air Accidents Investigation 
Committee met in public sessions to hear evidence on the 
disaster. 

The committee was actually in session in Sydney when even 
more devastating news came through. The second Qantas 
DH86, on the very last leg of its delivery flight from London, 
had crashed with total loss of life after leaving Longreach for 
Brisbane in the early morning of 15 November. 

Again there was shock, bewilderment, and mystery. In both 
cases it was obvious that weather had played no part. It seem- 
ed reasonable, with four-engined machines, to doubt that 



Miss Hobart, the first DH86 of 
Holyman Airways at Point 
Cook R.\AF station, Victoria in 
late September 1934. VH-URN 
was the second DH86 to be 
built; the initial four were 
single-pilot aircraft but all 
subsequent DH86s were 
completed with sidc-by-side 
seating for captain and first 
officer. The SUss Hobart was 
sent to Australia by sea, and 
crashed into Bass Strait on 19 
October 1934. 
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engine failure had caused either crash. In each case, the pilot 
in command was highly experienced. Indeed, the Qantas 
DH86 had been flown from England by R.A. Prendergast, 
who had commanded the Astraea on its Australian trip. 

The Air Accidents Investigation Committee suspended 
their inquiry into the loss of the Miss Hohart to concentrate on 
the Longreach crash, and then report on both. The DH86 was 
at once withdrawn from flying in Australia pending the com- 
mittee's recommendations." 



r 




The wreckage of VH-USG, 
QEA's second DH86, which 
crashed soon after takc-o(T from 
Longreach on 15 November 
1934 on the last sector of its 
dchvery flight from England. .A 
spare engine which was being 
carried in the passenger cabin 
can be seen alongside the 
fuselage. Note the position of 
the tail fin — the forward 
section of the vertical tail — 
w^hich has pivoted nmcty 
degrees to the right. Failure of 
the forward attachment on the 
tail fin was suspected to have 
caused the crash. 



-hi 




Two kangaroo shooters, breakfasting a few miles from 
Longreach, had seen the last moments of the Qantas DH86. 
As it had flown towards them in the early sunlight, it began a 
slow flat turn to the right. The turn tightened and the speed 
fell off as the aircraft went into a flat spin, rotating rapidly and 
losing height. It hit the dry ground some two hundred yards 
from their camp. Prendergast, his co-pilot and wireless 
operator W.V. Creetes and engineer F.R. Charlton were killed 
immediately. A passenger, Mr "Bunny" Broadfoot, Shell 
Company representative, died soon afterwards.*' The news 
was telephoned to Longreach from nearby Barsdale sheep 
station. Scotty Allan and Qantas engineer Jack Avery were on 
the scene soon after the police and ambulance. Lester Brain 
and Arthur Baird arrived from Brisbane in the afternoon. 
OfTicials from the Civil Aviation Branch began immediately 
an intense and protracted inquiry." 

All plans for the start of the new airmail service on 10 
December were, on that clear morning, thrown into confu- 
sion. The starting date, however, was important to the govern- 
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fflcnt, a§ well 3S to Qantas and Imoerial Airways. Not only was 

it the anniversary of the first England-Australia flight by Ross 
and Keith Smith, but also, elaborate plans had been made for 
the opening of the service by HRH, the Duke of Gloucester, 
then on a royal visit to Australia. On the day following the 
crash, after a telephone conversation between Fysh and 
Imperial Airways' air superintendent in London, H.G. 
Brackley, it was pointed out that Imperial Airways had suffi- 
cient resources in aircraft to adhere to the planned schedules, 
even if all DH86 machines remained temporarily 
unavailable." A few days later the minister for defence, R.A. 
Parkhill (who had taken over from Sir George Pearce on 12 
October) announced that 10 December remained the date for 
the official commencement of the England-Australia airmail 
service.'' Imperial Airways had agreed to operate the section 
from Singapore to Darwin using their four-engined Arm- 
strong Whitworth Atalama-typt aircraft, while Qantas 
Empire Airways would carry the mail between Darwin and 
Brisbane using DH61 and DH50J aircraft from the old Qantas 
fleet." 

On 19 November, the Brisbane Courier-Mail reported an 
interview with Capt. E.G. Taylor, still at the time engaged to 
join the new Qantas service. "I read with deepest regret", said 
Taylor, "of the double tragedy in which two planes crashed in 
reasonably good weather for no apparent reason. I arrived in 
England today in furtherance of an arrangement to leave for 
Singapore immediately to enter the Qantas Empire service. 
Now I have no plans." In the same interview he praised US 
aircraft. "The American planes are far ahead of the British in 
speed and safety although in comfort they are inferior."'* 

To Hudson Fysh on 21 November Taylor cabled that he 
regarded the second DH86 accident as sufficient proof of the 
unsoundness of the aircraft. The government, he said, should 
suspend the service and eliminate the type. "Respectfully 
advise will not on principle fly DH86 under any circum- 
stances."" His telegram, wrote Fysh, was about the last straw. 

"From Tasmania to Longreach in Central Queensland and 
now, back to Brisbane, the members of the Air Accidents 
Investigations Committee have been rushed by train and 
aeroplane", reported the Brisbane Courier-Mail.^'' The crash 
site at Longreach and the remains of the airliner there were 
exhaustively analyzed. The DH86 that Lester Brain had flown 
out from England was examined on the ground and tested 
vigorously in the air. "The machine was put through abrupt 
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Charles I'lm — second from 
left — wiih «wo American 
business associates and his co- 
pilot, G. Littlejohn (right) pose 
beside their Airspeed Envoy 
before takc-otT for Honolulu 
from San Francisco in 
December 1934. This was the 
last known photograph of Ulm. 



manoeuvres", said the Courier-Mail." "It was throttled back 
to two engines, the port and starboard engines being cut off 
alternatively, and corrections were made with the rudder and 
the variable fm to counteract the torque occasioned by this." 
It was this fm post and the controls and surfaces attached to it 
that were most under suspicion. The whole of the fm (to 
which the rudder was attached) could itself be moved to assist 
directional stability. Arthur Baird believed that fm post and 
fm had failed. Lester Brain and Scotty Allan concluded that 
the main factor had been loss of directional stability following 
a load distribution in the aircraft which placed the centre of 
gravity aft of the normal position. In the DH86 remaining, the 
fm post fittings were strengthened, the rudder trim tab 
adjusted, and the centre of gravity position carefully 
monitored when loading the aircraft." 

Hard on this second DH86 disaster, and with continuing 
newspaper coverage of the evidence given to the committee, 
came news on 4 December of the disappearance of Charles 
Ulm in his Airspeed Envoy aircraft, Stella Australis, between 
the United States and Honolulu. Though the loss of the air- 
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craft itself was certain, the oonfinnation of Ulm*s death 

foiiowetl a long and painlul period oi uncertainly. ''A ckarter 

vessel was dispatched lo seaicli the islands between Honolulu 
and Midway for at least a month", Edgar Jofanstoii was advis- 
ed in a letter fiom Uhn's Sydney ofiice. "Mr Ubn", it said, 
"must have known for at least an hour before that it would be 
necessary to force land in the sea. The manufacturers of the 
Envoy have cabled that it will fbat indefinitely. We are 
hopeful that we will receive . . . good news before very 
long."» 

That news never came and, after the long wait, Edgar 
Johnston had to write to Mrs Ulm: "I am afraid . . . that the 
lime has now arrived when we must abandon all hope . . . 
Charles' interests were wholeheartedly in flying and all of us 
had grown to regard him as a leader who would have done 
greater things for aviation in the future. i"o me he was a very 
dear friend."** Mrs Ulm replied: "I simply cannot con- 
temphtte the future without him. Still, the thought that his life 
was worthwhile may be a big consolation to me.**** Kingsford 
&mth expressed the perplexity of all those who knew Uhn at 
the possible cause of his old colleague's death. He wrote to 
Johnston: 

Poor old Cluurks Ulm came to a tragic end. It is imposdble fiom 

the scarcity of information available to form any very defmite 
Opinion of how it all happened, but it looks as though they were 
somewhat uncertain of their position throughout the flight, and 
were relying on picking up the wirdesa beam at Honolulu. 
Whether their uncertainty of position was due to bad weather 
conditions or to laxity or inefficiency in navigation I do not know, 
but it seems almost inconceivable that with Charles in charge the 
latter could be the cause.** 

Charles Ulm had played a sustained and constructive role 
throughout the long negotiations for amalgamation of 
Australian National Airways, West Australian Airways, and 
Qantas. Without the dominance, both in size and manner, of 
WAA and the uncertainty felt by Ulm, Fysh, and McMaster 
towards Brearley, that merger, which at one stage seemed 
certain, may have succeeded. For Hudson Fysh it would have 
meant, as he acknowledged, his own rapid and certain elimina- 
tion. For Ulm it would as certainly have meant a senior and 
centra! position in Australian commercial aviation and, with 
challenges sufficient even for Ulm, no necessity lor the final 
flight that ended his life. 
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On 10 December 1934, two years after the report of the inter- 
departmental committee on Australian air routes. His Royal 
Highness, Prince Henry, Duke of Gloucester inaugurated the 
first airmail service between Australia and England. At a 
ceremony at Archerfield aerodrome, Brisbane, the duke, with 
a pair of gold scissors, formally cut a length of ribbon linking 
the QEA airliner, Diana, with the official stand. It was a 
ceremony first proposed by Edgar Johnston, with some 
lightness of heart, in a letter to Hudson Fysh six months 
before. The original date for the start of the service had been 
1 1 December. Johnston had written: "I learn that the Prince is 
probably leaving Brisbane [at the conclusion of his Australian 
tour] on 10 December, the day before that fixed for the open- 
ing of the service. Appreciating, however, the wonderful 
advertisement it would be and what a fine gesture ... for the 
Prince to despatch the first mail ... I think we could, if 
necessary, arrange for the first trip to run a day earlier." He 
did not know, he said, what form the function would take, but 
added: "One idea would be to get him to, say, cut a ribbon, 
releasing the first plane for her journey. It seems a bit 



Archerfield, on 10 December 
1934, Hudson Fysh escons His 
Royal Highness, Prince Henry, 
Duke of Gloucester on an 
inspection of the DH61 which 
operated the first service by 
Qanias Empire Airways. A.E. 
Rudder, vice-chairman of QEA, 
is behind the duke and Sir 
Leshe Wilson, the governor of 
Queensland, is visible in the 
background between Mr 
Rudder and Capt. Lester Brain 
who flew Diana on the 
inaugural service. 
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ridiculous but I cannot think of anything better on the spur of 
the moment."** His suggestion prevailed. The prime 
minister, Joseph Lyons, and the minister for defence, 
Archdale Parkhill, made appropriate speeches. The duke cut 
the ribbon and remarked, with royal wit: "Mr Brain is kindly 
doing duty for us as Father Christmas."" 

Some minutes later at 10:00 A.M., the DH61 Diana, flown 
by Brain, and DH50 HippomeneSy with Russell Tapp, took off. 
They carried 1,267 pounds, 4.75 ounces of air mail in fifty 
bags on QEA flight number W 1 . Just 209 miles on they land- 
ed at Roma, where they met the Apollo on the last inward air- 
mail service of the old Qantas from Camooweal. They also 
met Fergus McMaster, who had missed the Brisbane 
ceremony. The Apollo, flown by Scotty Allan, had been due in 
Brisbane the day before but heavy dust storms had held it up 
at Longreach. It left for Charleville on the morning of 10 
December reached there at noon and then went on to Roma to 
await the arrival of the overseas mail. At Roma, Scotty Allan 
changed aircraft and took over the onward flight to Darwin of 
Hippomenes from Russell Tapp, who was ill. Tapp, however, 



Lcsicr Brain places a symbolic 
mail bag \n the mail locker of 
Diana, ai .'\rcherficld on 10 
December 1934. In realiiy the 
two aircraft were loaded to 
capacity, with fifty bags of mail 
between them. 
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Passengers and crew of (he last 
service by Queensland and 
Northern Territory Aerial 
Services at Roma on 10 
December 1934. Fergus 
McMaster is third from right 
with pilot Scoity Allan lo his 
right. Bill Crowther who joined 
Qantas as a pilot on 15 October 
1934 is second from the left. 




This unique photograph shows 
the two aircraft (left and centre) 
operating the llrsi Qantas 
Empire Airways service and the 
Apollo (right) which was making 
the last scheduled flight of 
Queensland and Northern 
Territory Aerial Services. 
Apollo with Fergus McMaster 
among its passengers had been 
due in Brisbane on 9 December 
but was delayed in Longreach 
by heavy dust storms. 



took command of the inward flight to Brisbane by Apolloy and 
the last service of Queensland and Northern Territory Aerial 
Services Ltd., with McMaster on board, ended at Brisbane at 
ten minutes past five on 10 December 1934. 

Q.A.N.T.A.S. had completed twelve years of continuous 
airline contracts and, from 10 December, now transferred 
these airline operations and its general activities to Qantas 
Empire Airways Ltd., in which it had equal partnership with 
Imperial Airways. The old Queensland and Northern Ter- 
ritory Aerial Services Ltd. was, from now on, a holding com- 
pany in QEA. (This holding company will now be referred to 
as Q.A.N.T.A.S. to distinguish it from Qantas Empire Air- 
ways.) 
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Diana and Hippomenes flew on to pick up the southern mail 
at Charleville, where Butler had brought it from the New 
South Wales terminus at Cootamundra. Collecting more mail 
on their way north along the old Qantas route, they arrived at 
Darwin with a total of 55,967 items for transfer to the 
Imperial Airways aircraft, Arethusa. The mail reached 
Croydon airport, London, just after midday on 24 December 
1934, fourteen days after its departure from Brisbane. 

For Fergus McMaster the missed ceremony was a small 
matter compared to a grave issue of confidence, involving 
both Imperial Airways and his own managing director Hud- 
son Fysh, that now erupted. It brought forth the full force of 
his toughness and anger. Hudson Fysh, he learned, had for 
some time been corresponding on a personal basis with the 
managing director of Imperial Airways, Woods Humphery, 
on matters of fundamental importance to the future of QEA 
and to the interests of the shareholders and direaors of 
Q.A.N.T.A.S. without advising his chairman about the issues 
involved. 

Fysh had been admitted to the counsels of the great and had, 
with some innocence, fallen in with the conditions that were, 
implicitly, made the price of such confidentiality; he was 
enjoined to secrecy. That such secretiveness was a way of life 
with Imperial Airways was, paradoxically, no secret. From 
1928 the company had deliberately pursued it as policy, main- 
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The DH84 earning the first 
overseas airmails from the 
Mmihern sraies arriving at 
Charleville on 10 December 
1934. C..\. Butler, founder of 
Butler Air Transport piloted 
this first service which departed 
from Cootamundra, NSW 
earlier in the day. 
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At Fanny Bay aerodrome, 10 
December 1 954, Australian 
officials meet the crew of the 
Arcihusii who took the first 
Australian overseas airmails 
from Darwin to Smgapore. 
Several of these Armstrong 
Whii worth A\X'15 airliners were 
chartered from Imperial by 
QEA while the DH86 aircraft 
bought by QHA for the 
Brisbane-Singapore service were 
grounded. 



ly to protea itself from the competitive pressures of KLM." 
Lord Brabazon (then Lt.Col. J.T.C. Moore) and others had 
attacked the airline's attitude in Parliament in the early 
thirties; Balfour had blamed its related high-handedness in In- 
dia with so offending the Indians that no British service was 
able to operate there. 

It had become evident that high mail surcharges had limited 
the volume of mail sent by air, and that this barrier would 
make impracticable the planned extension of the airline. So 
within this citadel of secrecy a bold plan was devised in 1932 
by airline staff for the carriage, without surcharge, of all first 
class mail by air throughout the Empire. Woods Humphery 
put the proposal to his chairman, Sir Eric Geddes, who 
accepted it. Detailed estimates were drawn up and, in March 
1933, Geddes submitted the scheme to Cabinet. It was 
imaginative, far reaching, costly, politically complex, and, 
through 1934, still secret. It also presupposed the fmancial 
support of the Dominions (excluding Canada) and, through 
the British government, their early acquiescence. Further, it 
was formulated and eventually submitted to the Dominions 
concerned without any prior consultation in the form of a 
British Government Blue Paper." Edgar Johnston, when he 
read the proposals, saw the British intention as a pooling of 
resources in equipment and personnel that would put the 
supreme operational control of the through service to 
Australia under one company (Imperial Airways). The Indian 
and Australian companies, he said with sarcasm, would be 
"privileged to display their names and national registration 
marks on certain aircraft of the service's fleet".*' The British 
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proposal, in addition, involved the replacement of the new 
DH86 airliners so recently ordered by QEA by flying boats, 
whose operation over the considerable stretches of inaccess- 
ible country between Darwin and Townsville Edgar Johnston 
saw as "definitely undesirable". 

These matters were the subject of the "personal" corres- 
pondence between Woods Humphery and Hudson Fysh. 

On 26 September 1934, in a long letter of fourteen typed 
pages, marked "Strictly Personal and Confidential", Woods 
Humphery told Fysh of the background to Imperial Airways' 
plan to carry all first class Empire mail by air without 
surcharge. 

We have come to the conclusion that the surcharge air mail 
system has been a failure and could, in fact, never succeed. (The 
only way was] to obtain a sufficient volume to enable air transport 
operators to carry it at a cheap rate, and to carry the whole of the 
first class [letter mail] by air. 



The first regular airmails from 
Britain arc handed over by 
QEA Capt. Eric [X>naldson to 
Toowof>mba Post Office 
otricial, .Vlr E.J. Fallon (right), 
21 December 19M. 
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It is necessary in this air service business to plan one's pro- 
gramme a long way ahead because planes lake a long time to 
buUd, particularly the Itfge pianca; and Govecimim neg^^ 
. . . dso take a very long time. Wi^ a change of Q ow mu n en t 
policy of such magnitude as this, it was neceaaiy to pfam a 
thoroughly mtensive propaganda campaign. 

There are aevcid icaaooa wLjr decided laai wiiuer to fjo ail 
out to try to convert the Governmeitt. Fim of all, our large fleet 
— that is, our large aeroplanes — arc coming nearer to their 
obsolescence life and it is now necessary for us to think of their 
replacement. As oxir present contraa with the Govemment ends 
in 1937, in respect of the Aftka roui^ and in 1939 in respect of 
the India and Singapore rout^ it seemed to us last year highly 
desirable that we should ask the Government to make up its mind 
as a matter of policy whether u wishes to carry on with the sur- 
charge airmail aystem. 

I will not bother you with all the moves and details . . . but 
towards the end of last year the Cabinet set up a Cabinet Commit- 
tee to enquire into this question. The Committee authorised the 
Poat QflBoe and the Air Mimatry to go imo nagottatiooa with ua. 
Theae were very complicated and very changwlMf. In faa they 
were so changeable and uncertain that it was not only useless but 
almost impossible to have kept you fully informed. The whole 
matter was, and is still, strictly secret. 

I must therefore bind you to the Strictest secrecy In die matter 
yourself, and would ask you at this stage not to communicate it 
even to your Board, although I of course appreciate that you 
would probably wish to mention it to your chairman — but I 
would lil» to pkase impress Upon him alao die necaaaiiy Ibr atria 

r«S 



Woods Humphery next tiimmarimt the arguments 
Imperial Airways had put to the British government for com- 
bining mail and passenger services, rather than providing 
separate mail services by air. A oombined service would, 

Imperial Airways submitted, correct the imbalance of mails 
from and to the I'^nited Kingdom and would provide a higher 
frequency. "The Government," he told Fysh, "particularly 
the Post Office, regard frequency of service as . . . definitely of 
greater importance than speed. In order of importance the 
Government places regularity first, frequency second and 
speed third." 

Imperial Airways bad first, he oontinued* to detcnnine the 
actual amoimt of mail to be carried on the Australian, New 
Zealand, and Afirican routes. 

The total quantity amounts to 1,650 tons outwards and 950 tooa 
hooMward to the BritiBh Isles, including Canada and smaller 

parts of the Empire not served by the Australia and Africa routes. 
[In terms of ton-miles, and only mcludmg those parts of the 
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Empire served by the two main trunk routes we arrive at a total of 
fourteen million ton-miles of mails to be carried per year.] From 
thw? fiRures we have to arrive at the best compromise between 



the size of the aircraft and the frequency of the service. 

Frequency gave me one limiting factor . . . [There] must be at 
least two services per week in each direaion. 

Altogether we worked out thirteen different schemes and had 
seventeen different aeroplanes designed. Finally we came down to 
an aircraft having a payload of about three and a half tons, and 
having a total weight of 40,000 to 42,000 poimds. With this class 
of aircraft there would be a frequency of five services a week each 
way to India, three of which would extend to Singapore and two 
of these would go on to Australia. We worked on Sydney being 
the terminal. 

Throughout our studies and talks with the Post Office and Air 
Ministry . . . cheapness of operations was a faaor of paramovmt 
importance. Therefore we set down the hypothesis that the whole 
fleet must circulate regularly back to the British Isles for major 
repairs. 

There would be a total of about twenty-four million ton-miles 
per year of which fourteen million would be required for the car- 
riage of letter mail. We came to the conclusion that the flying boat 
had substantial advantages over the landplane for our purposes. 
Therefore, our basic scheme allowed for the use of flying boats all 
the way to Sydney. 

I call it our basic scheme because there may be many modifica- 
tions. It may be quite impraaical to operate flying boats between 
Darwin and Sydney, or the Commonwealth Government may 
prefer that between Darwin and Sydney the service should be 
operated by land planes. 

Woods Humphery now turned to the position that Qantas 
would, as Imperial Airways saw it, hold in this still-secret 
scheme, with all its potential to affea the vital interests of the 
new-born QEA. 

If you accept the Singapore- Brisbane service mileage ... as 
being fair and reasonable panicipation by Q.E.A., then it 
amounts to 993,000 miles per year, out of a total of seven and a 
half million miles per year to be operated. We have estimated that 
to work the seven and a half million miles per year will necessitate 
about thirty-seven aircraft, so that Q.E.A.'s proportion of that 
number would be five. 

Woods Humphery now advanced for the first time the 
Imperial Airways argument on fleet control that was to pro- 
voke such bitter opposition from Edgar Johnston. 

The next question is how would you operate? If you base those 
five aircraft in Australia and work them between Sydney and 
Singapore it rather cramps the flexibility of the fleet as a whole. 
In addition, it must increase the cost. If, on the other hand, you 
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work those Australian boats all the way back to England and work 
the Imperial boats all the way to Sydney, you will obtain much 
greater flexibility — and to obtain the eoooomy it ivould be advan- 
tageous to permit Imperial to carry out the major repairs and 
mamtenance ot your boats while they are in England The divi- 
sion of receipts under this arrangement could be provided lor by a 
pool. 

I apfMtdate that there may be serioua objecdons to not haviqg 
the main repair bate in Aunralia. 

(This was to prove an accurate assumptioii. The issue of a 
major repair base for Australia was to be pushed vigorously by 

Fysh and prove of critical importance when war came.) 

Woods Humphery, having so far put forward radical plans 
for the acquisition of large flying boats bv QEA in specific 
numbers, before even the first overseas flight of their new 
DH86 aircraft, now proceeded to suggest radical changes to 
the company's route structure, and even to provide for a 
future role for the old Q.A.N.TJI.S. They were^ in 
McMaster's eyes, hardly matters to keep secret from the 
Qantas board, or to be treated as worthy of possible mentioiD 
to the chairman of Qantas only at Fish's discretion. 

Woods Humphery contimied: 

You nuj think that if it it practicable to work the flying boats all 
the way to Sydney. Q.BJL diould confme its aaivitic'> to the 
main trunk route, and that such internal ser\aces between Darwin 
and Brisbane as are required by the Government should be 
operated by QJU^.T JV.S., which would restart as an operating 
company. 

It would be necessary for QEA, said oods Humphery, to 
undertake responsibility for the entire ground organization 
between Malaya and Australia, as well as the fleet operation 
organization. 

As the fleet passes cast of Singapore, ihcy come under the entire 
control of Q.E.A., whdher the fleet bekngs to lAL or Q.E 
Similarly, west of Singapore, the entire fleet . . . would come 
under the control of Imperials. 

[There was] among the many other problems to be faced, the 
provision of the necessary capital. I am anuming that 
Q.A.N. T.A.S. would wish to cooiinne to be equal partners widi 
us in Q.E.A. 

I know you will not let the fact that the scheme is beyond 
Q.A.NT.A.S. resources influence your mind because, of course, 
the scheme is fiv beyond our present resources also. We shall have 

to obtain a very large amount of additional capital, and you 
should stand the same chances of obtaining your share in 
Australia as I hope we shall [at] this end. 

216 



uopyiiyhicti rnaicfial 



Qantas Pmpire ASrway* 

Inaugural 1934 to 1935 



No s^tismg of itiis [iii§nitud9] b9 to?) m\i be 

put out to competitive tenders. "It can only succeed if it is 
backed by the whole Empire." 

Woods Humphery concluded this first outline of Imperial 
Airways' revolutionary vision of future Empire communica- 
tions by again impressing on Fysh the need for secrecy. 

Obviously, if any inkling of the idea got from you or your com- 
pany to Johnston or one of the Government people they might 
easily feel very hurt that a communication from the Government 
here was not the first they heard about the proposal, and it might 
easily make them hostile to it. Please, therefore, keep this letter in 
your personal file. 

In a second "Strictly Private and Confidential" letter, 
Woods Humphery told Fysh that the British government had 
chosen, from the schemes submitted to them by Imperial Air- 
ways, an aircraft speed of 130 miles per hour "for reasons of 
cost alone".*' 

"I can assure you", he wrote, "that speeds of 160-180 miles 
per hour or more are absolutely out of the question. An 
increase of speed of twenty miles per hour adds about 
£500,000 a year to cost." For the Dutch, he said, or anyone 
else operating a relatively small capacity service, the bill for 
extra speed would not be so excessive. 

"The Dutch", he wrote, "are bound to make a gigantic 
effort now to obtain a proportion of the British mail because it 
is their only chance of expanding their service, and Plesman is 
an ambitious man. This scheme which we have tentatively 
agreed with the Government for carrying the whole of the 
Empire first class mail completely kills Plesman's chances — if 
the Dominions and Colonies will all play in with our 
proposal." In the meantime, he added, Imperial Airways 
would increase its frequency "so as to drive a first blow at the 
Dutch". 

"I can assure you and anybody else that there is no con- 
ceivable chance of the Dutch or any foreign company getting 
one ounce of the British mail from here", he said, adding that 
it would be a great blow if the Australian government gave the 
Dutch any part of the Australian airmails. 

Hudson Fysh at first responded to these considerable con- 
fidences with gratitude. 

When I have first hand knowledge of what you are working for it 
is of enormous assistance here. One is working for a goal if the 
facts are known. 
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I would continue to urge the highest speed which you can 
induce your Government to pay lor. The constant form of 
ciitidnn of Imperial Airways bete has been on the ipeed quea^ 
tion. 

T am sure you will forgive me when I say that Shorts, in all their 
productions, never looked like producing a fast machine. A cruis- 
ing speed of 135 miles per hour will nevtr be ndented, ami 
Kmiething like 200 miles per hour is required. It is not at all a 
question of being itfimpcdfd by Doa^aa» but of reoogniaiQg 
facts.'* 

Fysh did not <|iie8tion Woods Hmnpheiy'a raggestion that 
there be a change to the QEA route stnictiire. "I agree also", 
he wrote, "that Q.E.A. as part of the England-Australia 
organisation has got to part company with its local aspect in 
serving the outback residents of Australia, and it may be that 
Q.A.N. T. A. S. will come into the picture again." 

On the central question of keeping these matters of high 
policy secret from his board, and the suggestion from Woods 
Humphery that it womld be at Fyafa'a discretifni whether or 
not they be mentioned to McMaster, FyHi appeared to raise 
no objectioiL He wrote: 

I am glad you gave me a loophole to inform our chairman, Mr 
Fergus McMaster, on your correspondence as he has a deep 
interest in the affairs of Q.A.N.T.A.S. and Q.E.A. and can be 
entirely relied on as regards secrecy. Mr McMaster has been more 
than an ordinary chairman to Qantas and, besides being a 
founder, has been heart and soul in every move that has been 
made. On his support much of our success depended^ and his 
views would be valuable as regards the iuture. 

That Fergus McMaster responded with wrath to his relega- 
tion by Woods Humphery to a secondary role (and this itself 

left to the discretion of Fysh), and to the insistence on secrecy 
in relation to the QEA board, is dramatically evident in the 
abrupt change of tone by Fysh in his next letter to Woods 
Humphery. 

Our chairman [wrote Fysh on 24 November 1934] took the 
strongest exception to your lener to me. The outline of the 
scheme certainfy ihotiM iiot have coBie diroo^ me widiont aoine 
suitable prelimiaaiy ... It could be likened to my writing to 3foa 
and saying you can show it to Sir Eric [Geddes] if 3foa lilB^ but 
please ask him to keep his mouth shut.'' 

The policy of secreqr by Imperial Airways had by now, in a 
more general way, begim to poison relauoDshipa on the QEA 
board. Fysh told Woods Humphery: 
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The reeling between the Q.A.N.T.A.S. directors on tke ^.fi.A. 
Board, including myself and Mr Rudder [the Imperial Airways 
member] has reached a stage at which the business of the Board is 
being seriously interfered with. [It has been fairly well establish- 
ed] that for some months Mr Rudder has been receiving informa- 
tion from you reference future plans which must affea Q.E.A., 
and has been privately negotiating with Ministers . . . while our 
Chairman knows absolutely nothing of what your plans are, even 
in broad outline. 

[Rudder] is an extremely difficult man for a practical man to get 
on with. There is no doubt but he has a most irritating manner in 
discussing matters, and particularly with our Chairman he has at 
times become almost insulting when matters were not agreed or 
aaions taken as suggested by him. 

Mr Rudder's methods have also irritated Sir George Pearce, 
our Controller of Civil Aviation [Edgar Johnston] and Mr 
Critchley, the representative of the British Government in 
Australia. There is also a great suspicion of self interest in some of 
Mr Rudder's actions, and definite evidence that he wants to retain 
all the control possible in Sydney. I can see no hope of matters 
righting themselves till some alteration is made. 

Woods Humphery made conciliatory noises. On 5 
December, in a letter to Fysh, he expressed his embarrass- 
ment. The Air Ministry, he explained, had forbidden him to 
communicate their negotiations to any of the Imperial Air- 
ways subsidiary or associated company boards because of their 
fear of a leakage. 

"I have communicated our negotiations to you, and in turn 
to Mr McMaster, solely on my own authority. I felt it quite 
impossible for me to go on discussing these matters with the 
Air Ministry without telling you and your Chairman."" On 
the same day as he wrote, he telegraphed: "Appreciate your 
difficulty but please also realise that for tactical reasons the 
scheme is officially a Government one and it is essential that 
we allow Government Departments to take full credit, thus 
allowing ourselves to be relegated to the position of con- 
sultants. No commitments have been made or will be made 
before full consideration and agreement with your 
company."'* 

By letter he also told Fysh that "the procedure to which 
your Chairman objects is perfectly normal procedure here — 
and the transposed possibility would also be quite normal"." 
(The "transposed possibility" was, of course, Fysh's less 
elegant analogy that Sir Eric Geddes could be asked, in similar 
but reversed circumstances, to "keep his mouth shut".)" 

Fysh (also on 5 December) wrote to Woods Humphery: "I 
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feel sure ihe position has not been quite realised by you in 
England. The facts are . . . the Q.A.N.T.A.S. side of the Board 
has not been advised in any proper way of your schemes for 
the future and certain negotiations have been going ahead, 
whidi afiect the future of QJB^, without their knowledge."" 

At this pomt Fergus McMaster himself directly attacked 
Woods Humphexy. With the new Darwin service barely one 
week old» he wrote with barely concealed anger to the Qntas 
Imperial partner. 

"I understand", he began his letter to Woods Humphery, 
"thai negotiations are proceeding with the Commonwealth 
Government and the Imperial Government — a result of 
pressure by Imperial Airways — with the express object of 
bringing about a material alteration to, or possibly a cancella- 
tion of, a vital section of the present Q.E^. contract, and 
without any refeience to QJl.N.T^.S.'*^ 

There were also^ McMaster said, ''both bffarenoes and 
definite statements in your letter [to Fysh] and m several cable 
messages . . . that 1^ as Chairman of Qantas» migjht be Justified 
in taking as a personal reflection on myself and other members 
of the Qantas Board". The situation, he said, would make it 
impossible for the QEA board to function. Tension had 
become so pronounced tliat a board meeting liad been cancell- 
ed. 

McMaster then accused Woods Humphery of "going over 
the head of Qantas and Q.E.A. on matters of policy of a very 
vital character.'*. 

"These matteis*'> he wrote, "should have been com- 
municated by your company to me^ as Gbaimian of Qantas.'* 
said McMaster, Imperial Airways was fi;ee to negotiate 
secretly on sudi vital matters as the suggested cancellation of 
the present contract held by QEA (the land section from 
Darwin to Brisbane) and the substitution of the coastal service 
in lieu, then Qantas would be similarly entitled to negotiate, 
unknown to Imperial Airways, for things that might well con- 
flict with the interests of Imperial. Such a position, said 
IMbcMaster, would be intderalde. 

The bitter schism m the QEA board, the now«iplicit con- 
flict between McMaster and Woods Humphery, and the 
ambivalent position in which Hudson Fysh now appeared 
made Fysh concerned for bis own position. He wrote, in 
private^ to Woods Humpherjr: 

It is no enggeiatioa to say that, as tfatngi are^ Boiid meetiiigs are 
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uiip9Hibte at pcteat . . . Socfa a Mte of tSEm^ if it pes oi^ is 

otppUng to Uk propa condoa oftlie wtwte biiaiMssy and on 

of ihc ordinary worries has just been somewhat of a last straw. 

I also realise, of course, thai the present state of affairs, if it goes 
ODf will result in a loss ol confidence in myself by some or all 
interoted parties. At pfcsent I enjoy the liiU confidence of the 
Board, at lent in ngafd to dw Q.A.N.T.A.S. tide^ but I mint say, 
while the presenr position prevails, I am not anxious to receive 
any letters from anyone marked "Private" or "Confidential", and 
1 am nut anxious to write any letters under these headings ... If 
things go fimber it may be oonsidend that diis is improper, or 
that one has been working for one's own ends which, of course, 
would be ridiculous because, whatever one's own failings, I do 
have certain principles which have been far above consideration 
of posidoD or money, and my only objective is to carry out my job 
as managing director of Q.E.A. 

The Board is miserably situated. Firstly, it consists of Imperial 
Airways interests and Q.A.N. T. A. S. interests, with the Imperial 
interests on the Board served by one man, Mr Rudder. Then 
McMaater is away oo his properties and only comes down to 
Brisbane for meetings once a month, which means I am often left 
here to eflect imponant decisions without his assistance. We 
cannot carry on properly in this way. 

If McMaater was to icitiia* Mr Loacnm would not tab t^ 
manship and Icoondermatlerswouldgofiombadto worse. [Mr 
McMaster's] retirement would cause great resentment. I would 
also say thai Air McMaster is the only one of the direaors who 
has any knowledge of the aircraft operations side of the busiiieis» 
which is a great hci^ because, through the years with Qintai* I 
have found him sympathetic but not interfering. 

For many years I have urged Mr McMaster to settle in 
Brisbane vrfiere, from time to time, he hss had imponant poai* 
tions offered him. He has always been unable to consider the 
move but now, I believe, he would be willing to do so . . . but 
would, of course, have to receive adequate remuneration as Chair- 
man. I hone&tly know oi no more capable or energetic man who 
woiild give the necessary time or push the company so atnmgly as 
Mr McMaster. 

I very much regret having to write a personal letter such as this, 
and I do trust that this is my last — but the position is very acute. 
1 6d it my duty to wri^ no matter mAiat the ultimate dEka on 
myself may be.^ 

That McMaster was himself well aware of the problems 
caused by his absences from Brisbane, and that he had also 
faced the possibilitjr thtt he should retire fiom the chairman- 
ship, was made explicit in a letter to Fysh on 26 December 
1934.^^ He wrote that his present position* living at Long- 
reach, was unsound. 

I am too much away from my own oflBoe work. Some other 
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arrangement will have to be made. 1 cannot contemplate going on 
as we are indefinitely and I feel that the present arrangement is 
not Air to youndf nor Mund for Qantai or QM.iL I nnist go 
right out of the whole organisation and allow someone else a free 
hand, or the position be so adjusted that I would be compensated 
for the difference of my Uvmg costs here and the cost of living in 
Brisbane. 

I cannot keep in proper touch widl die position under present 
conditions. There are big developments ahead in which Quttt 
will not be able to sit on the rail. 

I wish it to be undentood that although it might be somewhat 
of a wrench to break awajr fiom dw Qaatas iM o ri i rimw , and the 
po5isible larger developments ahead, the best possible arrange- 
ments should be made in the interests of both companies, and per- 
sonal interests or desires should not be considered. 

Fysh, though accepting Woods Humphery's requirement 
for secrecy in relation to the Qantas board had, in fact, dis- 
closed his understanding of Imperial Airways' plans to the 
minister, Parkhill, and sent a copy of his letter to Edgar 
JohnstOHj "The proposal to carry all first class mail by air is, 
of course, a noatter of high policy and high fmance, particu- 
larly die latter**, Jobnatoii bad reipoiided, *'It Mems to me it 
would certainly mean scrapping the DH86 for die overseas 
and eastern trunk route, and they mi^ conceivaibly be too 
small for the western division."*" 

A.E. Rudder, as Imperial Airways representative in 
Australia, tried to defuse the secrecy issue in a letter to 
McMaster on 14 December, only four days after the inaugu- 
ration of the service to England Irom Brisbane. "I am anxious 
to take the quickest means of clearing up what I befieve ia 
purefy a misunderstanding, caused in the main by uncertainty 
as to the nature of the devdopments at Home and the di£B.- 
culties of communication.'* Mr Woods Humpibery, he said, 
"will be greatly distressed that tbe position had not been so 
fully explained to you personally as it might have been"." 

McMaster's answer, on 18 December, was cold and blunt. 

I regret dut it is difficult for me to accept your views that the mis- 
understanding has been caused in the main by the nature of the 
developments in London and the difficulties of communication, 
nor can I accept as satisfactory your assurance that Mr Woods 
Humphery will be greatly diatuibed that tlK position was not SO 

fully explained to mc personally as it might have been. This is not 
a personal matter when I or any other individual, as a personal 

favour, should expect an explanation.'^ 

Qantas, not QEA, McMaster said, should have been con- 
sulted and general agreement arrived at before any action was 
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undertaken that might aher the contract for the Brisbane- 
Singapore service. Unless that basis was accepted, he wrote, 

Qantas naturally would be forced to protect its interests and 
would be justified in acting independently with the Australian 
Government. I feel that you will agree with me that Qantas would 
Iwve a greater political influence in Australia than Imperial 
Airways. 

It is disrurbing that Imperial Airways should write privately to 
the Managing Director and enjom secrecy. 1 would suggest that as 
far as possible personal correspondence should be avoided. 

He ended: "With kind r^arda, and wishing you the compU' 
ments of the Season." 

McMaster's letter crossed with another letter to him from 
Rudder, also written on 18 December. Woods Humphery had 
cabled tysh, said Rudder, thai no commitment would be 
made without consultation "and asking Fysh to discuss all his 
relative conespoiideiice with you'*** Woods Humphery had 
also indicated that Sir Eric Geddes was writing fiilly by the 
next mail. Government coacem for secrecy, he said in this 
cable, had tied their hands. 

Two days later, in London in the House of Commons^ the 
veil of secrecy was lifted. The imder-secretary of state for air, 
Sir Phillip Sassoon, on behalf of the government, revealed that 
the Empire Air Mail scheme was in process of being sub- 
mitted to other Commonwealth governments. It had, he said, 
three main features — a material improvement in schedules, a 
substantial increase in frequency of service, and tlie carriage of 
all first dass mail to the Emjure countries concerned by air. 
He could give no date for the inauguration of the scheme, but 
stated: "The provision of the necessary fleet, ground organisa- 
tion etc. will require a period of something like two years 
before a project of this magnitude, constituting as it does, the 
largest step forward w^hich has yet been taken in the develop- 
ment of Empire air communications, could be brought into 
full operation."' 

Sir Eric Geddes cabled McMaster immediately: 

Important statement regarding Government plans for develop- 
ment Empire air mail services made in House of Commons today. 
Although we have assisted and advised in consultations we were 
required by Government to keep matter secret and not pennlned 

disclose their plans to anyone. You may rest assured we have not 
committed you in any way. If plans discussed mature, I believe 
effect cannot fail to be attractive to Q.E.A.*' 

He followed his cable with a long, explanatory letter on 28 
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December outlining the reasons for ihe emergence of the 
radical new scheme that was, in the years ahead, profoundly to 
affect the operations of both Imperial Airways and Qanias.** 

T cnn only hope that you will understand fully that my hands have 
been tied. Indeed, I have several times rais^ the matter specifi- 
cally with the Government. 

Last year, 1935, the time had arrived for the Board of Imperial 
Airways to consider the question of fleet replacement for the 
India and Malaya line. The agreement with our Government for 
this line runs until 1939, but there is an understanding thai we 
should be due to bring in a new genendoa of dicnft next year, 
1935. 

A study of the service, said Sir Eric, revealed 

that not only would it be impossible for us to get the line on to a 
self-supporting basis by the end of the ten years agreement, but 
that it WM camndy IBody, if not oertain» lias, ihc lat ftw yeaia 
would turn out to be the most serious financial loia ftr us. 

[The cause was thatl the air mail had not prown in accordance 
with the estimates agreed with the Government when the subsidy 
rates were fixed — in other words, die auicharge air mail qpatem 
had filled. Briefly, it ftiled becauae it any smthaiie at all — no 
matter how snail — the vohune wae too anall to cany 
economically. 

It was useless, he oootinued, to consider a major fleet 
replacement. The matter was further complicated because the 
Africa service, also, was showing signs of failure in regard to 
airmails. "It was inevitable that the future of the Empire air 
mail services as a whole, as far as our Government is con- 
cerned, had to be reviewed." The failure of the surcharge 
system to produce the necessary volume also, he said, "has the 
very serious disadvantage of being a bah lor fisragn oompeti- 
tioo, as is shown by the efibrts of the Dutcb to ettend tbeir 

•ervice to Australia**. 

"You will sec, therefore, that the whole of the future of our 
Company was vitally at stake", he wrote. The board, he said, 

made its representations to the government, and a Cabinet 
committee was formed which eventually "accepted and passed 
a scheme which it felt able to put before the Dominion and 
Colonial Governments". The scheme, said Sir Eric, was left 
as elastic and flexible as possible "because we, naturally, in the 
absence of consultation, could not know the wishes of our 
partners on the routes". 

The sudden mania for speed, apparently without consideration of 
cost, volume or traOic, or efi'ect on time schedules, resulting lirom 

224 



Copyrighted material 



Qantas timpirc Airways 
taaogmdllMtoltaf 



the LoDdcn-Mdboiinie air ra^^ . . , c^usecj G9yei-nrnen| 19 

tvhsw the whole of their previous oonsldentioiis. 
I have been wondering) and I have discussed with Humphcty* 

how we can bring Qantas Empire Airways into the next stage. I 
am sure you will see that it is absolutely essential that Q.E^ 
should come in when the proper time arrives. 

First of all we must ascertain tlie attitude of the Australian 
Government to this vast proposal. 

Sir Eric then suggested that at the appropriate time one or 
pcssibfy two QEA directors should "come over and discuss 
tlie inatter with us here'^ It would* he said, **be a good thing if 
we could meet and get to know eadi other, which is the best 
way of avoiding any misunderstandmg". 

May I conclude [he wrote] by expressing the hope that in this very 
oonplicaied matter^ whatever wty hsfipcn, you will at all times 

believe that in the talks which I am obliged to have with my own 
Government, Qantas Empire interests and Qantas Empire point 

of view is always before me. 

Fysh, formally released from his undertakine to treat the 
Woods Humphery correspondence as private and con- 
fidential, submitted it to McMaster on 2 January 1935. In a 
covering letter he wrote: "I still feel, with you, that the direc- 
tors of Q.E.A. should have been informed . . . Anything other- 
wise Is only making the company out here the merest puppet 
of Imperial Airways.***' 

McMaster*s anger had, it now proved,} provoked what was 
to be a constructive and critical exchange of views between the 
chairman of the vast Imperial Airways organization and the 
chairman of Qantas. Responding to the Geddes Ittter, 
McMaster, on 22 January, wrote: 

I have read your letter very c arefully. I realise that you had to pro- 
tect your main interests in the London-Singapore seaion, and it 
would be unreasonable for us to expea that Q.A.N.r.A.S. 
imerests in the Q.E.A. contraas could escape being inv<^ved to 
some extent. We must realise that any major devdopment on the 
London-Singapore lection must involve tlie Singapore-Australia 
section. 

McMaster then began to develop an argument for funda- 
mental change in the relationship involving Imperial Airways, 
QwA.N.T.A.S., and QEA. 

The unfortunate position is that the interests of the 
Q.A.N.T.A.S. shareholders are not altogether identical with the 
interests of Imperial Airways in the Q.E.A. contracts. Certain 
devdopments iriiidi would be desirable and possible for Imperial 
Aiiways could be quite the opposite for QAN.T.A.S. 

225 



oopyiiQhieci rnaietial 



The Defeat Distance 

As a result of your cable mess^ and letter, I 

jrou did not neglect Q.A.N.T.A.S. interests. 

I have been wondering if it might be possible to more fully 
merge the interests of Imperial Airways and Q.A.N.T.A.S., in 
proportioa to their diarcboldings, so that, whatever development 
took place, the results would be oommon to both interests. The 
present position is not a happy one for Q.A.N.T.A.S., and 
appears to me to be unsound for Imperial Airways — for both 
oompenies have to consider their major interests to a great extent 
individually. 

Under the present arrangement Imperial Airways, with its 100 
per cent mterest in the London- Singapore section of 8,000 miles 
and only a 50 per cent interest in the 4,000 miles from Singapore 
to Australia, is in quite a different position to Q.A.M.TJi.S., 
dependent for its bread and butter on its 50 per cent interest in 
the 4,000 miles section. For instance. Imperial .Airways could 
contemplate without anxiety the replacement of the whole of the 
Q.B^ aircraft ~ without provision for obsolescence ~ iriieffeas 
Q.A.N.T.A.S. is not in a position to do so. 

If some basis could be secured whereby the two interests could 
be made common for the whole ot the England-Australia service, 
in proportion to the shaTeholdings, it would help in what will 
always be more or less di£Gcnlt adjustments. 

The letter ended with his agreement to visit England for 
discussions.** 

Sir Eric Geddes responded quickly. **I agree with you**> he 
replied on 15 Febrtuuy 1935, **that it would simplify matters 

enormously if some arrangement could be arrived at whereby 
the two interests could be more closely woven into the 
Australian route as a whole. In tact, some such arrangement 
will, I think, be essential for the smooth working of the 
Government's new plans." 

Geddes reminded AicMaster that the existing division of the 
route arose from "the desire of the Commonwealth Govern- 
ment to segregate completely and control alone the Singapore- 
Darwin seaor of the line". To any student of transport, he 
commented somewhat tartly, it had been obvious all along 
that each section was so dependent on the other that the isola> 
tion of one was not readily workable.** 

This brief exchange between the two chairman wns ro lay 
the basis for both future understandings and future 
misunderstandings. Its immediate effect was to calm the 
wrathful McMaster and to restore reasonable accord. 

Geddes concluded his letter with a reference to the fu:si 
operational crisis of the provisional servicef which had very 
nearly ended as a major disaster. Just after midnig(ht on 16 
January, the Imperial Airways aircraft Athena had taken off 
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from Koepang in fine weather for the crossing of the Timor 
Sea to Darwin. It had left Singapore a day behind schedule 
and the pilot, V.G. Wilson, was attempting to make up time 
by flying, without rest, through the night. There were no 
proper ftdlides for night Hying on tlie toute and it was, in 
fta, prohibited.*" 

**Half way acron the Timor Sea,** Wilson later told the 
press, "we encountered a terrific storm of thmuler and light- 
ning."*' They reached the coast, after a finir and a half hour 
crossing, just before dawn. "I was unable to see any beacon 
lamp or lights, or the aerodrome or the town," said Wilson, 
"so I followed the coast eastward. The dircction-fmding 
equipment was out of order because ofsiatic. We dared not even 
put out the aerials because we picked up fireworks from 
light nuig. Petrol was getting very low. I have never met condi- 
tions like them.** 

He decided to make a forced landing. **I flew on to the 
north-western side of Point Stuan, to a ridge surrounded by a 
swamp, and put the machine down there*', he said. Then a 
group of Aboriginals arrived on the scene and told them their 
position. On the emer^n^ radio they passed it to Darwin. 

The Athena was found soon afterwards by Qantas pilot, 
CLiprain Hussey, flyini^ from Darwin in a DH61. He landed 
salely alongside, checked that passengers and crew were unin- 
jured, then took otTfor Darwm to bring back petrol supplies. 
On take-off, the DHb i struck a bog at high speed and the pro- 
peller, hitting the mud, disintegrated. 

^^Immediately,** reported the press, "eleven native boys, six 
lubras and one half-caste began to dig out the Qantas plane 
and transfer 100 gallons of fiid to Athena. This coloured help 
came from Mr. Max Freer's buffido shooting camp, ten miles 
away."" 

Athena chose a take-off path to avoid the bog and, raking 
Hussey and his crew, arrived safely in Darwin. Ihe mails 
went south the followuig day and the DH61, D/a«<3, was later 
fitted with a new propeller and flown out. 

Apart from damaging publicity, the acddem provoked 
internal argument and accusations. Fysh cabled Imperial Air^ 
ways, with minimum diplomacy, if accurate judgment: "Con- 
sider method of operating Atkina last trip and possibly your 
other trips courting certain disaster " He was asked by 
Imperial Airways to withdraw the cable."' The press criticized 
the Commonwealth go\ernment for inadequate ground 
facilities on the route. The controller of civil aviation cx- 
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pressed displeasure with Imperial Airways for what he be- 
lieved was their initiative in provoking the press criticism. 
Edgar Johnston wrote to Fysh: 

It does seem that he [Wilson] undertook his flight by night 
without any weather report and apparently knowing that Darwin 
radio was not aware of his coming, and knowing also that 
Koepov radio. . . had dooed down. Ifthbisaoctirate,itbavery 
aerious mntrer commanding drastic action. 

It is rather annoying to us to be publicly blamed tor installing 
unsatisfactory equipment which appaicnily was never given a lair 
cfaanoe to work oo this occaskm. ff'the pikxa wish to do fiioliih 
things they should at least refrain from blaming the Dqianment 
publicly for the consequenoe of their stupid actkxia.** 

In a tecond letter he said he did not hUune Fysh for the 
adverse publicity, **I do think, however," he said, **that it has 
been more or less deliberate on Imperial Airways pan."" 

Geddes denied these accusations but in a letter to McMaster 
made his position plain: "Ground organisation on this sector 
is a matter bttwt^en Qantas and the governments of Australia 
and the Netherlands indies."** 

Qantas, so dme now to achievement of that dreamtime 
vision of spanmng oceans, was still held back by the probkms 
of the DH86. Th^ had not themsebes yet floWn their route 
between Darwin and Singapore. Lester Bram and Sootty 
Allan, however, after Qantas woricshop alterations to the 
DH86 rudder tab, had earned out tests which, to them and to 
Fysh, appeared to solve the pn^blLin of directional instability- 
"All of Qantas now have contldencc m the machine and we 
are anxious to commence operations", Fysh told Johnston." 
*'To us, of couisc, almost overwhelming evidence points to 
the fin giving way in the air as the cause of the accident." 

Johnston rqilied: "All our people here are wholly tm- 
convinced that the fin was the cause 
ing to the Qsntas tests, he wrote: "I fed it almost too good to 
be true that the sealing of the rudder Gap can make so great a 
diiferenoe."'* He sent his own officer to Brisbane to assess the 
Qantas optimism. 

When the board of Qantas Empire Airways assembled in 
Brisbane on 25 January 1935, they heard the verdict. The 
Civil Aviation Branch's pilot had carried out independent 
testa of the aircraft's directional stability and now declared 
himself satisfied. Release of the DH86 for senrace was at last 
assured.** 

Aknost immediately there was another crisis and the whole 
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Capt. Lester J. Brain, QEA 
flight superinicndcni, about 
1935. 



issue of the safety of the aircraft was again reopened. The first 
of two additional DH86 aircraft (VH-USF) for QEA had been 
flown out from England. On its arrival in Darwin it was found 
that the fin bias gear was defective. Its certificate of airworthi- 
ness was suspended. Again, that elusive overseas inaugural 
day receded. Permission was given by the Civil Aviation 
authorities for the aircraft to be flown back to Singapore for 
inspection and there, QEA service engineer George Boehm, 
found a serious malfunction of the bias gear.'"" 

Imperial Airways attacked the Australian decision to sus- 
pend the aircraft. "The action of the Australian Civil Aviation 
Department in declining to certify the airworthiness of the 
DH86 machine just flown to Darwin from Croydon has aston- 
ished Imperial Airways", reported the London representative 
of the Brisbane Telegraph on 28 January. The continuing 
Australian ban on the DH86 was. Imperial said, a serious 
embarrassment. The Civil Aviation Department responded, 
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with some anger, that only the defective aircraft itself was 
afTected. There was no ban on the DH86 as a type."" 
Johnston wrote to Fysh: "Official advices indicated that 
Imperials rushed into their criticisms without any knowledge 
of the facts at all. I have told them pretty plainly what I think 
of it."'" 




Publicity photograph taken at 
Archcrticld m early 1935 
showing embarkation lor a 
night on a QKA DH86. 



Then the second of the two new DH86s (VH-USG) which 
had arrived by sea in Brisbane was found, in the QEA 
workshops, to be faulty; there was incorrect location of the fin 
bias traverse screw. Qantas modified both aircraft. In 
Singapore, a new fin post was made and fitted to VH-USF. Its 
certificate of airworthiness was restored and, in Brisbane, the 
fault on VH-USG was corrected. They were, at last, ready to 
begin operations with the new airliner. 

The first of the DH86 aircraft to enter scheduled QEA ser- 
vice, RMA Canberra, left Brisbane on 29 January 1935, with 
Lester Brain in command, carrying mails for transfer to 
Imperial Airways at Darwin. On board were First Officer 
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I'uhliciiy phoiO|;raph taken 
tnsidc a QHA DH86 at 
Archcrficid in early 1935. 




Passenger cabin of a DH86 
looking forward. 



L.R. Ambrose, Engineer A. Williams, and pilot W.H. 
Crowther, travelling as passenger to Darwin. (Bill Crowther 
had been taken on to replace P.G. Taylor.) It was the begin- 
ning of multi-engined operations for Qantas and of a new, 
two-day service with the DH86s between Brisbane and their 
stepping-off point for the rest of the world, Darwin. The new 
service cut a day off the old schedule. It was also the last big 
step necessary before the start of these overseas operations. 
Though there were still operational details to be clarified, 
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Kcfucllint; a DH 86 at a 
Queensland aerodrome, 1935. 



Fysh, weary and unwell, felt that he could now take a short 
holiday. Edgar Johnston wrote to him on both matters."" 

"I am sorry to hear that the strain we have been through 
recently has affected you physically", Johnston said, advising 
him to get away and forget all about flying; but, with his 
solicitude, came a last departmental point. The range of the 
DH86 specified in the tender documents for the Darwin- 
Singapore section of 600 miles against a 30 mile per hour 
headwind was, he reminded Fysh, a minimum. "I discovered 
that Brain was under the impression that, if a wind in excess 
of 30 m.p.h. were blowing, the Company would be doing 
ever3^hing required of it under the contract by sitting down 
and waiting for the wind to drop." This, said Johnston, was 
not the case. There was every need to have arrangements to 
carry additional petrol when circumstances demanded. "The 
Department expects trips to be undertaken and completed to 
schedule under all reasonable conditions, and I should hesitate 
to agree", he said, "that a wind in excess of 30 m.p.h. con- 
stituted unreasonable conditions." 

More than reasonable conditions prevailed at Darwin on 26 
February 1935 as Qantas prepared, for the first time, to meet 
those departmental expectations. At Fanny Bay aerodrome, 
where Hudson Fysh had welcomed Ross and Keith Smith 
after their flight from England in the Vickers Vimy in 1919, 
Captain Scotty Allan lined up RMA Canberra for take-off in 
the early morning light. The four engines wound up to full 
power and the DH86 accelerated down the grass. Moments 
later, it lifted off on the first overseas departure from Australia 
of a Qantas flight. 
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Though the problems with the DH86 aircraft and the 
misunderstandings between the two partners of Qantas 
Empire Airways had been substantially resolved by die time of 
the inaugural Qantas overseas flis^ht from Darwin in February 
1935, McMastcr and Fysh were now to face, in the four years 
leaciing up to World War II, a period of unparalleled complex- 
ity and pressures. As well as the considerable cliallengc of 
operating as an overseas diline, there lay ahead a sometimes 
stormy> and much extended, political environment that 
invdvol the Australian, British* New Zealand, and Dutch 
governments, the looming uncertainties of war itself, and a 
dramatic collapse in McMaster's health. It was in this period 
that they, and the small group of able people imder them, 
transformed the local, inland operator into an international 
airline that, with a fleet of great Hying boats, laid the basis of a 
world reputation for satcty and technical excellence. 

In those tirsi weeks of February 1935 there were two as yet 
unrelated initiatives that were closely to involve (^tas. One 
marked the beginnings of Australian government involvement 
in the concept of a tranS'Tasman air service^ the other the 
arrival in Australia of a high-level British delegation to urge 
the merits of the proposed revolutionary Empire Air Mail 
Scheme and the adoption, for its implemenution, of large and 
untried flying boats. 

Edgar Johnston advised the secretary of the Winistry of 
Defence that the Postmaster-f TcneraPs Depnrtniem had 
received a letter from the New Zealand authorities. "This 
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administration", said the letter, "is keenly interested in a 
weekly trans-Tasman air mail service link up with the service 
now operating between England and Australia." Johnston 
added his comments: the project, he said, had been well in 
mind for many years but was beset with difficulties, mainly 
the operational one of spanning some twdve hwidred miles of 
tlie Tasman Sea. *'It is comparable'*, he said, **in some 
respects to the spanning of the Atlantic, something not yet at- 
tempted for a regular service to North America." Three types 
of aircraft could, he said, make the direct crossing with a small 
commercial load — the little DH Comety in some nine hours 
with a load of 400 pounds; the Douglas DC2, of 18,000 
pounds gross weight, in just over ten hours with 600 pounds 
payioad, and the Sikorsky S42 flying boat, of 38,QU0 pounds 
gross weight, in just under eleven hours with a payioad of 
3,700 pounds.^ 

The British delegation arrived in Brisbane by QEA DH86 
on 22 February, having had special dispensation to travd from 
Singapore on the new service. It lost no time in urging, 
through the press, tlie advantages of flying boats for the long 
distances flown across the oceans on Empire routes. The 
delegation leader, British director of postal services Sir 
Frederick Williamson, said modestly: "We are not here to 
dictate to the Commonwealth Government."^ He stressed, 
however, that it was necessary for Australia to obtain the right 
perspective on the rapidly expanding airmail services, and on 
the critical issue of costs. 

An integral part of that perspective was the requirement fiir 
an Empire view of world affiirs. It was not lacking in 
Australia. Although the Statute of Westminster 1931 had 
given legal authority for the transfer to Australia and other 
Dominions of full sovereignly over their own affairs (a 
sovereignty that had been recognized in principle by the 
Balfour Declaration of 1926), Australia had not yet adopted 
the statute (and was not to do so until 1943). The attitude of 
Qantas itself was proclaimed as a slogan on a Staff News 
circular of 7 November 1934 and read: "Let Us Thmk And 
Act Imperially." In practical terms it meant maximum possi- 
ble co-operation with Imperial Airways on die through route 
from England to Australia. It also meant maxunum possible 
resistance to Dutch intrusion into Australia. 

By mid-1934, Fysh had already been suspicious of Dutch 
intentions. "I really am very worried indeed about the Dutch 
proposals Ito link Batavia and Darwm]", he wrote to Edgar 
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Johnston. '*You may have to fight to see ihai QEA don't 
receive a heavy blow in loss of overseas passenger traffic. I 
fefose to swallow dial the Dutch simply wish to come to 
Darwin. Undoubtedly they will want to come on to Sydney 
and Melbourne. The next «tcp would be pressiire to receive a 
portion of the mails.*'' Fysh thought the Dutch "wonderfiil 
people to meet socially, or when no actual business is behig 
conducted". But, he said, "they are very tough, I can assure 
you, when it gets down to a matter of price".* 

Two days after making this comment, on 21 July 1934, 
Fysh received a letter from KNILM on agency agreements for 
the Netherlands East Indies. They quoted a fixed annual pay- 
ment of 10,000 francs as "the very lowest figure ai winch we 
can render the services requu ed ... a large reduction of the 
original amount of 22,870 francs*'. They had, they said, made 
this reduction in the sincere wish to cooperate with QEA and 
were now offering their services at bebw cost price.' Fysh 
replied promptly that the QEA board, at its meeting on 1 
August, had felt unable to agree to this price which was, he 
wrote, more than double that which was contemplated.* To 
Edgar Johnston he commented with feeling: "I am beginning 
to despair of an agreement with KNILM owing to their 
unrelenting attitude and inclination to lay down the law. 
Apart irom price, which includes not one item of out-of- 
podnt expenses, they wish to say exactly what they will do, 
not what we require. If KNILM don't agree, I expect 
Imperial Airways will consider putting the screws on KLM.*** 
By the end of August, however, there were sUs^t signs of 
compromise. Johnston wrote to Fysh: "I agree with you it 
might be politic to go some little distance to secure the fullest 
co-operation from the KNILM."** 

The right to operate through the Netherlands East Indies 
was, of course, essential to QEA for their Darwin-Sineapore 
service and their negotiations with the Dutch were the fust of 
many tough encounters with other countries in that specializ- 
ed form of airline horsetrading involving v affic ri^ts. 

Edgar Johnston wrote to F^sh on 10 September 1934 that 
the prospect of Dutch expan^on to Australia was 

a very real danger, and having in mind our dependence on Dutdi 
goodwill for the successful operatioa of our own service to 
Singapore, I would be very loath to recommend a direct refusal to 
a Dutch application to come on to Australia. 

I do believe that if we run a fast service to Singapore we can 
make it very difficult for the Dutch to compete against us. If the 
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Brirish through service will stand coinpanson with the Dutch ser- 
vice, then the fear ol Dutch competition is not very great as the 
Austnlian and Britith public would stand fimdy bdiind us. [But] 
if tbe Dutch can and do run a much faster service, then I think the 
public would fofoe our hand into giving pennisaion to the Dutch. 

Johnston thought it should be possible to fly the Darwin- 

Brisbane section in one day and two nights, making a thre^ 
day schedule. For Darwin-Singapore he thought a four-day 
schedule "about as fast as the trip could be run without consis- 
tent night flying. But I contemplate a three-day schedule with 
regular night flying."' Replying. Fvsh reminded him of the 
dirticuliies on the Brisbane-Darw m sector. hat a tali order 
it is going to be", he wrote, "to operate a modern, high perfor- 
mance type from grounds in Australia largely only suitaUe Bx 
our present local types." Between Brisbane and Darwin^ he 
pointed out, "there are no less than seventeen scheduled stops 
in a distance of 2,028 miles, while on the DarwiU'-Singapore 
section of 2,331 miles there are only four regular stops".'" 
Each place, said Fysh, had to be "regularly landed at in all 
weathers according to timetable". 

On the issue of Dutch charges in the Netherlands East 
Indies, Woods Humphery did indeed attempt, as forecast by 
Fysh, "to put the screws on KLM". He sent Fysh copies of 
his correspondence with Plesman in which he had ooiMduded 
that, as they had tailed to make satisfactory arrangements, 
QEA would now appoint their own local agents. As ftr as 
trafiBc was conoemed, he told Plesman, QEA was a transit 
company and not inimarily interested in local traffic. "Tha^ 
my dear Plesman, is your province", he wrote, "and we have 
no wish to compete in any way with traffic from your Eastern 
Colony to your Mother Country. Similarly, traffic to and 
from Australia and India we regard as being our proper pro- 
vince, but on this i am sorry to say, there does not seem to be 
reciprocal diou^.**" 

To Fysh, Woods Humphery wia somewhat blunter. '*I 
think there is no possibility of avoiding a war with those 
people,** he wrote, '*and therefore, whilst dmng nothing in 
any way to precollate it, we should prepare ourselves to stand 
entirely on our own. I hope you will agree.*'" Fysh responded 
that he did." 

The glamour weapon of the Dutch, for any war oi airiine 
operations, had been dramatically demonstrated to Australia 
in the Melbourne Centenary Air Race. Their Douglas airliner 
had captured the public imagination. Fysh wrote to Dismore 
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at Imperial Airway on 22 Decembo' 1934 that **Johnston has 

ihuiuughly caughi Duuglasiiis". Su, he saiii, liud everyone 
else, including the whole ot" Qantas. 

I have had it (wrote Fysh] since my visit to Clover Fields outside 
Los Angeles, and my present prayer is that your manufacturers 
will catdi xbs disease good and hearty. The American manufac- 
turer has got &r away ahead in the present period of development 

of commercial aircraft. I do not refer by any means to speed alone, 
but to incihnds of construction and general engine fcanircs. Here 
in Australia at the present moment there is quite a revulsion 
igainst Britidi oommercial aircraft. This is not altogether unwar* 
ranted.'* 

The new Empire air route between London and Brisbane 
whidi for the first time provided a ftst and regular means of 
commimiration for the two ooumnes> was by for the longest 
air service in the world. Covering 12>754 miles it was operated 

by three organizations: Imperial Airways flew from London to 
Paris and from Brindisi* Italy, to Karachi via Cairo (the 
Paris-Brindisi link was by rail); Indian Trans-Continental 
Airways tlew the service from Karachi across India to 
Rangoon and on to Singapore; Qantas Empire Airways linked 
Singapore and Brisbane. (Indian Trans-Continental Airways 
was 51 per cent owned by lAL and 49 per cent by the Indian 
Government, with LAL exercising control. It was, wrote 
Fysh, "to all intents and purposes an lAL affiur . . . except 
that their Ataiantas had Indian registration marks".*') 

A variety of aircraft types were used. The Handley Page 
42W Heracles type, carrying in comftnrt thirQ^ei^t 
passengers at 100 miles per hour and providing meal services 
and stewards, operated London- Paris. From Brindisi to Alex- 
andria, across the Mediterranean, the four-engined Short S17 
Kem class flying boat was used. It carried sixteen passengers 
at 105 miles per hour and had often to stop lor refuelling at 
Mirabella, Crete. From Cairo to Karachi, lAL used the 
Handley 42E Hanmhal type, which resembled the 
Herades but had greater range, in exchange for a smaller 
passenger capacity of twemy-four. The route was Cauro- 
Baghdad and on to Sharjah in the Persian Gulf where> wrote 
Fysh, "a landing was made on the desert and the Handky 
Page taxied in alongside the lAL Resthouse through an open- 
ing in barbed wire entanglements^ which were closed tight for 
the night"." 

The Hannibals terminated at Karachi, where the smaller 
Armstrong Whilworth Ataiantas took over. With a capacity of 
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nine passengers, they called at Jodhpur, India, for a night 
stop, then Rangoon and on to Singapore, connecting with the 
DH86s of QEA. The basic weakness of all the lAL aircraft 
was in their range, which was sacrificed in exchange tor 
payload. The Handley Page Hannibal and Armstrong Whit- 
wonh Atahnta had a range, without extra tanks* of sonu! 400 
miles; the Short SI 7 Km was little better at 450 miles." By 
contrast, the Commonwealth dass DH86> though Umited to a 
maximum of ten passengers, had a range of 750 miles, a speed 
of 145 miles per hour, and superior economics.^* (As a com- 
parison, the Douglas DC3 could carry twenty-one passengers 
at a cruising speed of some 190 miles per hour. The first 
Douglas aircraft to be used by Australia, a DC2, commenced 
operations with Holyman Airways in June 1936, and the first 
DCS entered service with Australian National Airways in the 
following year. Their importation into Australia became legal- 
ly possible afker the government sem Edgar Johnston abroad 
in 1935 to investigate civU aviation matters. **I took technical 
experts with me," said Johnston, **and as a result I recom- 
mended that we accept die American certificate of airworthi- 
ness in Australia."'^ Between 1 July 1936 and 30 June 1939, 
forty-nine American aircraft were imported^".) On the new 
Empire route from Brisbane to London the first class air fare 
was £244. 

The final managing direaor's report of the old Q.A.N.T.A.S. 
by Fysh was submitted to the board on 24 January 1935 and 
noted that the company had ceased to operate when Qantas 
Empire Airways had taken over on 10 December 1934. The 
period dealt ^ndth by the report, fimn 1 July to 9 December 
1934, had been on a yearly basis by far the most profitable in 
the company's history. Records had been broken in passenger 
bookings but the principal reason for the profit of £4,977 
disclosed had been the very low depreciation for the period of 
only £1,219. The fieet had been "written down to a bedrock 
value, at which QHA had agieed lo take u uver".^' 

The birth of (^tas Empire Airways and the opening of 
Australia's first regular intematiofial air service had 
stimulating consequences for the controller of dvil aviation, 
Edgar Johnston. Fysh advised Woods Humphery on 8 
February that Johnston would leave shortly on a world tour. 

He is going via America and Canada and will be about six weeks 

there, I believe. He wiU then go on to London and tour the Cooii- 
nent before flying out to Australia on the Empire Service. It is 
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Vital lor Jolmsiun lo be cardully culuvai^> as he Icavcb lictt 
definitely bottOe to lAL, de HavUland and all Britiili aircnft. I 

know Johnston very well personally. He is absolutdy strait 

and) at times, pig-headed. This trip will improve him eoormoiU- 
ly, but it is essential that he gets the British angle. 

Wliai he wUl appreciate most from you, and what will have the 
most efiea* will be candour, and no secrecy and mystery. If you 
can get him to really see your big [Empire air mail] scheme and 
back it, the position out here in regard to the fu'ure will be enor- 
mously eased, as be will be the Government's authority on his 
return." 

In tact, the initial response to the Empire Air Mail Scheme 
by the departments ot the Postmaster-General and Civil Avia- 
tion varied. The former was, in general, supportive; the latter 
(incorporating Johnston's views set down bciorc his departure 
overseas) was cautious and full of reasoned doubt. In a con- 
fidential memoraiidum to Cabinet on 4 March 1935, the 
Poatmaater-General's Dq)artment aummarized the main 
features of the sciieme and the proposal for a fifteen-year con- 
traa oommencing in 1937. The estimated cost of the scheme 
annually, they wrote, was £2,650,000. Earnings from 
passenger and freight revenue were put at £1,150,000 and col- 
lections annually from foreign countries for carrying their 
mail put at £30,000. Estimated earnings from surcharges on 
Empire mail to foreign destinations were £45,00U. This total 
revenue Mill lett a net annual coninbuiion trom governments 
of £1,425,000. Its proposed apportionment was: mail payment 
by the United Kingdom £525,000, plus subsidy of £313,000; 
noail payment fay the Domtnioas, £300,000 plus subsidy of 
£287,000. The Australian share of the total Dominions appor^ 
tionment was put at £44,000 for mail and £90,000 in subsidy 
— a total of £134,000 sterling (or CA 167,500). Heavy capital 
expenditure would be involved for ground organization 
between Sydney and Singapore, said the memorandum, and 
there would be annual maintenance costs at least £5,000 in 
excess ot the existing landplane service. "The proponents of 
the scheme", wrote the PMG Department, "stress the 
deatrabili^ of maintaining the exiating nuul contract aubsidies 
with the various shipping companies, die Orient line being 
that affected by the Australian aspect.*' The main disadvan- 
tages seen by the PMG were the considerable increase in the 
financial obligations of the Commonwealth and the diminish- 
ed measure of control of the Australia-Singapore section. The 
advantages were thai "the projected air service will occupy 
nine days at the outset and seven days in the near future" as 
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against tliiny^two days for the eiistiiig sea-mail route. Fre- 
quency of mail service would double to twice a week. The 
prestige of the Empire would be enhanced and, said the 

memorandum, the service would "be of special benefit to 
highly placed public men, officials and others concerned with 
important commercial interests". The repon concluded that 
there was much to be said m the scheme's favour^ with the 
primary consideration beinp one of finance.^' 

In contrast to the Post mast er-General's Department, the 
acimg controller of civil aviation, A.R, McComb, expressed 
misgivings in a paper to the secretary of the Defence Depart- 
ment on 6 March 1935. He questioned 

the wisdom of accepting the admittedly revolutionary United 
Kingdom scheme and abandoning the earUer view of the Com- 
mon wealth that development and improvement of the England- 
Australia air conneaion should proceed by evoltttionary stages 

with increase in frequency, reduction in through transit time fhv 

recourse to mght flying, faster aircraft etc.] and gradual reduction 
in die air mail suicfaarge fee. (The Britidi Delegrtion's scheme 

would] compel the general taipayer to bear an addMonal burden, 

whereas under the Commonweahh plan the users of the airmail 
would themselves have to pay ... by way of surcharge fees on 
their mails. 

Broadly speaking, he argued, the anncipatcd difficulties and 
problems arose from the basic featui c uf the I'nited Kingdom 
scheme — the proposal to carry all iirsi class mail by air 
without special surdharge fee. "This would involve very large 
man loads, difficulties of operating aircraft of sufficiently large 
carrying capacity and result in the Goounonwealth receiving 
no appreciable revemie as a set-off against the very con- 
siderable disbursements in subsidy." The machines oon- 
templated were, he wrote, expensive in first cost and in opera- 
tion and maintenance. The British Delegation had said it 
would be uneconomical to write off such large aircraft in less 
than seven years. Thus, commencing in 1937, they must 
operate the same aircraft until 1944. i he view was held, he 
said, that "if the United Kingdom scheme did in faa repre- 
sent an outstanding development in air mail transport hi 1937, 
it must almost certainly be obsolete by 1944**. 

The British proposal, he observed, seemed to mvolve an 
annual Australian grant towards an Imperial Airways service. 
If adopted it was "difficult to see how Civil Aviation in this 
countrv will be fostered". All available Commonwealth funds 
would go to tioance the new scheme. Its introduction would 
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nccc99iiaic itic icrminaiion or draoiic revision of many existing 

airmail contracts." 

Five days after the preparation of these submissions by the 
postmaster-general and acting controller of civil aviation, a 
secret paper was put to Cabinet by the Defence Department. 
It recapitulated the genesis of the UK scheme "formulated 
and submitted to the Dominions concerned without any prior 
consultation", and the despatch of the British Delegation to 
India and Australia early in 1935 with the apparent desire of 
"securing the Dominions' early acquiscence". A conference 
had been held in Sydney from 25-28 February 1935 with the 
Commonwealth represented by the minister for defence 
(Archdale Parkhill); the postmaster-general (Senator AJ. 
McLachlan); the director-general of posts and telegraphs (Mr 
H.P. Brown); the secretary, Department of Defence (Mr M.L. 
Shepherd); the controller of Postal Services (Mr M.B. Harry); 
and the chief clerk. Civil Aviation Branch (Mr S.H. 
Crawford). The British Delegation consisted of the director of 
postal services (Sir Frederick Williamson), the deputy director 
of civil aviation (Mr Francis Bertram), and the parliamentary 
private secretary to the British under-secretary for air (Mr 
Thomas Loel Guinness MP). 

The Cabinet paper reafiirmed that "from the civil aviation 
standpoint in Australia it preferred to proceed in progressive 
stages" but it was appreciated that this would need the co- 
operation of the Indian and United Kingdom governments 
"who, however, have apparently agreed to adopt the more far- 
reaching Empire all-mails scheme". This patent lack of 
enthusiasm continued. On the question of control, the paper 
noted: "It is extremely difTicuh to appreciate in what manner 
or to what extent the Commonwealth could expect to exercise 
any effective measure of control over the operation of its 
national Company (apart from . . . airworthiness certificates, 
licensing of crews etc.)". Johnston's sarcastic comment that 
QEA would merely be privileged to display its Australian 
registration markings was then included. "Based on the 
meagre information available," the report went on, "the addi- 
tional expenditure would be not less than (a) additional capital 
costs of £140,00 (b) additional recurring costs of £116,500 
annually", exclusive of costs for improved facilities (landing 
grounds, night lighting, wireless, etc.) and establishment of 
additional air distribution services from Sydney. "It seems 
that participation in the Empire Scheme at the outset would 
involve the Commonwealth in net additional cost of not less 
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than £200,000", the report concluded, in addition, in thc 
opinion of the acting controller of civil aviation, "the tlying 
boat stopping bases from Darwin to Sydney had been laid 
down on paper apparently without any serious consideration 
at aU*'.» 

Woods Humphery wrote a "Strictly Fdraonal" letter to Fysb 
on 2 April that woi]]d» had its contents been known to Bdgu 
Jolinston> have confirmed his worst fears on the British atti- 
tude to control of the Australian section of the proposed flying 
boat service. 

One diing worrying me a little is the idea that QEA would have a 

separate contract with the Australian Government in regard to 
their participation in the service . . . We have made it quite clear 
that it was our idea that there should be one contract only, and 
that would be between the Home Qoverament and Imperial Air* 
ways, and in it would be provided in specific terms the panicipa- 
tion by QEA and Indian Trans-Continental Airways. I fear that 
there might be some obstacle from Johnston, who might feel that 
the moM hnportant air mail lervioe dua Australia was interested 
m was not, pardy at any nte, under his oontiol." 

A week later he told Fysh: 

I imderstand from the Delegation that the principal anxiety in 
Australia is the suggested abandonment ol the internal landplane 

route as die main trunk route, ft could be a pi^ to allow a local 

consideration, uKqMRant as k iSf to afictt admsdy the aervioe as 

a whole," 

Hudson Fysh, meanwhile^ had been assessing some of the 
physical realities of the proposed flying boat route between 
Darwin and Sydney. He described the difllculties and expense 
of establishing depots on the remote Gulf of Carpentaria in a 
letter to Woods Humphery on 9 April. "I have been", he 
wrote, "to the Roper River, Booraloola on the McArthur 
River, and to Normanton and Karumba at the mouth of the 
Norman River> and theae fiarm about the only regular points 
of white habitation along the shores of the Gulf, except for the 
missioiiaTies on Momingion bland.** Fysh pointed out that 
Roper River had sea conununication only, by lugger, with 
Darwin, and had foreshores of mangrove and mud; that 
McArthur River was similar, with the white population of 
Booraloola fluctuating "from about three to six, with a public 
house, a store and a police station". A small steamer or lugger 
from Darwin called intermittently. Karumba, on the mouth of 
the Norman River, "consists of a pilot station, where live a 
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white man and his wife", wrote Fysh, adding: "To establish a 
depot at Roper River would be as difficult as establishing our- 
selves on a desert island."^" 

Though the issue of flying boats and the ambitious Empire 
airmail scheme dominated high policy, there were plenty of 
other more pressing matters that faced Fysh. In a draft of the 
chairman's address for the annual meeting, Fysh wrote that 
the heavy volume of overseas mail between Darwin and Singa- 
pore was "a very serious question for the Company, although 
a very gratifying position for the Government. The revenue 
being received by the Government through the surcharged air 
mail approximately pays the cost of the service to the Govern- 
ment. In other words, the service is practically self- 
supporting."" 

The popular response to the new airmail service had, in fact, 
far exceeded official expectations. The Inter-Departmental 
Committee, in its estimates, had allowed an average weekly 
mail loading from Australia of 191 pounds and an inwards 
average of 201 pounds. In less than three months, however, 
the outward average was 450 pounds and the inward average 
400 to 500 pounds per week (mail volumes not anticipated for 
some six years by the committee). As QEA was obliged under 
its contract to give priority to mail over passengers it now 
found that the high mail loadings would deprive it of revenue 
from passengers. (Ministerial permission to carry passengers 
was given on 31 March 1935, commencing from Brisbane on 
17 April and from Singapore on 22 April.) 

The service across the Timor Sea, wrote Fysh, "is ridicu- 
lously cramped owing to the unexpected volume of mails 
carried". Without doubling of frequency ("duplication" was 
the term in use) at an early date, QEA would not, he said, be 
able "to fulfil the intentions of the Government in providing 
an adequate mail, passenger and freight service". The service, 
said Fysh, "has already lost the greater portion of its value to 
the people of the interior, owing to lack of space available for 
passengers and urgent freight".'" 

To Woods Humphery, Fysh wrote: "Our whole immediate 
policy seems to be bound up with whether the Brisbane- 
Singapore service is to be duplicated or not in the near future. 
Our authorities are not likely to duplicate or push till the 
matter is rather forced from your end. They will give way, I 
think, to pressure. The Government are receiving almost 
three times the revenue they expected from air mail sur- 
charges . . . Our contract is recognised as inequitable."" 
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QEA and Imperial Airways had reached agreement to pool, 
in proportion to mileage, the revenue from passengers and 
freight which, because of their overwhelming success as 
carriers of mail, was now being denied them. It had been 
decided that lAL would account to Qantas in sterling for the 
proportion of revenue due to them from traffic travelling from 
places west of Singapore to destinations east of Singapore. 
QEA was to account to lAL in Australian currency in a 
similar manner fyf traffic from east of Singapore contimiiiig 
westward. Both companies agreed to keep their intercompany 
accounts with dual currency columns. "Ticket butts", said the 
QEA Organisation Notes setting out these arrangements, 
"will be collected by the pilot and returned to Head Office at 
the end of the flight. Ticket butts will be checked with the 
passenger list and witii tbe tid»t register.**^ 

The first overseas passenger to travel on a QEA service, fid* 
lowing official approval for scheduled passenger flig^ on 51 
March, was Maj. A. Philips, a reserve officer of HM Gold> 
stream Guards. He boarded the DH86 RMA Melbourne at 
Archerfield aerodrome, Brisbane, on 17 April, with Capt. 
H.B. Hussey in command. At Charlevilie he was reunited 
with Lady Mountbaiten, the second QEA overseas passenger, 
now on her way to join her husband. Lord Louis, in Malta. 
Major Philips and Lady Mountbatten had completed a voyage 

by schooner from Ti^ti to Sydney, where the major had 
caused Rudders Limited, QEA agents in Sydnqr, some embar- 
rassment and Hudson Fysb some initation by tds a tt emp ts to 
conceal his identity. On 11 April, Rudders tdegraphed Fysh: 
"Papers publish Sydney message stating Major Philips accom- 
panying Lady Mountbatten. Presume this is incorrect as we 
have a Mister Wilson booked."" Fysh replied: "We are sure 
you will realise with us the many unsatisfactory features con- 
nected with the booking of Lady Mountbatten and Major 
Phihps, alias Wilson. It is quite understood that this class of 
passenger will be in many instances very difficult to deal with 
and wish to alter their mhkb quite a bit. We would point out, 
however that we cannot book passengers under assumed 
names."'^ (The first passengers for QEA in the opposite durec- 
tion, from Singapore to Sydney, were not as illustrious or as 
troublesome. They were writer Richard Coke and rubber 
broker J.B. Usher, who left Singapore on 22 April.)" 

It was the grand plan of Imperial Airways that this fledgling 
service to Australia should, with the introduction of tlymg 
boats and adoption of the Empire airmail scheme, continue on 
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to New Zealand. In Australia, however, aviation interests led 
by the immensely popular Sir Charles Kmgstord Smith began 

to oppose the British master plan with increasing vigour. In 
Wellington, Kingsford Smith put his own plan to the New 
Zealand government for a trans-Tasman air service using 
Douglas aircraft. He hoped, reported the Mtlbomnt Argus on 
27 March, for a company with a capital of £125,000, and pro- 
posed that the New Zealand and Australian governments 
would guarantee the company a weekly revenue of £1,200. He 
also proposed "that a remuneration of £5,000 be paid to him 
for supervising the inaugnration of the service and proceeding 
abroad to purchase equipment". The Argus commented that 
the Commonwealth was unlikely to adopt his proposal "owing 
to its being interested in the British proposal for a oompre> 
hensive service in 1937". 

The Tasman Sea had been flown nine times from Australia 
between 1928 and 1934, and six times from New Zealand. 
Kingsford Smith, Charles Ulm, and P.G. Taylor were its 
recognized conquerors and» with some justification and public 
support, saw it as an area for local development. The deatih of 
Ulm had deprived the trio of any true busmess and admin- 
istrative ability, though Kingsford Smith's commercial ambi- 
tions hardly Altered. While deeply involved in plans for the 
Tasman, he wrote to Edgar Johinton on 19 February 1935 
about 

ideas for trans-continental air services . . . though not necessarily 
to the exclusion of all others. I am genuinely interested in the pro- 
motion of faster air services and am busily attempting to interest 
capital in the flotation of a company to exploit the manufacture of 
American aircraft under Uoenoe in this country. You know my 
views arc that the Americans undoubtedly build a better class of 
aircraft for Australian operation than the English, regrettable 
thou^ this may be . . . 

In the same letter he commented at some length on the like- 
ly circumstances of Ulm's death. 

It was indeed a tragedy about poor old Charles Ulm and I am 
absolutely at a loss to understand why he did not check up more 
oun^ly on poor Skilling's [the navigator's] abiUty, for I am oon- 
vinoed that although he probably was an caccllcnt marine 
navigator, he could not use a bubble sextant with any accuracy. 
Also, he had only just learned the morse code, which comprised 
his total knowledge of radio. Needless to say, I would not dream 
of catpressing these views publidy, but unfortunately they are the 
ftcts. I checked up cuefolly every detul of their preparatioot at 
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Oakland airport and, as far as I can understand them, they did not 
even carry any demolition tools to cut their motors adrift m the 
event ofaiwrfd landing in the tea, ncr did tfaqrctttyfa^ 
blowlamp to operate their water-distilling process. I am afraid die 
poor lads were in too much of a hurry to get going, with conse- 
quent sacrifice of the usual care which generally distinguished 
Charles Ufan's eflfons.^ 

Kingsford Smith's reference to faster services touched on an 
issue that concerned Johnston, worried Fysh, and irritated 
Woods Humphery. Speed, wrote Woods Humpacry to Fysh 
on 23 April 1935 

is purely a question of what can be done for the money. The 
British Goverimieni has stated the limit it is prepared to go to 
under the new scheme. If you can find a means yfibat^ this eitra 
speed can be got without additional power, I shall be very pleased 
to hear of it. As it is, the new planes that are to be built for us by 
Armstrongs, Shons and Handley Page are the cleanest things that 
you can possibly imagine. Douglas, which yott 10 nmdl admbe, is 
a loog^ bladcsmidi's job oompared with the SaUti that has been 
shown to us by sample as proposed for our new planes . . . The 
cniiting q>eeds of all the planes now being built for us — that is, 
the la w^anea and Hying boata — are between 150 and 155 ndlea 
an hour, but please keep this confidential.'^ 

Edgar Johnston also wrote from abroad to Fysh on the issue 
of apeed. **0n the last set of intematioiully operated tiiUnes 
schedules I received,** he conceded, **tbe Briabane-Siiigqx>re 
service is the fintest international air service operating in the 

world." But, he went on, "The Dutch will, of course, com- 
pletely aootch 'his when they start their fast service in June".'' 
Fysh responded at once: "Our show is going like a piece of 
well-oiled clockwork. Our passenger bookings are quite good 
and the mail just goes on growing in a most alarming 
manner." Duplication, he said, was now a pressing necessity. 
**The Government continue to make vast sums of uncon- 
templated money while we see oiu^ paylood vanishing and are, 
on our side of the bargain, losmg money." He described the 
QEA contract as iniqiutous. "I do hope, m any alteration or 
renewal, that we will receive a little more latitude and trust." 
The two ouTstandinp disabilities on the groimd were, said 
Fysh, the lack of a good direction-finding station at Darwin 
and Koepang and the want of wireless stations at Cloncurry 
and Longreach.'* 

The QEA overseas airmail service left Brisbane each 
Wednesday morning at five minutes past seven, summer lime- 
table. Its main intermediate pons (there were six in ail on tiie 
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first dajl were CharlevUle ^wheie the southern mail from 

butler's service was collected) and LongrcaCh, with a night 
stop at Cloncurry. Passengers were accommodated at the Post 
Office Hotel, where McGinness and McMaiter had had the 
meeting that led to the beginningy of (^ntas. On the second 
day» the service flew on to Camoowc»l and Daly Water8> 
where the mail from Western Australia was loaded. Darwin 
was sighted in late afternoon and passengers taken for the 
ni^t to the cottage on the cliff at VesQr's meatworks, leased 
and renovated by the airline. The rent was two pounds a week> 
which Fysh considered too high/" 

Heading out over the sea from Darwin, new techniques of 
navigation were used. An observation of Cape Fourcroy, a 
hundred miles from Darwin, gave a good position check, and 
the extremity of the continental shelf was, wrote Scoity Allan, 
easily observable as it rose to within six or eight feet at low 
water, some 140 miles from Koepang. "Immediately after 
leaving this strip of cheerful light green," he wrote, **the 
bottom of the sea falls vertica]ly to an awe-inspiring black 
dqith of around six thousand feet.'*** To allow for the effect of 
wind on the aircraft's track when out of sight of land, drift 
sights were taken. Lester Brain issued a memo to pilots outlin- 
ing the technique. "In llymg over the sea, a sight may be taken 
on the froth from a wave that has spilled, but not on a *white 
horse' that is still running. Where there is no chop on the 
water a sight can almost invariably be taken on floating debris, 
diaookmration or submerged reefs." Brain also insisted on 
pilots obtaining the followmg wind or headwind component 
of the upper winds from their driftsights to verify the data 
supplied by the Darwin Meteorology Station.*^ The station, 
using upper air balloons, found that the strong south-east 
winds that helped the aircraft from Darwin to Koepang oflen 
became calm or changed to light westerlies above eight thou- 
sand feet, so that at this height a tail wind was also possible in 
the other direction. (On clear nights the station attached 
Chinese paper lanterns to the balloons, which were bought in 
Singapore by Q£A pilots for fifteen shillings a gross.) "In the 
monsoon pcdod," wrote Allan, *'the crossing was often flown 
at 1,000 feet, owing to the heavy build up of monsoonal cknid, 
skirting the worst downpours." Sootty Allan always worked 
hard at minimizing fuel consumption on his own flights so 
that, he wrote, "each trip was endlessly interesting and never 
boring; consequently, also, never fatiguing. Present day pilots' 
fatigue", he commented many years later, "is doubtless nine- 
tenths boredom."*' 
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A.E. Rudder, QEA vice-chairman, set down his comments 
as a passenger on the return Singapore-Brisbane journey in a 
letter to Fysh. 

The change from such luxurious accommodation at Singapore 
to almost n.ur. c luntzlc simplicity at Rambang is startling, and the 
unusual and romantic side may not be ftilly appreciated by some 
travdlen, especially women. The rest bouse is really very wdl 
arranged and comfortable. One ofthe main difllculties is that the 
native servants do not understand a word of English. The food is 
somewhat mysterious and not attractive to BngUsh taste. As the 
lighting is by keroeene lamps, some di£Bculty is eqwricnccd in 
reaching lavatory aooommodatioii* no coimnodes beLog provided 
in the rooms. 

Rudder judged the Darwin Rest House a success. "The plaoe 
is beautifully situated, well furnished and very comfonable. 
The food and attention leave nothing to be desired." For the 
refreshments at places of call to Longreach he had nothing but 

praise, except that there could be "more adequate provision 
for covering the food from flies". He also remarked that 
"kerosene cases may be in keeping with the rough conditions 
[as seats] but nails are apt to tear clothing and cause annoy- 
ance". He suggested cane chairs or camp stools. There were, 
he said, "complaints, loud and sustained, and rightly so, 
regarding the quality and inadequacy of transport arrange- 
ments between aerodrome and hotel" at Longreach but be 
praised the attention, food, and scoonunodation. "Our ground 
staff suffer by comparison in smartness and deportment with 
similar people on the other side", he observed. "In my 
experience, men live up to their dress — especially uniforms." 
In the air, Rudder observed his own physical reactions and 
found his heart pumping just a little above normal at ten thou- 
sand feet, while he had a slight tendency to headache. He 
noted: *There is room in this direction for medical and scien- 
tific researdi, as the results of high flying mi^t be very 
serious to people suffering from acute bkiod pressure.'*^ 

To help pilots maintain schedules on the route there were, 
on the Qoncurry-Longreach sector of 3 1 1 miles, six revolv- 
ing beacons set 60 miles apart so that night flying was possible 
when services were running late. However, commented A.R. 
McComb to Edgar Johnston on 31 May 1935 

Qantas were very sticky about commencing night flying on this 
seaion with the facilities and arrangements made. Frankly, I feel 
they were apprehensive about night tlying due to their not having 
had oqierienix of it and, from I^*s letters, we gathered he was 
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rather nervy about it. I might mention that we have arranged for 
the Austrahan Inland Mission at Cloncurry, and Hegarty, the 
postal employee at Longreach, to keep in touch with the plane by 

wireless during the night flying section.** 

Rudder's comments had resulted from a visit to England 
with McMaster to discuss the proposed Empire Air Mail 
Scheme and the use of flying boats. Before leaving, on 1 May 
1935, they had met with the minister for defence for a briefmg 
on the ofTicial government view. Archdale Parkhill made four 




main points: first, Australia would much have preferred to be 
left alone to improve and perfect the existing scheme, with 
reduction of expenses; second, Australia strongly desired to 
control the route from Singapore to Sydney (and certainly 
from Darwin to Sydney); third, the question of flying boats 
would be subject to further information; and fourth, the fact 
that the Imperial Airways proposal was an Empire scheme 
was the main and paramount reason why consideration was 



A,E. Rudder and Fergus 
McMasier at Batavia 
aerodrome in May 1935, en 
route to London for discussions 
with Imperial Airways board of 
directors. 
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being given to it. At their meeting, McMasier reminded the 
minister that though he was a member of the QEA board, he 
retained responsibiUties for the original Q.A.N.T.A.S. com- 
pany. If, he said, Imperial Airways wanted a company to be 
fonned in Australia ~ to be known as Qantas Imperial Air- 
ways — this would * "require the Qantas people to put up 
something like £150,000". Assuming they were unable to find 
this amount, and the capital was supplied by Imperial Air- 
ways, would the Commonwealth government accept a local 
company obviously controlled by British capital? Or would 
the government come forward and find the full amount or 
portion of u? Archdale Parkhill gave a half answer. The 
goverimient, he said, would decide when the full facts were 
known. It would, he said, be most reluctant to put public 
money into a company with private enterprise where the latter 
was a dominant ftctor.^ 

As these pressures fiom Bngland tot great change on the 
Empire air route grew, the Australian government was made 
aware of United States ambitions for a Pan American Airways 
route across the Pacific. The air attache at the British 
Embassy in Washington, Group Capt. G.R. Macfarlane Reid, 
wrote to Edgar Johnston that "the United States seem to be 
nosing out a route to Australia already". Reid enclosed a 
cutting from the New York Times on 22 May 1935 describing 
the activities of the Coast Guard cutter Ithaca and reporting 
that "its recent 7,500 miles cruise to sorategic islands south 
and south-west of Hawaii will further strengthen the already 
established American domination of Pacific aviation routes." 
These islands, said the paper, will be importam **when and if 
Pan America's air line, now being established from Alameda, 
California, through Honolulu, Midway, Wake, Guam and the 
Philippines to the Orient, is extended from Honolulu to 
Australia".*^ 

These matters of state were far from Fysh's mind when he 
wrote to Woods Humphery on 10 May. The swelling volume 
of mail and difHculty of accommodating passengers on the 
QEA route to Singapore was being compounded by shortage 
of seats on the lAL service beyond Singapore. "The turning 
away of one passenger**, he wrote, "is a serious thing for us. It 
represents a quarter of our total possible passenger load west- 
bound on the overseas section, and one third eastbound."^ 
Qantas had already made representations to the government 
for a variation of its contract in relation to excess mail 
loadmgs, to compensate it for passenger revenue loss. The 

250 



Copyrighted maienal 



Imperial Imperative 1935 



mmm for defence, FarkliilL rcjccicd itic suiioiion bui was 

not entirely unsympathetic. 

The contract has been in operaton for only five and a half months 
and the service open for the carriage of overseas passengers for 
only a little more than a month. It has not yet been defmitely 
established that your company has sustained actual financial loss 
attributable to the unexpected growth in air mail traffic. It has 
been decided to defer further consideration of your representa- 
tions imtil the contract has been in operation for twelve months. 

He softened the blow by adding: 

The Government realise it may be found necessary to review the 
position at an earlier stage should mails increase to such an extent 
as seriously to interfere with the Government intention that the 
service provide reasonable facilities for passengers and freight as 
well as mails. The solution may lie in the introduction of a more 
frequent service.*' 

Increased frequency was, of course, exactly what Qantas 
wanted. The airline promptly took up the ministerial hint and 
set out its case for duplication in a letter on 6 June 1935. 
Average mail loadings for the first year, based on mail 
loadings to date, would be three times that estimated by the 
government, said Qantas. An excess revenue of £45,000 
annually above that estimated by the government was being 
recovered from mails. This excess, Qantas concluded, should 
pay for duplication. 

The existing Singapore-Brisbane service, Qantas sub- 
mitted, was inadequate because the excess mails resulted in in- 
sufficient passenger space across the Timor Sea, which was a 
bottleneck. Passengers and freight were being refused in both 
direaions. Additionally, the usefulness of the service to the 
people of the interior from Brisbane to Darwin was almost 
eliminated in comparison with the original service, and it was 
impractical to call at all necessary outback centres because of 
delay to mails for southern capitals. 

Qantas added two further points of substance, the first dear 
to its own heart, the second designed to appeal to the keeper of 
the public purse. An additional frequency would, said Qantas, 
provide further reason why a Dutch extension to Australia 
was imnecessary; and, finally, the increased mileage "would 
be flown at a coniraa rate of approximately two shillings a 
mile as against three shillings and one penny for the present 
mileage, thus greatly reducing the average cost per mile to the 
Commonwealth Government". Duplication, said Qantas, 
would cost approximately £46,000 per year.'" 
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Meanwhile, in London, McMaster had been niceiing with 
Imperial Airways to discuss their revolutionary plans Ibr Em- 
pire civil aviation. He was welcomed in true British fashion by 
a luncheon with the board of directors of Imperial Airways 
comprising the Right Hon. Sir Eric Gtddes GGB GBE» Glui]> 
maa; Sk George Beharrd DSO, vioe<hiirman; Sir Samud 
Instone DL; Sir Hardinun Lever KCB; Sir Waller Nidiolaoii 
KGB; the Hon. Eamoiid Hannswortfa (aon of Lord North- 
diiie); and G.E. Woods Humphery, managing director. Only 
two direaors were unable to attend — Marshal of the Royal 
Air Force Sir John Salmond and H. Scott Paine." McMaster 
was dined at the House of Commons on 3 June and had dis- 
cussions with S.iVi. Bruce, Australian high commissioner, 
next day. Meantime, he had sampled the famous lAL Night 
Service to Paris, leaving Croydon at six and dining on board 
with hors d*oeavie8» consomme jardiniere, a cold selection of 
diicten, York ham, lamb, and veid'imd-ham pie with sala(^ 
topped off with trifle and oofifee. From Paris he visited the old 
battlegrounds of World VX'ar I and he paused in the cathedral 
at Amiens to note (on his lAL menu card) an inscription 
from one of the tablets: "In this Diocest; lie the dead of the 
Battles of the Somme 1918." It was a solemn interlude for 
him." 

McMaster outlined the results of his London visii in a letter 
to Edgar Johnston on 6 June 1935. The objective, he said, had 
been to establish the position of QEA assuming **that the 
Australian Government decided to co-operate with the United 
Kingdom and other Dominions and Colonial governments on 
the scheme for carrying air all the first class letter mail 
within the Empire". He enclosed a draft outlining the pro- 
posed method for QEA and I.^L co-operation in which, he 
said, "although provision has been made for the full operation 
of the lleet as a complete unit, the constitution forming the 
present Qantas Empire Airways is unaltered". He added: 
*' After havmg ilown the whole route from Australia I tcel that 
the development should be by flying boat as against 
landplane." If Australia joined in ftilly, wrote McMaster, "the 
move will lift Empire air transport fiom its present restricted 
use, whereby it is confined to carrying smaU loads of higfhly 
surduurged mail, to a more definite form of development ui a 
truly commercial sense". It would also, he said, encourage 
inter-Empire travel by air. "One has only to use the (present] 
service to realise that it is quite inadequate and cannot be satis- 
factory to the Government or ourselves as contractors" he 
concluded.'* 
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Neither Johnston, at the head of civil aviation, nor Air Vice 
iMarshall Williams, at the head of the RAAI', shared 

McMasier's view of flying boats, or the likely outcome of lAL 
pressures to control the service between Australia and Singa- 
pore. In a letter to Fjrdi on 10 June, Air Vice Marshal 
Williams remarked cheoMy: "Where does this flying boat to 
Sydney idea come from? Whoever put that up is either dotty 
or has an idea to take your pan of the service from you."'< 

In purely operational terms, the new DH86 service to Singa- 
pore had proved highly successful. Lester Brain and his pilots 
had mastered the new techniques necessary for lonp flights 
over the ocean, while Baird and his engineers kept the aircraft 
flying. "Things are going nicely on the route", Fysh was able 
to tell McComb on 12 June though, he said, he expected the 
fu'st real test of landing grounds and navigational aids, as well 
as of flying personnel, in the not monsoon season from 
December or early January. *K)ne of our nightmares**! he 
wrote, '*is the possiMlity of being held up, for perhaps days, 
through not being able to get off some boggy ground." Qantas 
was not by any means» he said, out of its financial worries 
"but if overseas passengers keep up as they are at present, we 
won't be unduly worried for the first year. I am more worried 
about the second year as subsidy comes down by threepence a 
mile and we have budgeted for an average of two overseas 
passengers a trip each way. As this on present mail loadings 
rep r e s e n ts sixty-six per cent of available passenger seats I 
don't see how we can realise it unless there is a tremendous 
rush of passengers.**'' 

McMaster arrived back in Brisbane on 20 June 1935 and at 
once expressed his full and public support for the Empire 
Mail Scheme. He told the Brisbane Telegraph: "Britain is 
resolved to use flying boats on all Empire trunk lines. They 
will place liritain in the forefront of the world's race for air 
supremacy." The scheme, he said, was colossal in conception. 
"Australia should have no hesitation in playing her part, 
enabling flying boats to come all the way to Australia, down 
the eastern seabosrd to Brisbane and Sydney, and eventually 
on to New Zealand.** There would, however, he added, **be 
cogent reasons for the continuance of the existing overland 
route to Darwin because of the vital service it supplies to the 
outback"." 

The link with New Zealand mentioned by A^cMaster was 
also m Edgar Johnston's mind. From London on 26 June 1935 
he wrote to the secretary of the Department of Defence about 
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Pacific air services. Wiiile in the United States, he said, he 
found that "Pan American made no secret of their interest in 
an Australian connection They were "not so anxious to 
operate the connection themselves as obtain a connection to 
Australia to increaae the tiaffk on tlidr other routes*', and 
were "prepared to find the capital to help establish a ooonect- 
ing service if that were necessary and wdoome**. He con- 
dudfid: maner of perhaps a more urgent nature is the 
establishment of British claims to any islands in the Pacific to 
which title is not very definite."" 

To his aaing controller, McComb, Johnston expressed his 
suspicions about British reticence on lAL's plans for flying 
boats. 

Although the United Kingdom Director-General of Civil Avia- 
tion was at some pains to assure mc that only two of these 
machines had been ordered, Scott Painc ul ihc Power Buai Com- 
pany, lAio is also a director Imperial Airways let fidl to me that 
Imperials had just placed an order for a million poimds worth of 
new equipment. This sum would be involved in ordering the 
complete fleet of flying boats [approximately twenty to twenty- 
fiye unitt]. It seems Ukdy, tbeiefiMPC!i that hiqieriab and ihe 
British Government are SDddpating the Dominions* acceptance 
of the Empire Scheme. 

Johnston sent McGunb data on the flying boats which were 
under constnictiont estimating that the cost of the two com- 
pleted prototypes was £45,000 to £50,000 each." 

Only three days later, a much annoyed Johnston wrote pri- 
vately to AicCorab. "Dear Mac," he began, " They are all at 
me here to support the Scheme full out. Rudder was the first; 
Woods Humphery and Dismore have all been tackling me, 
mostly over lunches. I am fairly satisfied that the whole 

Scheme is designed to destroy our natioittl aspimioiis Sot our 
own service. Whether this is deliberate or not I am not pre- 
pared to say". While lAL had good propaganda methods, he 

said, he found it "exceedingly difficult to get any information 
about the fiying boats". He damned the "colossal 
inefilciency" of the Air Ministry. "Each man", said Johnston, 
"seems to keep himself in a very watertight compnrtment, and 
know about a quarter of what he should to do the )ob properly 
... I rather tancy they regard me as a wild Colonial when I 
speak my views and ask them what they are going to do to 
meet them. One invariably gets that soft answer which means 
nothing — and annoys me.'*** It was apparent that Hudson 
Fysh's plea to Woods Humphery for candour had gone un- 
heeded. 
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In Stark oontnut to Johnston^ McMaster was now publidjr 

and vigorously buppuiimg ihc plans ol iiupciiai An ways. 
Only a few days after Johnston set down his criticism to 
McComb^ McA&aster told the Brisbane Tekgraj^ that on his 
visit to London to discuss the development of the 
England-Austfalia service and its possible extension to New 
Zealand) the basis for full co-operation had been reached with 
Imperial Airways and Indian Trans-Continental Airways. He 
had, he said) inspected a full-scale mock-up of the new and 
revolutionary type of flying boat being built for lAL and was 
impressed. Flying boats would, said McMaster, provide 
sounder commercial results than any system operated by land- 
planes.*" McMaster's statement was taken up in Sydney by 
the Sydney Morning Heraid, which declared in a leader on 9 
July: 

Australian ofFicials in England, who have been thrashing out 
details of the plans recently submitted to the Federal Government 
by a Britirii del^ation, have so ftr advanced the diacussioiu diat 

laruf n\ ing boats will definitely enter the Australian sennce in 
1937, and probably continue to New Zealand ... It seems from 
the statements by the chairman of (^tas, Mr MoVlaster, who 
returned recently from a special conference ... in London, that 
Australian ministers have recognized die need Sat both larger air* 
craft on this end of the service and the inevitable resort to flving 
boats. The Commonwealth Go\x-rnmcni for a time resisted the 
proposal to use flying boats trom Darwm southward . . 
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While Qanias had been preoccupied with the London talks 
and the capacity probtemt on tbe DH86 service across the 
Timor Sea, Kmgslbrd Smith and P.G. Taylor had pressed 
their Taiman ambitions on both poblic and government. 
These two great airmen sought public attention in the way 
th^ knew best — a flight across the Tasman from Sydney in 
the now legendary Southern Cross. It ahnost cost them their 
lives but resulted in an adventure and an escape from disnster 

that thrilled the people of AustraUa and England. Taylor 
emerged from the episode as a hero, wiih his coolness and 
courage part of a story that would be passed on to future 
generations of Australian children. On 16 May 1935, with 
Taylor as navigator, Kingsfivd Smith took off from Sydney 
and set course for New Zealand. The flight was billed by them 
as the King's Jubilee Service. When the eight-yea^old 
Southern Cross was in mid-Tasman, some six hundred miles 
from Sydney, an eihaust pipe broke on the centre engine and 
a piece of metal splintered the starboard propeller and put the 
starboard engine out of action. Smithy turned back for 
Sydney. Then one of the remaining two engines began lo give 
trouble. Taylor climbed out of the small window oi the 
cockpit. Clinging to a narrow strut with one hand, he removed 
one of the plates of the engine cowling, to reach the oil drafai 
pipe. In the pocket of his flying coat he had fHaesd a thermoa 
flask, while a kit bag was damped under his arm. Pahisraking' 
ly he drained the oil fiom the starboard enguie and, using 
thermos flask and kit bag, transferred the oil to the port engine 
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to top i( functioning. Ttiey limoed back to Mara wheio, 

reported the Sydney Morning Herald, the waiting crowd 
greeted them "with cries of 'Good old Smithy' Sir Charles, 
said the report, "looked tired and haggard. He was stone deaf 
but assumed his usual nonchalant air as he waved to the 
crowd." P.G. Taylor told the Herald thai the object of the 
flight had been to raise public interest in Australia and New 
Zealand "so that people of the two Dominions would ensure 
that the trans-Tasman air mail service would be owned and 
operated by their own people. Quite frankly, we do not want 
the English company, Imperial Airways, to operate a service 
which is our own by right of the pioneering development 
which has been done."' In London, the Daily Mail declared 
that Sir Charles's struggle over the Tasman Sea had thrilled 
the Empire. 

Kingsford Smith at once followed up the nationwide 
interest in their adventure. On 6 June 1935 he announced in 
Melbourne that he, P.G. Taylor, and Flying Officer B. Shield 
had registered a new company whose object was eventually to 
start a regular air service between Australia and New Zealand. 
It was named the Trans-Tasman Development Company 
Ltd., with Mr John Stannage as company secretary. That very 
day, the Melbourne Argus reported a London statement by 
Imperial Airways "contesting P.G. Taylor's view that the 
Tasman Sea air route should be the prerogative of Australian 
and New Zealand operators". The route, said the lAL state- 
ment, "was certain to be included among the trunk lines of the 
great Imperial system".' 

Kingsford Smith, however, was convinced that his popular 
support would sway the government. On 20 June he submit- 
ted proposals for the establishment of an experimental air 
service to New Zealand for a period of at least six months. No 
suitable British aircraft were available, he said. He proposed 
either the American Sikorsky S42 or the Martin flying boat. 
The Sikorsky, he said, had a range of 2,000 miles at 160 miles 
per hour, and cost £72,000. The press report of his submis- 
sion said: "At present the object of Sir Charles and Captain 
Taylor is to get the Federal Government to take an active 
interest in a trans-Tasman aerial service and invite the finan- 
cial and active co-operation of the New Zealand 
Government."' On 24 June Kingsford Smith wrote to the 
minister for defence, Archdale Parkhill, saying that as 
Cabinet, although impressed with his proposals, was reluctant 
to provide the entire capital, he was prepared to provide the 
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capital and operate the service, either for a £44,000 annual 
subsidy with one trip each way a week, using a Sikorsky flying 
boat, or two flying boats and a double frequency for a subsidy 
of £80,000 a year. He suggested, however, a 50 per cent 
capital participation by the Commonmdth.* Pirkill was not 
impressed and told McComb that the government was not 
"lilcdy to be stampeded on Smithy's proposal*'.' Rqiorting 
this to Ed^r JohnstODa McComb added: "Incidentally, the 
Commonwealth Government has given Smithy £3,000 for his 
Southern Cross. It is proposed, we understand, to keep it at 
Canberra as a museum relic. I was asked to say what I thought 
[its] commerical value, and advised £1,500 was the outside 
value."* 

McCorab, in the same letter, advised Johnston that the 
PMG scheme for the carriage of mails within Australia had 
been accepted generally in principle though not yet approved 
by Cabuwt. "I fed with you that if the PMG scheme were 
appnyved by Cdnnet im the basis of no surcharge for air mails» 
then it would be much more difficult to fight against the pro* 
posed Empire Air Mail Scheme." A letter to McComb from 
Johnston, in London, crossed with McComb's letter. 
Johnston reported that he had seen a sratcmcm in The Times 
of 11 July saying that the minister agreed with Kingsford 
Smith's contention that the Tasman service was entirely a 
mailer for Aui>iralia and New Zealand. The statement, said 
Johnston, was causing some omisternation in London bat, he 
added, "I trust and hope it is the view of the Minister and die 
Government".' 

To Fysh, on 12 July 1935, Johnston wrote, in a persomd 
letter: 

other result but the complete swallowing up by 
Imperial Airways of Qsntas, iriw would cease to have any respon- 
sibility to anyone except Imperials Certainly Qantas could 
liave no contract with the Commonwealth Government. I feel 
that the main requirement today is an aocderadon of the Empire 
Service, paniciilarly on the section between Sngqraie and 
London. We have comparatively fast aircraft on our section and, 
with the provision of reasonable night flying facilities, could 
operate by the end of this year as fast as is proposed under the 
Kupire Sdieme Sat 1944 ... I think we should endeavour to 
retain an Austrslisn service from Singspore to Australian 
terminals.* 

Johnston wrote a confidential letter to the secretary of the 
Department of Defence the next day, saying that a conference 
had been arranged for 17 July between Mr R.G. Menziesy 
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attorney-general, himself, and the United Kingdom govern- 
meni represenlalives lo Jiscuss informally Auslralia^s Jfdfl 

reply to the United Kingdom government on the Empire 

Scheme. This draft, Johnston thought, did not dispose of 
serious objections to the Scheme from Australia's point of 
view. These were the virtual merging of the three existing 
companies of the United Kingdom, India, and Australia and a 
sacrifice of Australian control on the Singapore-Australia 
section, plus departure from the "Australian practice of close 
control over the contractor's operations and the arrangement 
of a fifteen-year contract by negotiation instead of tender".' 

That all these aviation matters were becoming issues of wide 
public interest is evident from a letter by A.E. Rudder to 
Woods Humphery on 16 July. "On my return," he wrote, "I 
was startled to find that this country seems to have gone crazy 
over air developments. Much of this is due to Kingsford 
Smith's and Taylor's activities in regard to New Zealand, the 
new proposals to carry air mail within Australia without a sur- 
charge . . . and the desire of the shipping companies to take 
some part in local air services." Rudder reported that he had 
had an hour with the minister for defence. "Parkhill states", 
he said, "that if you do not get a move on, the Commonwealth 
Government will act independently and make their own 
arrangements, not only for the improvement of the Singapore 
service but also the extension to New Zealand." Australia, 
however, defmitely favoured an Empire and not a local 
service, said Rudder. "As a matter of fact there is no love lost 
politically between Australia and New Zealand, and Australia 
does not care very much whether there is an Australian-New 
Zealand service or not. On the other hand, New Zealand is 
intensely Imperialistic and more dependent on the Mother 
Country."'" 

The London meeting for 17 July advised by Johnston took 
place at Australia House, with R.G. Menzies as chairman. 
Present were Sir Christopher Bullock, United Kingdom per- 
manent secretary of the Air Ministry; Colonel Shelmerdine, 
director of civil aviation; Mr Francis Bertram, deputy direc- 
tor; Sir Donald Banks, Post Office; and Edgar Johnston, con- 
troller of civil aviation, Australia. Menzies opened the discus- 
sions urbanely, saying that he was there to listen and report. 
"I know extremely little about it", he said. "It is not my 
department." It was Edgar Johnston who bore the brunt of 
the arguing and, while Menzies displayed his equanimity and 
wit, suffered some measured disdain from the British. 
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Johnston first pressed Australia's objections to the additional 
cost that would flow from the Empire Scheme, such as feeder 
services beyond the terminating ports. The United Kingdom 
thought these should not be admitted. "On the mail side," 
aimounced Sir Donald Banks with a rmg of finality, "we have 
discharged our function wliai we land our nudls in the coun- 
try." That, responded Johnston bluntly, wis perfectly sound 
if the United Kingdom was going to run a service to take just 
their own mails to Australia. "But this is an Empire service/' 
he pointed out, ^'siqiposed to be drawn up in collaboration 
with the lot of us to serve the Empire." 

Menzies interposed: "I can quite see that the trunk system 
for the airmail service is one which starts at every provincial 
centre in England and ends at every capital in Australia." 
Johnston, thus encouraged, then pressed for a surcharge on 
the airmails to bring in revenue, and Menzies gave 
philosophical support. '*We are too indined", he observed* 
**to encourage people to believe that thqr can dways have the 
latest and bnt without paying lev it. A surdurge system does 
seem to me to make the man who gets the benefit pay for it." 

Johnston argued that a surcharge would reduce loads and 
enable a smaller and faster aircraft to be used. The Douglas, 
he reminded them, had flown the route in four days. It could 
provide a regular service to Australia in seven days and still 
allow ten hours every night on the ground. That, he said, "is 
the best we can give seven years from now with the fiymg 
boat". He urged a service tlua would cruise at 200 miles per 
hour and give an average journey time of fi>ur days. 

Sir Christopher Bullock: "Captain Johnston is suggestmg 
that the whole Eminre service be reorganized to meet the 
Australian position." 

Johnston: "I feel that if you try to convince me> I can try to 
convince you " 

Menzies, luediating: "Are there any other questions that 
require discussing?" 

They turned to the question of control, with Johnston point- 
ing out that Australia wished to retain adequate power over its 
own national company. 

Sir Christopher BuUock: "You lose control of your 
machines west of Singapore. We should lose control of our 
madiines east of Singapore." 

Johnston: *'If the Australia- Singapore operations would be 
entirely under the control of the Commonwealth Govern- 
ment, to whom the operators would be solely responsible for 
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their operations within that section ... I think that would 

cover our mm §niir§ly." 

Sir Christopher Bullock: "That . . . would certainly need 
straightening out." 

It was not straightened out at that particular meeting. A 
diplomatic Menzies chided Johnston: "I do not see how you 
can say that on one side of Singapore machines are going to 
run once a week and on the other side twice a week." The 
meeting closed, but Johnston was optimistic." He reported in 
a confidential and personal letter to McComb on 20 July: "I 
tackled them on the proposal to carry all mails by air, not 
because I was opposed to that in principle but mainly because 
the United Kingdom claimed that, carrying all mail, it was 
impossible to provide high speed at a cost within the means of 
the Government. I expressed the alternative of carrying less 
mail but at a speed that would put us in the foremost position 
of air services in the world. This idea appealed to Menzies." 
Johnston said that he believed the United Kingdom conclu- 
sions had already been determined.'^ (However, both he and 
McComb continued to press their views in Australia.) 

McComb told the secretary of the Defence Department that 
Imperial Airways' plans for through control of the service to 
Sydney were not unbiassed. They wanted this, he said, "to 
strengthen their claim that they are the only people to run the 
trans-Tasman service".'* Johnston, in a move to thwart 
Imperial Airways, wrote to McComb on 20 July about 
Kingsford Smith's proposal for an experimental service across 
the Tasman. "It might be advisable", he said, "not to oppose 
the proposal, as long as we are not required to take respon- 
sibility for recommending a contract by negotiation. My 
reason is thai the early institution of even an experimental ser- 
vice will greatly strengthen our position in any arguments on 
the Empire Scheme."'* 

Woods Humphery was well aware that Johnston opposed 
the plans of Imperial Airways. He told Fysh by letter on 23 
July 1935 that though the case for the flying boat was con- 
clusive they had not, in Johnston's various talks with them 
and with government oflicials, convinced him. Johnston 
wanted mails to Australia to be dealt with separately from the 
all-up scheme, and carried with a surcharge in aircraft with 
similar characteristics to the Douglas. "He has seen nothing of 
British transport", said Woods Humphery, "and evidently 
does not appreciate the special requirements of the Empire 
services. Your Controller is straight and honest, even if he is a 
stubborn rather than a strong man."'* 
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At chairman-to-chairman level, McMasier described the 
Australian attitude to Sir Eric Geddes at the end of July. 
There was now, he said, "a dcfiniic swing towards the use of 
land aircraft. A lot will depend upon the attitude of Mr 
Menzies and Captain Johnston. The press reports are to the 
effect that Mr Menziet it bdiind tfac proposals. Mucb will 
depend on what puih he can giv^ for definitely there will be 
considerable opposition and apathy. I do not expect that Cap- 
tain Johnston will give very much assistance**. Both the 
Defence and Postal departments, said McMaster, now pressed 
for fast landplanes. "Naturally, every weakness in the flying 
boat proposal is exaggerated." In discussions with the 
minister and secretary for the Defence Department, he said, 
he had stressed that the British proposals were merely a basis 
for co-operation, but he sensed that "the feeling appears to 
have been that the proposals were submitted m a stand and 
deliver* atmosphere, to be taken or rejected'*.^ (McMittcr 
was also occuiM at the time with seasonal difficulties on his 
properties. He told A.E. Rudder on 22 July: *'I am afiwd our 
losses have been severe with the cold rain, but no heavier than 
they would be had the drought contiDued mto the storm 
season. Cold rain losses arc usually severe, but they are swift 
and inexpensive compared with droughts. Anyway* it is all in 
the game, and why worry . . .")•' 

Fysh described the Australian attitude more forcefully in a 
letter to Woods Humphery: 

Shepherd, the Secretary of the Defence Department, is most 
antagonistic to lAL and to the Scheme, and the Minister for 
Defoice and Air Vice Marshal WUlianw are right against the boat 
scheme as taking the control out of ihe hands of Australia. This 
attitude is followed by Johnston and lesser officials. The only 
man I found in favour of boats is H.P. Brown, Direaor of Postal 
Services, who is a man of vision. [There is] great dissatis&ction at 
what is Krmed the "take it or leave it'* attitude of the Brituh 
Government. The only chance of real success is to immediately 
amend the proposals, giving the Sydni^-Singapore section the 
same Australian flavour as it has now. 

Fysh pointed out that the government currently had four 
major aviation issues to consider: duplication of the present 
overseas service; the 1937 Empire Mail Plan with tlying boats; 
reorganization of mternal Australian air routes; and the expan- 
sion of air services fiiom AustraUi to New Zeahuid.^' 

The government was moving^ if shnrty* towards du pM ca ti oil 
of the QEA service to Singapore. The miiuster fin: de&noe 
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announced on 20 July 1935 that the Air Coniracts Commitiee 

would be asked to review the mall contracts with a view to the 
adoption of a twice weekly service. Cost was the overriding 
Government concern. A departmental memorandum of 2 
August calculated that average mail loadings per trip between 
mid-May and mid-June had earned revenue of £585 inward 
and £526 outward, results that were some 25 per cent above 
those estimated for the sixth year of the service. Annual 
revenue from overseas mail on this unexpected scale was 
calculated at £65,000. Internal airmail revenue on the QEA 
route was put at £11,000 per year, providing gross revenue 
from all airmail of £75,000. The department estimated that 
the net cost of duplicating the QEA service, taking this 
revenue into account, would be a further £75,000. This, it 
said, closely approximated the net loss estimated for the once 
weekly service at the time the government approved the 
scheme. It was certain, said the department, that weekly 
loadings with a duplicated service would exceed these current 
loadings, thus reducing net cost. An increase of 25 per cent 
would lower net cost to £54,000 a year, while a 50 per cent 
increase in loadings was not beyond the bounds of 
possibility." 

Qantas had submitted its full proposals for duplication to 
the minister. Commenting on them in a letter to Johnston, 
Fysh said the only alternative was a review of QEA's present 
contract conditions "owing to the unprecedented growth in 
the air mails . . . anticipated at 800 pounds weight per trip 
each way by the end of the year"." Johnston thought the QEA 
charges for providing a doubled frequency unduly high, but in 
a letter to McComb on 14 August, rejected the suggestion that 
the bocks of QEA should be investigated, saying: "Surely it is 
not proposed to make this an excuse for a virtual review of the 
Qantas contract. To do so would be most unwise, as the con- 
traa was only recently let on tender. Anything approaching 
revision ... at this stage is much too dangerous for my 
liking."2> (The Q.A.N.T.A.S. profit for the year ending 30 
June 1935 was £4,821 on a paid capital of £44,431, and a 
dividend of 4 per cent was declared.) 

On the issue of the Tasman service to New Zealand, 
McComb told Johnston on 30 July: "The New Zealand 
Government is not taking kindly to Kingsford Smith's 
proposal ... Its view is not too comforting to us as far as our 
proposal to consider an Australia-New Zealand service 
independently of the British Empire Scheme is concerned."^' 
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Kingsford Smith's colleague in the venture, Capt. P.G. 
Taylor, paid a surprise visit to Fysh, who told Woods 
Humphery: 

I had no wish to see him and gave him no information. I expect 
his mission was to spy out the land. He and Kingsford Smith are 
stniidng every nerve to get in on the Sydney-New Zealand 
service and he told me that the worst thing we oowild do would be 

to combine with Tnipcrial Airways in running the service. At the 
same time, Taylor ran down Imperial Airwavs and de Havillands 
in a most bitter and unrelentmg manner — and, in fact, 
everything British. I have never heard so much pure hate for a 
long nam. It is obvious that he and Kingsford Soiilfa are 
unbusinesslike and incapable when it comes to organising and 
operating a service like that between Sydney and New Zealand. 
But they have a certain following m Parliament and among the 
public vdlidl it is not wise to ignore. I think the Australian 
Government and public should be told without delay ofthe broad 
plans for the service, and that you have a type [of aircraft] 
building." 

Woods Humphery was, however, bringing the considerable 
apparatus of British power and mtluence to bear on the battl- 
ing Kingsford Smith and Taylor. "On the subject of 
Kingsford Smith's activities," he told Fysh on 30 July 1935, 
"I have arranged with the Air Mmistry and the Dominion's 
Office for them to telegraph the New Zealand Govemment9 
asking them not to commit themselves to anything before con- 
sulting with the Govenmient here. In the meantime* we are 
preparing a scheme ... to put to the United Kingdom 
Government."'* In Australia, the acting prime minisiert Dr 
Earl Page, received a cable from the New- Zealand government 
on 5 August saying: "Kingsford Smith stated here that he con- 
sidered the Australian Government favoured his scheme and 
would prefer him to be the contractor." The cable pointed out 
that New Zealand thought such a separate scheme very expen- 
sive and that any discussions about the Tasman service were 
premature pending development of the London-Sydney first 
class mail service." Unaware of these developments, 
Kingsford Smith told the minister for defence, Parkhill, that 
his Trans-Tasman Development Company had completed 
negotiations with a British aircraft manufacturer to build 
Sikorsky flying boats in England for the Tasman service." In 
London, the Daily Hxpfi<:i charged that "Sir Charles 
Kingsford Smith is today planning a pirate air route with 
American aircraft over the 1,200 miles between Australia and 
New Zealand. It will compete with the general Empire air 
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mail speeJ-up an J exlension sckeJuleJ to tegin m 10]/. 
The Express quoted the New Zealand acting prime minister. 
Sir Ethdbeit Rtnsom, as cridod of tlie venture. "It wouM 
scarcely be keeping faith with Britain and would certainly be 
an embarrassment," said Sir Ethdben, "were New Zealand at 
this stage to become prematurely committed to a separate pro- 
posal. The Tasman service must be considered part of a com- 
prehensive Empire scheme. "^^ In the battle between the 
Empire and Sir Charles Kingsford Smith, it was evident that 
the big battalions were with the Empire. 

Fysh set out the ollkal QEA view on lAL's plans tor Edgar 
Johnston and sent him a copy, on 8 August, of the Qanias 
Gazette. The issue had the signihcant title "Empire Airways". 
"It contains", wrote Fysh, "a declaration of policy which I am 
certain must be on the right lines." New Zealand, said the 
Gastette artide> is vitally interested m joining the Empire chain 
but **the route can only be considered logically as the final link 
of the Empire Main Trunk Service. Eoooomically, the Service 
is one, and any break of gauge would prove decidedly detri- 
mental. As peoples of the world are drawn closer together [by 
aviation] the need of a greater measure of co-operation 
becomes more obvious. For Britishers, the firs: consideration 
must be Empire co-operation."" Fysh's parlianicmary friend, 
J.V. Fairbairn, read the article and wrote to Fysh expressing 
his concern about the Kingsford Smith pressures and the 
attempts by his supporters to find employment for him. 

Although I consider the extension ... to New Zealand desirable, 
from the Australian and Empire point of view, i consider the 
value of an Australia-New Zetland service woidd be five to six 
times greater to New Zealand than to Australia. The suggestion 
that the two countries share the cost of such a service equally — 
just to create a position for a certain person — seems to me 
preposterous. I will discuss die matter as soon as possible with 
members trf* Cabinet.^ 

McAiaster prepared a formal resolution for the 
Q.A.N.T.A.S. board on the Tasman issue: '*That we as 
representatives of the Queensland and Northern Territory 
Aerial Services Limited support in general principle the pro- 
posed extension of the Empire Air A&ail Service from 
Australia to New Zealand and will use our influence for the 
full participation of Q.A.N.T.A.S. on a basis to be agreed, 
should such action be desired by the Governments 
concerned." His fellow directors accepted the resolution.*' 

It was a stance that the controller of civil aviation opposed. 
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On 14 August, Johnston wrote to McComb: "I am still hope- 
ful of bringing about an Australia-New Zealand show." He 
had, he said, been rushing around England seeing factories 
and new machmes and designs. "They certainly seem to be 
seized with the importance of speed now*', he wrote. '*AU ex- 
cept Lnperials, who are quite happy to potter along at about 
140 miles an hour.'* On the Empire Mail Scheme his views 
had not dianged. "I am still as adamant as ever in my oppoai- 
tion to the Empire Scheme*', he wrote. "In fact, more so. I am 
certainly very definitely opposed to handing over control of 
the operations and I believ^e we should fight for Singapore."'' 
He reported that he had dined with Woods Humphery and 
found he would not be greatly upset if Australia did not accept 
the Empire Scheme. Woods Humphery had said he felt sure 
the United Kingdom government would lind ihe money to 
run the service to Australia and New Zealand and "would 
cany the British and New Tf filfm ^ mails* and make sudi 
cha^ as they considered reasonable ibr oonvejranoe of 
Australian maO to Europe and New Zealand". His inference, 
Johnston commented, "was that these British diarges would 
have to amie out of Austrahan consolidated revenue, as it 
would he impossible politically for Australia to demand a high 
surcharge from its letter-posting public."" 

Hudson Fysh had to apportion his energies, as usual, be- 
tween matters of high policy and internal Qantas housekeep- 
ing. Appropriate salary levels for pilots occupied him and he 
wrote seekii^ Dismore's advice. (Dismofe had been promoted 
in March to the position of assistant general manager of lAL.) 

I find in making estimates for Captains under duplication that 
Brain is quoting that your Captiins realise £1,400 per amnim, 
and that in order to ensure smooth working, now thitt our Cap* 

tains have proved themselves, and if more flying eventuates, they 
should be paid a higher remuneration. At present our Captains 
average about £885 per annum ^us }Mag allowance. Wkh three 

eitn Captains, under duplication, fStwy will average £1,010 per 
annum for 952 hours [flying] each per year. The Flight Superin- 
tendent [Brain] would do six only return trips to Singapore per 
year as against lourteen by each Captam. Personally, I think — 
considering present Captaiiis will gef a nse of tweiit3^five pounds 
per annum as from December next — they are paid well enough. 
It seems, however, that we will have to increase Brain's salary to 
allow him to draw more than the Captains; say £850 salary plus 
£250 flying pay. What do yon oomider our poUcj diould be? 

It was now becoming apparent, at the highest levels in Im- 
perial Airwaysy that their initial sanguine expectations for 

286 



Copyrighted material 



CUDBllillllUfMttUili 



swift Australian acquiescence in the plan which they had 
developed in such secrecy was not to be forthcoming. Their 



vision of Empire was certainly shared, but the exercise of 
power was in dispute. Control by Australia of the Australian 
overseas airline was the central issue. It was a new and signifi- 
cant manifestation of Dominion independence and a novel 
projection, geographically, of Australia's perceived national 
rights in the air. The chairman of Imperial Airways, Sir Eric 
Geddes, wrote at some length to Fergus McMasier on 2 
Sepcember 1935 aetting out both the grand perspectim of the 
British tcfaenie and the unwelcome obKurity now over- 
shadowing them. For Geddes, Australian independence, seen 
firom England, was Australian parochialism. 

After our talks in London, I expect it seems to you, as it does to 
Uiat die Home Government snd some of the Anstralian min- 
isters and officials are viewing the Scheme through very different 
q)eaacles. As you know, the scheme oF sending all letter mails to 
the Empire by air was bom of a higher thought than fulfilling 
purely local requirements. It was part of a far wider plan to Inring 
into closer association the various units which togedier form the 
British Empire, and to give to those territories the most rapid and 
frequent intercommunications possible at the lowest economic 
cost. I he plan involved the lullest possible co-operation between 
the Dominioas and Colonies, which was justified on the grounds 
that the plan would be for the ultimate benefit of all, even though 
it did not necessarily meet each separate local requirement. That 
was, and is, the essence of the Scheme as you and I know it. 

It would seem, he said, that Mr Parkhill was particularly exer- 
cised over the local disadvantages ot the Scheme so far as they 
affected Australia. (Parkhill thought Hying boats of little use 
for defence purposes.) Sir Eric continued loftily: 

In the opinion of those best qualified to iudgc, military require- 
ments and those of commercial transport are incompatible. Simi- 
larly the requirements of the inland service ... are incompatible 
widi those of the main route. 

Sir Eric firmly denied the charge that Britain had adopted a 
**stand and deliver*' attitude. 

Surely the main question for decision by Australia is whether or 
not It wishes to participate . . . The ways and means should surely 
be capable of solution between the two Governments. If Australia 
does not wish Australian»registered aircraft to fly through to 
England and so achieve the system of throughworking — an 
essential feature ol our plan — then the alternative would be to 
end the throughworking of the fleet at Singapore or Darwin, leav* 
ing the onward transmission of the mails H> the capital dties to be 
die reqwnsibility of the Australian Government. 
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Sir Hnc said he was not quite sure what was intended by 
"Australian control", nor had Australia yet indicated how it 
would propose to exercise control. Edgar Johnston, said Sir 
Eric in his perplexity, had given as an instance of control the 
right of Australia to fine carriers if mails were late. He ob- 
served that if the Austnlian lubsidy were paid difect to QEA 
it would not be sufficient to enable QEA **to cany out pro^ 
itably as large a jiroportion of the operatioiis as you and I 
agreed. That m^t entail going back to <Hie of your original 
suggestions, that the junction of the two companies' services 
would be Darwin instead of Singapore." On what he saw as 
another instance of Australian sensitivity Sir Eric said: "As 
you know, we do not intend that Indian aircraft should 
operate through to Australia, and as the colour question is 
rather delicate in your country it would be as well to correct 
Parkhill's impression." His letter concluded with a reference 
to the Tasman service. "New proposals are being studied 
which will come before our Board in the near future, when I 
can inform my colleagues that your company would now wish 
to be associated with us in the projected service to New 
Zealand."" 

A.E. Rudder, QEA vice chairman and representative of Im- 
perial Airways in Australia, returned from meetings in New 
Zealand on 9 September 1935. He appeared to be not only 
well satisfied with himself, but more pleased with his accom- 
plishments for lAL than for Qantas Empire airways. He wrote 
to McMaster: 

My mission was a complete success. Both the Union Steamship 
Company and the New Zealand Government are perfectly satis- 
fied with my proposals icflecicd in die codoted copy of Heads 
of Agreement. You will notice one important condition — that 
Imperial Airways shall be ihc principal company in operating ihc 
irans-Tasman service. It means that the New Zealand Govern- 
ment insist upon Imperial iynm^sbtrfding directly or Indirectly a 
fifty per cent financial interest. This aspect was very fully dis- 
cussed by Cabinet at a meeting which I attended at the request of 
the Government, and is a condition paramount. 

Time is die essence of the oontract as there is a general decdoa 
in New Zealand on 5 November and the Government would like 
definite action quickly. Besides, there is the possibility of a Labor 
Government getting in which might upset everything, unless we 
dig in while we have the opportunity. 

Rudder, obviously excited and full of his own importance, 
now picked a fight with McMaster, accusing him of pushing 
for a Qantas majority interest on the Tasman. Fysh became in- 
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volved and was upset. He wrote to McMastcr on 25 

September. 

It was with exceeding regret that I was drawn into the unfortunate 
controversy between yourself and Mr Rudder on the 19th and 
20th, during which a serious difiference of opinion was disclosed, 
and whidi resulted in ftictkm. I suppcmed ]KNir argume^ 
question of Qantas participation in the New Zealand project — 
that you never demanded a two thirds or even half inrerest for 
Qantas. [Mr RuddeiJ obviously keenly resented my statements 
tbat he was mistaken in Us resding of your previous attitude. U 
places me in a position I feel keenly. From time to time there has 
been a good deal of friction between Mr Rudder and other 
members ot the Board, though there has been no friaion between 
Mr Rudder and myseii m recent months. This friaion is certainly 
a distuibii^ dement and may ea^ cause serious disniptioa.'^ 

The disagreement with Rudder, and McMaster's anger, had 
repercussions in London. Sir Eric Geddes was concerned, and 
wrote to McMaster on 22 October: **At no time have I felt less 
in your confidence.** Mr Rudder, he said, bad both cabled and 
written his regrets that he has unintentionally misquoted you. 
"As to financial participation of QEA in a New Zealand sei^ 
vice, you left this to me, and I am still without any fixed or 
even settled ideas on the subject." He referred to other mis- 
understandings. "You may take it", wrote Sir Eric, "that we 
had not contemplated having two flying boat bases at Sydney; 
still less is it conceivable that we should be mterested in both 
and that QEA should be interested in one." He promised 
QEA help "in any reasonable way, to safeguard your interests 
and prevent new capital, [for the expansion into flying boats] 
and particuhrly new capital held in one large block, domi- 
natbg the position**.^ (The wealthy British Pacific Trust had 
been reported in the Brisbane QnaierMaSof 25 September aa 
offering to back Ringsfi^rd Smith "to the extent of more than 
£100,000 in his proposed trana-Tasman service". The 
Brisbane Telegraph of 1 October reported that the trust was 
forming a company, Airlines of Australia Limited, to acquire 
the main assets of New England Airways Ltd. and the main 
plant, hangar, and aerodrome of the Larkm Aircrait Co., 
Melbourne.) 

In the midst of this bout of firiction and misunderstanding, 
there was a major disaster that threatened the future of the 
DH86 fleet. On 2 October 1935, the Holyman Airways DH86 
Loim disappeared in Bass Strait, on a flight fiom Mdboume 
south to Lannceston, with three passengers and two crew. A 
radio message was received at Flinders Island* where the air- 
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liner was due to land en route: then nothing. Floating wreck- 
age was found later. 

Qantas had by now Oown some 316,000 miles with their 
DH86 fleet. Timetable observance had been good and there 
had been no accidents. Fearing suspension of the type's certifi- 
cate of airworthiness, cabled the Qvil Aviation Depart- 
ment that QBA had complete confidence in the DH86. 
''However,'* he wrote, "the witcfa hnnt was on agab widi a 
vengeance. Under orders, almost at once^ we were busy rip- 
ping open our aircraft wiogti, tail [toes etc. in search of struc- 
tural trouble. Of course nothing was found. A committee of 
enquiry was set up but, at least for the time being, the DH868 
were not grounded. 

Fyshj coping with the disruption caused by the mandatory 
examination of the Q£A fleet, was at the same time pressing 
Edgar Johnston to expedite duplication of the Singnpore ser^ 
vice, and resist pressure to let the Dutch come to Australia. 

The worst thing that could happen would be to let them in in any 
shape or Ibnn and not to dufdicate [he ai^ed]. It wmdd be 
nothing short of disastrons and would lead to all sorts of trouble 
with the press and public, who would clamour for a Dutch air 
mail connection. Competition, Dutch or any other, is a big ques- 
tion. It does appear that you will eventually have to give some 
measure of protection to your seleaed airlhies ... hi the final 

count, we are partners with the Commonwealth, and it is not in 

the interests of the Government to see us in difficulties.**' 

The approbation, or otherwise, of press and public men> 
tioned by Fysh remained a powerful influence on both estab- 
lished aviation companies and those attempting to influence 
the government in starting new ventures. If most of the great 
pioneering flights had had their motivation in the pursuit of 
sheer adventure and achievement, with prize money and glory 
a mere gamble, many of the flights that followed were under- 
taken to generate public acclaim or political support. It was 
not necessarily an ignoble motive, nor were sudi enterprises 
possible for men laddng skill and courage. Charles tJlm had 
lost his life in such a venture. P.G. Taylor had openly 
acknowledged that his near-disastrous flight with Kingsford 
Smith in the Somhem Cross had been "to raise public 
interest"' m their plans for the Tasman.'" Now, Australia was 
to lose its most accomplished and illustrious airman to this 
same elusive cause. Sir Charles Kingsford Smith left London 
early in November with Tommy Peihybridge in Lady 
Southern Cross in an attempt to break the record tune for a 
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fligki Auslraltn. On u niykl crossing of [fee Kuy nl kiMl^.^L 

on the way to Singapore, they vanished. The whole nation 
mourned. In the intense search that toilowed, Scotty Allan 
asbisicd in a Qantas DH86j but no trace of Lady Southirn 
Cross was found. (It was not until 16 Mardi 1936 that leave 
was granted in the Probate Court in Sydn^ for Lady Kings- 
fold Smith to swear to the death of her husband. **From 
today," said a press report, "Sir Charles Kmgsford Smith is 
legally dead."^ 

Fergus McMaster, in his role as chairman of Q.A.N. T.A.S., 
the partner of Imperial Airways in Qantas Empire Airways, 
was still deeply preoccupied with what seemed to him the 
insincerity of A.E. Rudder and the possible duphcity of 
Imperial Airways in their attitude to the trans-Tasinan 
service. "The whole of these negotiations have been some- 
what peculiar", he told Sir Eric Geddes. "The undersundmg 
in London was that, should lAL decide to offer an inyitatioa 
to the QAN.T.A.S. interests to participate in the New 
Zealand extension, that invitation would come direct lirom 
yourself.** There was, said McMaster, no indication in 
Geddes*s letters that he had made a definite decision on the 
matter, yet Rudder "had been pressing for some considerable 
time for Q.A.N.T.A.S. to join in". The inference from 
Rudder, however, had been for the smallest possible partici- 
pation by Q.A.N.T.A.S. 

The objective [said McMaster] has been to associate Q.A.N.T.A.S. 
interests for political reasons only, and not out of any loyalty . . . 
Under the circumstances, our association in the New Zealand ex- 
tension carries no value irfunaoever. I made it dear [in Loiulon] 
that Q.A.N.T.A.S. would be prepared to come in or stand out* 
and had it been put to us openly that the association was only 
wanted for political reasons, I feel sure that neither niyselt nor my 
coKiirectorB would have hesittted to come in. But it is quite adif- 
foent thhig when it is realised that foil or reasonable confidence 
has nor been exrendcd . . . We seem to get at cross purposes, and 
it would appear to me owing to an air of mystery and lack of open- 
ness.*' 

McMaster said that, on behalf of Q.A.N.T.A.S., he now 
formally applied for a 15 per cent interest in the Tasman ex- 
tension. 
Sir Eric Geddes replied: 

We would like to have the closest association with vou operation- 
ally and will work strenuously to that end, but wc would prefer to 
leave the question of finandal participation open for the present. 
To avoid any misunderstandhig I ifrill in fimire deal with this 
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matter personally and solely. The delay in fmalising the Empire 
MaU Scheme with Australia naturally makes it difficult for our 
Govemmciit to go forward with the New Zealand extenakm.^ 

The delay in finalizing the Empire mail scheme centred 
around the Australian government's strong reaction to the 
proposal that Austnlia should rdinquiah **diflt section of the 
route along which QEA**4 wrote Hoddng and Gave, **had 
built Budi a reputation fiir regularity and safety**. It was 
pointed out in press and Parliament that of twenty-four ddays 
of one day or more on the London-Brisbane service to 31 
December 1935, twenty had been due to lAL; and, also, the 
Australian section was conducted at a lower cost per mile.^^ 
Fysh told Edgar Johnston that lack of sufficient aircraft had 
accentuated the lAL difTicuities and that "from what I know 
of the actual causes of Jeiay, these in the main result from air- 
craft becoming bogged in Burma and India, engine trouble 
with the Atalantas and weather in the Mediterranean**. Un- 
fortunately, wrote Fysh, **vn never hear of KLM delays. 
They are an awlully good show.*' Fysh thought that lAL 
"must be trying to operate their dujdicated service from 
Karachi to Singapore with three Atakuttas which, for a dis- 
tance of 3,600 miles, is pret^ thin considering engine and 
landing ground troubles".''* 

The Sydney Morning Herald^ however, was strongly critical 
of the Australian government. In a leader on 6 December 
1935, the Herald commenied: 

The existing service is becoming so overburdened with mail 
freights that it may not be able to atxept passengers. Yet pas- 
sengers are its best paying traffic. . .Sizmooths ago, the Govern- 
ment was warned dMR the service mutt be duplicated to cope with 
the traffic otTcrinp and in prospect. Meanwhile the outer Pacific 
is beginning to smg with the winging of flying boats. Pan Ameri- 
can iUrways has flown the first giant flying boat from die Ooldea 
Gate via Honolulu to the Philippines in one week, or sixty hoois 
of actual flying lime. That craft, the China Clipper^ has opened 
another chapter of romance in the Pacific. The same organisation 
has made an agreemem with the New Zealand Government to 
run a branch service fiom Honduln to Anddand . . . 

The Herald criticized the Australian government for holding 
to the concept of landplanes for the Singapore- Australia route 
and said: 

Would it not be better for the Australian Government, holding 
the views it apparently does, to relinquish the Singapore-Darwin 
lottte to Inqpertal Airwqn? . . . Nodung is so pateat about die 

272 



Copyrighted material 



official administration of air acrvices in Aiutralia as its lack of 
imagination. Because Defence wants a landplane service from the 

Sydacy-Brisbane region to Darwin, Uk Government roiso ttic 

flying boat scheme.*' 

(Pan American had inaugurated thdr service to the Orient 
on 22 November 1935 using the four-engined Martin China 
Clipper flying boat. The agreement between Pan American 
and the New Zealand government for a service between Hono- 
lulu and Auckland was announced in December 1935.) 

Fysh took time ofTfrom his major concerns on 1 1 December 
to compliment Scotty Allan. ''As Captain in charge oi aircraft 
for the last twelve months it is not too much to say that you 
have had a briUiam record of seivioe^ liie puncti^^ 
dom from accident observed spealdng strongly for yourself 
and all other captains."** Two days later came news chat shat- 
tered this hard-won rhythm of regularly. A Holyman Airwqrs 
DH86, the Lepena, Hying fircMn Launceston to Melbourne 
with two pilots and eight passengers, sent out a dramatic radio 
signal: "Port lower wine crumpling. Making for Hunter 
Island lOfT north-west Tasmania]." The aircraft made a forced 
landing on the island, with no injuries to crew or passengers. 
Immediately, the minister for defence announced that the air- 
wortfamess certificates of all DH86 aircraft in Australia had 
been cancdlcd. A temporary eueption was given to enable 
two Qpmtas aircraft carrying Christmas mail to continue on to 
Singapore, but without passengers. 

Arrangements were made at once by Fysh with Imperial 
Airwajrs to keep open a service between Singapore and Dar- 
win usinc At a! ant as and iAL crews. From Darwin to Brisbane 
small de Havilland Rapides were organized Rut the crisis was 
over within three days and airworthiness certificates restored 
to the DH86s. An interim report of the Lepena mishap said 
that a loosening of an aluminium sirip on a wing strut fairing, 
plus crew caution, had led to the emergency landing. Other 
damage had resulted from the landing itsd^ on rough ground, 
and not from any structural defect. QEA resumed normal 
operations. 

The 1935 year drew to its close with some clarification of 

views by the various parties, but no resolution of issues. 
Geddes wrote a calming letter to McMaster on the "apparent 
air of mystery and lack of openness" that had so upset 
McMaster, pomnng out: 'T am also working in the dark in 
some matters and do not yet know how the New Zealand pro- 
posals are viewed by the interested Governments.'*^* Hudson 
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Fysh wrote a far from calming letter to Edgar Johnston on 
Christmas Eve. "I think I can say that we were all astonished 
not to receive any word of congratulations from you or the 
Government on the completkMi of our fint year's contract, 
during which a very great measure of success has been 
achieved and many difficulties overcome. I can assure you» 
Edgar, we fed very discouraged at the momem in regard to re- 
lations in general."''^ To Sir Donald Cameron MP, Fysh 
wrote: 

The official attitude to QEA is extraordinary. The last thing we 

want to do is tread too hard on the corns of the Mioister and, per- 
sonally, I think it is mostly his advisers who are at fault. But I 
often wonder if we don't take things lying down too much. We 
are expected to meet any and every eventuality satis&ctorily and 
form the backbone of Australian operations with a difHcult route 
. . . but so far as I can see, without any thanks whatsoever — in 
fact, the opposite. Beoiuse our operating staff are mainly respons- 
ibly I can say diat our first year's operatiom weie lealfy a luig^^ 
icent eflbrt, and the sdbedule efficiency was as good as anything 
put up in any other part of the world. Yet we got no message of 
congratulations. Perhaps it is because of lAL participation. We 
are regarded as hail-brccd lorcigners.*' 

In much calmer vein he set down a year-end starement for 
Fergus McAlasicr of his views on both flying boats and the 
controversy over control of the Singapore route. From a 
purely economic siandpoini, nc wioie, the England-Australia 
route should be operated by one government and one com- 
pany, but there were several extraneous factors. **The govern- 
ing &ctor is the desire of Australia to control the Singapore- 
Brisbane section of the route. In a lesser sense, there is the 
desire of Q.A.N.T.A.S. to retain control of the destinies of the 
route through QEA and in partnership with lAL." Members 

of the Australian government and Department of Defence had 
repeatedly expressed this desire for Australian control which 
"is one ol the stumbling blocks in securing a settlement of the 
1937 Scheme in a manner reasonably satisfactory to both 
parties'*. If, wrote Fysh, Australian control were lost, the 
Australian government would greatly lose interest in the Em- 
pire service and "would regard it as an outside project which 
has swallowed a promising Australian activiQr . . . bi ftct, 
operations would be almost exactly akin to that of the Orient 
and P. & O. stiipping companies." Fysh then stated clearly his 
views on actual operational control of the planned ser\'ice. "I 
maintain that free interchange ot crews and aircralt must 
result in the operational control passing to Imperial Airways, 
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as the larger concern, and that any QEA control would not be 
much more than a blind. QEA would in reality become man- 
agers for lAL in Australia . . . What I do wish to say emphati- 
cally is that if the Scheme goes throvigh as put up by the 
British Government, Australian control and with it Qantas 
control will have been given away,"'^ 

As chairman, Fergus McMaster reviewed the QEA stance 
for the minister, Archdaie Parkhill, in a peri>onai letter on 27 
December 1935, enclosing a copy of a draft agreement be- 
tween Qantas and lAL which, he said, "establishes the basis 
for the operation of QEA in the 1937 Empire Air Mail 
Scheme, should your Government decide to participate there- 
in'*. McMaster recalled Parkhill*s apprehension, eximssed in 
a recent conversation in Sydney on 19 December^ that Qantas 
would be absorbed by Imperial Airways, and would lose con- 
trol of the Australia-Singapore section. 

Under the protection of the Agreement, [wrote McMaster] I am 

convinced that QEA could operate the larger Australian interests 
in the 1937 Scheme just as competently and completely as the 
Company is doing under existing controls . . . There is no reason 
whatever why Australia should not make Singapore die Australia 
terminal overseas and confme the Australian portion of the fleet 
to the Australian seaion only. Provided the costs can be met by 
the Australian Government, there is no reason why it should not 
be aUe to oontnd diis section of the route as at the present 
moment. 

McMaster dien turned to the issue of aircraft type. "Flying 
boats appeal to me as the most sound basis for devek^iment of 
Empire air services", he wrote. **Sound commercial results 
will be possible to a greater extern on a route such as that from 
England to Australia with a large commercial type of flying 
boat than would any system of land aircraft." The objection to 
the fleet being allowed to operate freely between London and 
Australia might be overcome, he said, by changeover of crews 
at Singapore, "thus keeping Australian control". If this were 
done, he concluded, he could not see any great objection to the 
aircraft being allowed to operate freely between London and 

Australia. In common with others he was, he said, disturbed 
at the possible cost to Australia of the all-letter airmail pro- 
posal. If, however, Australia could meet the cost, then the 
fiiUest co-operation was warranted. "At no time, perhaps,** 
wrote McMaster, "has there been greater reason to minimise 
^ho isolation of Australia, or to have a more closely welded 
Lmpire."" 
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McMaster had, in fact, recognized the operational pattern 
that was to prevail: Australian crews to remain on the Austra- 
lian section but all flying boats to operate over the whole route 
between Australia and England. What could not be clear as 
1935 ended was that the Australian government, in its determ- 
ination to preserve control of the Australia-Singapore route 
for Qantas Empire Airways, was taking the first step towards 
the emergence of Qantas as Australia's first "chosen instru- 
ment" as an international airline. Australia was also, in its at- 
titude towards this first international air route, beginning to 
recognize and declare a clear national interest separate from 
the emotional and traditional bonds of Empire. 
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Edgar Johnston began his correspondence with Hudson Fysh 

for 1936 on 3 January somewhat testily. He was Sony, he said, 
that no telegram of congratulations had been sent on com- 
pletion of QEA's first year under contract; there had been a 
great rush of work; he had himself worked right through a 
good many weekends; half his staff had been refused leave. 
Though the letter was a personal one, Johnston told Fyah: 

FranUy, 1 must say the price asked by you [fiw duplicatkm of the 

Singapore servicel astonished me. There is a considerable proba- 
bilitv of duplication not being approved unless the cost can be 
reduced substaniially. i would like you to understand, Hudson, 
that it it not my desire to question expenditures dun are essentisl 
to operate the extra service with rea8(mable r^ularity and without 
undue risk. Any proposals which seem to me to be furthering the 
interests of Australian dvil aviation and prompting its growth 
have my wholehearted support and very active co-operation.* 

Johnston's minister, Archdale Parkhill, wrote a personal 
letter to McMasier on the same day, but in more friendly vein. 
He saw no objection, he said, to Qantas submitting an account 
to the government for the costs incurred by the company as a 
result of the groundmg of the DH86s. **I fully realise the 
seriousness of suspending the certificates of airwonhiness of 
the DH86 machines, but I felt that there was no other course 
open to me in view of the loss of life and danger to lives that 
were taking place in Australia as a result of accidents to these 
machines."- Overall, however, the official attitude to Qantas 
of both the minister and the controller of civil aviation now 
grew increasingly chilly. On 31 January, the press carried 




277 



headlines that the Empire Flying Boat Scheme had been re- 
jected by Cabinet.' "I think it will be conceded", said 
Archdale ParkhiU to the press, "that the Commonwealth is 
the proper judge of what is best for Australia. The problem of 
a flat rate for air mails within the Empire is not the most im- 
portant aspea. The control of the specific route from Darwin 
to Singapore^ the future of aviation in Australia, and the relar 
lion of both these matters to Australia's defence are nnicli 
more important to Australia.*** The press did not agree with 
him. "Only ParkhiU could argue against control by a single 
organisation under joint British-Dominion supervision", 
wrote The Bulletin^ "The Lyons Government has made a 
grave mistake. The Scheme had great Empire significance"} 
commented the Brisbane Telegraph* 
Fysh told Dismore at Imperial Airways on February 4: 

Our authorities have turned the [flying boat] project down flat, 
and all I can say in their defence is that your x\ir Ministry did not 
take reasoiiid>le steps to prevent this. Things might have turned 
out difTercntly and the Controller of Civil Aviation put in a good 
word, but his attitude is flatly hostile and uncomprising. The fear 
of British control is overshadowing his judgment, and through 
this aspect is growing up a certain ofUcial coldness towards us as 
not bdng a purely Australian enterprise. We csn give 70U no 
more support on the 1937 Scheme until we are ableto pudl SOOW 
modified plan. Anything else is quite hitile.^ 

Woods Humphery was upset. "I am most disturbed by the 

news that your Government has decided against coming into 

the Empire Mai! Scheme", he wrote to Fysh. "The British 
Government is committed up to the hilt. It looks to me very 
much as though there is going to be a devil of a muddle for 
some time ahead."® Fysh put the blame on Edgar Johnston. 

I think the present indecision and apparent muddle on the part of 
the Government in regard to all Australia's advancement in com- 
mercial aviation at the present moment is due to the imdoubted 
inoompecenoe of J<4mstoii> and to the fact that the Government 

has had thrust on it the duty of making decisions on a whole bag- 
ful ol proiects for which u \'.as totall\' unprepared . . . One must 
confess to a certain amouni ul sympathy lor their Jilhculties.* 

Woods Humphery was not slow to join in this denigration of 
Edgar Johnston, and went on to voice his concern over Ameri- 
can initiatives. 

I am sorrv Johnston is so pro-American. He would nor perhaps he 
if he knew what the responsible American authorities in aviation 
think of him. I confess 1 ieit very irritated in America at the 
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voluntary adverse comments that were made to me — which in 
loyalty I wMbovmd to defend I no doobl that you shut nqr 
uudety over the tremendous clirait tto 

tain a paramount position on world airways. I suppose you have 
heard that Pan American's Pacific service was suspended after the 
last two or three thghts for over a month, and is still not working 
regularly owing to troubles in leaking petrol tanks, oootroUablc 
pitch propdlers, engine mountings and engines. So thank God we 
are not alone in our troubles. In America, these big corporations 
seem to get the press so well behind them, and they are not sub- 
jected to the gunfire which we get.'* 

In the midst of these demanding problems, Edgar Johnston 
received a sad request. It came as a personal, handwritten let- 
ter asking for help from the man who had provided the initial 
impetus for ihc creation of Qantas. Paul AicGinncss was in 
financial trouble. McGinness, it was evident, had applied to 
Johnaton in the previous naoiith asking for a position with the 
department. This second letter, written from Mount I«awley> 
Perth, gave some details of his predicamem. 

Dear Jonno, [it began] I received your letter of 23rd December 
and note it is impoesible at this junctioii [s&l to |dace me in the 

Department. Yes, I am prepared to lake any job that is offering 
. . . Later on, when a chance arrives, you might be able to slip me 
up to a reasonable position. I have left the farm and am at present 
in Fdidi. I have as^gned die ftnn to my creditors, lod^ Slock and 
barrel. It will pay fheok about two shillings in the pound. I walk 
our of it after ten years with a clean sheet and an empty pocket. I 
was a fool to have ever lel\ aviation, but we live and learn. 

There was an anxious postcript which said simply: 

"Resources limited. Trv and get me in as soon as possible,"" 
Johnston, who had himself joined the Civil Aviation Branch 
in 1919, had known McGinness from rhe bc^innmi;. He was 
upset, but was unable to fmd McGinness an n[xning. Funds 
were tight in the department, and there had been many other 
aviators thrown out of work during the Depression who had 
asked for help." 

Edgar Jcduttton had a similar letter in the same wedk fhmi 
someone else. The secretary of Kingsford Smith's company, 
John Stannage, wrote asking if he could join the department. 
"Now it seems certain that we have lost dear old Smithy," he 
said, "and I have almost completed the finalising of his affairs, 
I shall have to look for another position." Smithy's plans for 
the Tasman, he wrote a few days later, were completed in 
almost every detail before he left on his last tragic venture, and 
the Trans-Tasman Air Service Development Company was, 
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said Stannage, certainly going to carry on with those plans. 
"We are hoping for positive Government support from either 
New Zealand or Ausiralia ... to ihereby warrant the com- 
mencement of a service that was Smithy's great ambition." 
Kingsford Smith's widow, Mary, said Staiiiuige> was supply- 
ing chem with flmds. The service would be a oontimioiis ttv^ 
hood for her and for her son. Despite his hopeful sentiments, 
Stannage told Johnston he thought the company's prospects 
were dismal." 

Meanwhile Fysh. responding with irritation to Johnston's 
own testiness, rejected the controller's criticism ot QEA costs 
for duplicating the Singapore service. "If our price is not 
understood," he wrote, "I feel it is your job as Controller to 
explain u and get it across. The queer thing is, we badly want 
duplication and have gone through and through oiu- price 
widi no fhrther result than our final quote." He summarized 
mounting cost pressures. "An enormous amount wiU have to 
be done in training and equipment. We should now be com- 
mencing to train people for tighter schedules and instrument 
Hying. It means heavy eqsense for us. I can see that one of 
these days I must withdraw Brain from regular flying on the 
route, which means employment of another Captain. 

Lester Brain, on whom so much had depended for the oper- 
ational success of the QEA service, had other plans for his 

future which had been maturing for a considerable time. They 
were not linked to the projeaed QEA expansion. On 11 
Fdiruary 1936, Brain wrote to Edgar Johnston: 

As I indicated to you a year or so ago, I should be quite interested 
in any position in the administration and executive side of avi- 
ation, and would be willing to drop quite a bit in gross income to 
this end. I have no panicular wish to drop aaive flying, but am 
more interested in civil aviation than in the actual flying of aero- 
planes. I was very pleased that you should remember and phone 
today. 1 wouM accept a potitioQ at onmbcr twD to jm^ but not a 
position as one of several, unless as senior and definitely your 
deputy. The commencing salary would need to be not less than 
seven hundred pounds. The salari^ of the four senior people in 
your De p artme n t can do widi a good lift if dicy are to get and 
hold good men. Your position and that of your immediate asiiit- 
ants are underpaid compared with the necessary experience and 
responsibilities, and with comparable positions elsewhere in avi- 
atXML In my present position I earn over one dioniand pounds 
my woA bdng panly executive and part flying. I am in a written 
understanding with the company of duee months notice either 
way . . 
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(Nothing came of this exchange; Lester Brain did not leave 

Qanias until World War 11 ended, wticn tic became ilie M 

general manager of the government-owned domestic operator, 
Trans-Australia Airlines. Interestingly, R.M. Ansett, who was 
to become TAA's national competitor as head of Ansett Air- 
lines of Australia, commenced his first scheduled air service 
between Hamilton, Victoria, and Melbourne on 17 February 
1936, a few days after Brain wrote his letter to Johnston.) 

Lester Brain had, as an airman, expressed his view on flying 
boats in a confidential memo to Fysh. 

After twelve months experience on the route between Singapore 
and Darwin, I am greatly impressed with the suitability of con- 
ditions for flying boat operations, particularly on the safety 
aspect. On the seaion from Singapore to Koepang, one is always 
near comparatively sheltered waters. Gales are almost unknown 
in the Timor Sea, and a boat could land and float around for 
weeks in the doldrums. Over the greater portion of the year, the 
open sea is calm enough to allow a machine to take off. Around 
the shores of the islands of the Indies there is no surf, the water 
usually lapping quietly on the coast where native fishermen walk 
about pushing their nets before them. In view of the oft-repeated 
phrase, "the dreaded Timor Sea", I feel sure that the real con- 
ditions would be a revelation to most people."' 

Fysh told Woods Humphery that QEA pilots, knowing of 
KLM operations at Sourabaya, had no desire to fly Douglas 
aircraft on the route. "In faa, under our conditions, they 
would be quite unsuitable", he wrote. "I might say here that 
Johnston's ideal machine for the Singapore-Brisbane route is 
the new Douglas sleeper transport." For certain routes, such 
as across America, Fysh conceded that the Douglas was a very 
fine machine indeed. "Many lessons can be learned from 
American operations, for which I confess to entertaining the 
highest regard", he wrote.'' To Edgar Johnston, he was more 
critical. Responding to comments from Johnston about re- 
peated late arrivals by Imperial Airways at Singapore, Fysh 
argued that KLM had done no better, and in some months 
had been worse. "The Douglas is not proving the success first 
expected, under weather and other conditions experienced on 
the Amsterdam-Batavia route. Operating across America over 
a highly organised system of radio, meteorology and landing 
ground aids is just about as different as chalk to cheese."" 

The long-awaited government approval for duplication of the 
QEA service to Singapore was at last announced, on 27 Feb- 
ruary 1936, by the prime minister though, Fysh complained 
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to XX'oods Humphery, ofTicial advice from the Defence De- 
partment was not forthcommg until 3 March. "We have been 
offered two shillings a mile, and our final price of two shillings 
and twopence was stated in a letter to the Air Contracts Board 
... All we can think of is that Cabinet passed duplication not 
knowing that a disagreement on pike stiU emated."^* Edgar 
Johnston wrote to Fysh: **It has been a kmg time coming and 
aU the time I have been fiigfatened that the Dutch wottkl get in 
first. How'cver, I do not think we can ignore the possibility of 
the Dutch extending to Australia also."^° On the day the wel- 
come news of approval for duplication arrived, Parkhill wrote 
to McMasier criticizing Fysh for statements attributed lo hmi 
in the press that complained of a shortage of experienced 
pilots lor the commg duplication of service. These were views, 
said the minister, which need not have been put forward at all. 
He called it '*the futility of newspaper controversy"'^ 
McMaster replied at once expressing his own annoyance. The 
pctss reports* he said* had plaoed the company in a fidse poai* 
tion with the ''somewhat alarmist statement about possible 
difficuhy in securing pilots and engineers". Fysh was very 
annoyed with the headlining he had received in the Mel- 
bourne and Sydney papers, said McAlastcr. "He is convinced 
that it will be better in future to directly refuse [to make a 
statementl or make the statement in writing only. You are the 
last person that either Air Fysh or myself would wish to 
worry."" 

The minister told McMaster that he had mentioned to 
Cabinet that the rate of two shillings per mile ibr the dupli- 
cated service* recommended as fair and reasonable by the 
department, was not agreed by QEA. "I hope I shall not have 

to go back to Cabinet on the matter", he wrote to McMaster 
on 2S Morch. "I dislike doing this because of the difficulties I 
previously cKpeneiiLed ... I know it will mean further and 
perhaps protracted delay, if run Lihandonment of the project 
pending a settlement of the British Mail Scheme."^' QEA, 
however, reached agreement with the department. On 2 April, 
Fysh wrote to Johnston: "Yesterday has aeen the culmination 
of consideration of duplication proposals after nearly ten 
months of n^otiation and investigation^ diough we hoiwstty 
don't fed too happy about the financial aspect. If our greatest 
hopes are realised, I don't see how we can possibly realise 
more than a net six per cent on capital."-' .Meanwhile 
McMaster had, undeterred, pressed the minister for compen- 
sation for the pre-Christmas interruption to DH86 services. 
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"A claim for three hundred and twelve pounds one shilling 

iftd mum. Mm flU[.flf-pockei ejipenses only, and 00 

casioned as a direct result of the cancellation of the [DH861 
certificates has been made to the Department and refused . . . 
By the action taken, we were penalised for the unfortunate 
operational conditions pertaining to a service in no way con- 
nected with our own", he wrote.'* 

Woods Humphery was both astonished and heartened by 
the support given the Empire Mail Scheme in the Australian 
press. 

The attitude taken up by the Australian press re Australia turning 
down the Imperial proposals, in my opinion, came as a complete 
surprise to the Australian Government. Personally I would never 
have forecast such a solid attitude ranged behind the proposals, li 
has been a complete surprise to everyone. This attitude must have 
a considerable effect on the politicians . . . and makes prospects of 
a settlement favourable to the Empire Scheme much [better].^' 

He urged that Fysh draw attention to the strenuous efforts 
being made by the governments of the major powers to gain 
the best possible footing on the airways of the world. 

German, Dutch, French and, last but not least, American in- 
terests are concentrating on this. The flood of propaganda which 
has emanated from the USA during the past year or so is part of a 
well organised plan. It has for its objeaive mastery of the world's 
trunk airways. America has entrusted the development of its over- 
seas services to one vast and wealthy company. Pan American Air- 
ways. For many years it has operated air services in, to and 
around South America. It is established in Alaska and China. It is 
steadily completing its plans for a trans-Pacific service and had 
obtained permission to operate a service to New Zealand. Plans 
for a trans-Atlantic service are well advanced. The United States 
Government has evidently realised that mastery of the world's air- 
ways could never be achieved by a small, unimportant organis- 
ation.^^ 

This line of argument was, of course, central to the lAL 
vision of a matching, vast, and centrally controlled Empire air 
route system; moves for independent Australian control were, 
in this context, manifestations of Australian parochialism. 
The support of the Australian press reinforced this interpreta- 
tion and so, sometimes, did the attitude of lAL's Australian 
partner. The trouble with the Defence Department, the 
Department of Civil Aviation and many of the Government, 
Fysh wrote to Dismore on 17 March 1936 

is that they think in terms of Australia, and can't grasp yet how 
aviation, wireless etc. and the unsettled state of things in the 

« 
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world must make a full recognition of the word "Empire" a 
necessity. The history of Great Britain is that of bungling 
through to bigger things, and all progicti teems chaotic and ini' 
orderly, but arrives in the end. Whatever faults the Australian 
people have, and whatever their lack of understanding, thcv have 
a quality of caiimg a spade a spade, and wishmg lor the full facts 
of a diing. It is quite impossible to convince themj Sst insmocit 
that thqr htve got any control over a flying boat crossing the 
Mediterranean because it flies an Australian flag and hat an 
Australian crew. The flag is no more than a symbol. 

In lets philosophic maimer he wrote: 

AAr McMasier's opinion [on the Empuw Mail Sdieme] is diat at 
presem this matter of control is not t!ic chief stumbling block to a 
settlement from the Australian side, but that the flat [payment] 
rate [for mailsj is the bugbear. I think he is right as far as Cabinet 
goes, and they are the real people wbo are settling die matter. 
However* die Defence people^ tlirou^ FnMulU are harping on 
loss of control. I have never been able to give a really erteaive 
answer, when direaly tackled, to show how Australia will have 
the same control as she has now . . . if the oontraa is to be let 
through the British Govemnient.'' 

Though the governmeni had rejccicd ihe iimpire Air Mail 
Scheme, the suitability of flying boats for the section from 
Singapore was invtnigtted ftirtber when Sqpiadron Leader 
A.E. HaxqwU RAAF, waa asked olBciflUy in Mardi to carry 
out a survey of proposed bases along the Australian coast in a 
Southampton flying boat. The results, Fysh wrote, were 
disastrous.^ 

Hempel condemned the flying boat concept and defended 
his conchisions in a lencr to Fysh on 5 April " The require- 
ments [Imperial Airways' 'Specificaiion for a Flying Boat Air- 
way'] are such that no place m Australia conforms to the 
specification. I had to report in terms of this specification. I 
believe that the flying boat under oonstnictkm for the Empire 
routes requires sudi a run of amooth, deq» water into wind to 
take off, and so flat an approach to alight, that the rivers and 
most other places are out of the question.**'* (The "Outline 
Specification" for the alighting and take-oflf area, allowing for 
a wind from any direction, called for a length of two thousand 
yards, a width of two hundred and fifty yards, and a water 
depth at the lowest tide of at least ten feet. The approaches 
had to be clear of all obsiruaions for a distance of at least a 
thousand yards. The specification said: "To ascertain whether 
an object constitutes an obstruction, an imaginary line should 
be drawn at an angle of four degrees to the horizontal from the 
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perimeter of this urea. Any objects extending above this 

imaginary line should t^c consiJcreti obstructions. ''^^) 

On 12 April 1936, the first passenger ever carried by 
Qantas, Aleicander Kennedy, died in Brisbane at the age of 
ninety-eight. The man ivhO) in 1922, had shouted **Damn the 
doubters*' as his aircraft taxied out for takeoff, had ahnost 
every, year since* made two air trips each ivay between Bris- 
bane and Cloncuny or Brisbane and Mount Isa. "He was'*, 
wrote McMaster, "deeply interested in the development of 
the [Mount Isa] mines [which were on country owned by 
Kennedy in the early days]. He knew that the ore deposits 
were there, but did not realise their great quantity and value. 
A well for water put down by Kennedy on the bank of the 
Leichhardt River [Logan Creek well, nine miles on the Clon- 
curry side of Mount Isa and required by Kennedy when shift- 
ing his cattle between his two properties, Devoncouri and 
Calton Hills] was the only water available for early develop- 
ment of the area.**'' 

The result of the Hempel flying boat survey presented QEA 
with a dilemma. While press support gave the company politi- 
cal advantage in a general way, deliberate airing of Qantas 
views in the press brought the danger of a powerful and 
spedfic overreact ion from an antagonized government. Fysh 
wrote to A.£. Rudder on 20 Aphl: 

As you know, there is pcacticsily a desdtock at picsent. lAL and 

ourselves say that the route is, or can he made, praaicable. The 
Australian Government says it is not suitable. It should, perhaps, 
be dedded by the Board how nnidi forther publicity QEA thov^ 
indulge in while matters stand as at present. In view of the possi- 
bility of the Boat Scheme failini:, QHA cannot afford to put them- 
selves in a position with the Australian Govenunent which might 
well jeopardise their future.** 

As HernpcTs condemnation of the Darwin-Sydney flying boat 
route was based on the specification drawn up by the Air 
Ministry and provided by Imperial Airways, the only accept- 
able means of contesting it was to conduct a further survey 
using British expens, and to hope that their findings would 
prove the route's suitability. Arrangements were nuule for the 
air superintendent of Imperial Airways* Maj. H.G. Bracldey, 
to make a flight from Singapore to Sydney in a Short Shiga- 
pore III flying boat, lent by 205 Squadron, RAF. Powered by 
four Rolls-Royce Kestrel engines in tandem in pairs, it had a 
low cruising speed of barely one hundred miles per hour and a 
poor rate of climb. Hudson Fysh arranged to accompany the 
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survey from Singapore, with A.R. McComb, controller of 
ground services for the Civil Aviation Department, and 
Squadron Leader Hempc! joining them at Darwin. Brackley, 
an aviation pioneer and airman ol great experience (called 
"Braddes" by all who knew him) knew liax hit tads had 
political implications. *'At Darwin,** he wiotc^ '*we pick up 
two Australian Government representatives and I can see that 
I am in fiir a rather delicate task. The Australian Government 
don't want the flying boat route, nor do they want the Empire 
Air Mail Scheme* Until I have been over die route, I cannot 
state what my reactions will be, but it is not going to be 
easy."" 

After a false start on 6 May, when an engine failed and 
forced a return to Singapore and an overnight stop, Brackley 
flew down via Banka Island, Sourabaya, Bima, and Koepang 
to Darwin without incident. With McComb and Hempel join- 
ing them, thqr next flew across Amhem Land to the Roper 
River and landed in lonely surroundings where the liver ran 
through flat irfains, in dihly feet of water. Thdr route llien 
took them down the shore of the Gulf of Carpentaria to Mom- 
ington Island, then on to the Albert River (where a flying boat 
base was eventually established). The flying boat next had to 
make a crossing over land across the broad base of Cape York 
Peninsula to Townsville, on Queensland's eastern coast. It 
then followed the coast south, with stops at Bowen and Bris- 
bane, before the final landing in Sydney. Brackley found in 
ftvour of the route, and though his report was not enou^ in 
itself to sctde the issuer it led to further investigatioiis and 
final acceptance. McComb did not oppose Brackley or con- 
demn the route but Hempel continued to insist that no site in 
Australia met the official specification for flying boat oper- 
ation. Both Hempel and McComb went over the route again 
on Brackley's return flight to Singapore (and were joined by 
Arthur Baird). Yet another survey was then carried out by the 
Australian government and, finally, a route was chosen." 

A ceremony was held at Brisbane's Archerfield aerodrome 
csk 16 May when the minister tat dt&ioct, PteUuU, fimnally 
maugurated the duplicated QEA service to Singapore 
DH86 and some two hundred people watched Lester Brain set 
off in RJ^ Canberra. Duplication was, at last, one battle that 
Qantas could put behind it, though the doubled frequcncv of 
the DH86 service was now considered an interim phase by 
both QEA and Imperial Airways pending the introduction of 
flying boats. Lester Brain, as flight supermtendent, reported 
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to Fysh on the progress of some of his captains on the route. 

Rus5Cll Tapp (10 become one of Qaniis's finssi captains) 

under a cloud, following accidents at Singapore and Soura- 

baya. "Tapp's flying has not reached that standard of excel- 
lence and confidence that it should have after 6,000 hours 
commercial flying . . . For the next three months he should 
consider himself on probation", wrote Brain. Orme Denny, 
Brain thought, "was exceptional material to work on. Adair is 
much slower and not so keen and quick to grasp things." Both 
Fysh and Brain had great admiration for Scotty Allan. "Like 
most of the good old pilots he has some queer points". Brain 
noted. "He would think nothing of sitting down to dinner in 
the little Rest House at Rambang in pyjamas, or of dining in 
an old Panama hat at some hot point on the route. He is a 
good member of a team, co-operates well with whoever is in 
charge, but he has never exhibited any tendency to leadership 
himself, and prefers to remain personally efiicient and 
popular." Brain nevertheless recommended that Allan be pro- 
moted to senior route pilot, that he wear three half bands on 
his uniform to indicate his rank, and that his base salary be 
increased from £450 to £525 a year. "Amongst our [other] 
captains," wrote Brain, "Crowther promises to be the most 
adaptable to other work in the long run." Brain was later able 
to report that comments along the line on Russell Tapp had 
been very encouraging. "At Singapore he led a cheery, active 
life of golf and avoided the social whirl. So far so good", he 
wrote." 

Fysh reported to his directors that the Brackley flight from 
Singapore to Sydney had established beyond doubt that the 
route was a practicable proposition for flying boat operation. 
Brackley had advised, he said, that the route was a normal one 
for development. It was also a shorter route than the existing 
landplane route (4,841 miles from Singapore to Sydney by 
landplane, 4,517 miles by flying boat route). However, Fysh 
reported on 2 June to Woods Humphery, Edgar Johnston and 
Air Vice Marshal Williams were still irrevocably opposed to 
the idea of flying boats. "Johnston is flatly not interested and 
is more difficult to deal with than ever", wrote Fysh." 

Fysh put the QEA position to the air vice marshal in a 
personal letter on 1 1 June. 

In regard to the hopes and aspirations of Qantas, the position, I 
think, is really this. We have quietly recognised for some years 
that commercial aviation was destined to become a really big 
thing, with necessary capital and connections beyond the scope of 
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Qantas. We have been waiting tor years for the shipping com- 
panies to get moving and have not understood why they have 
been SO long about it. Tbqr lum evidendy been wdting ftr odim 
to do the pioneering. A ytir or so we neot in with Imperial 
Air\vays, after failure to participate in an amalcamation of the 
principal airlines of Australia. Want ol coniidence prevented that 
amalgimMtioo. We hope we tre honest, straight people, and now 
our vAitAt eflEort bat been in trying to secure Empire aviation co- 
operation on our seaion of the route, as befiis our connections I 
might say also that, although Imperial Airways has stood in the 
background all the time (and has no control over us except by our 
own fiee win) Aeir advice and aioitanoe baa been of inestimable 
value in all sorts of ways . . . 

All our big things in Australia, or praaically all, are financed in 
whole or in part from hngland, and aviation can be no exception. 
A positioo wfaidi anitties nw inunensdy is aU tbe fust and botber 
about Britiab capital, overseas staffs, overseas control etc. wfaidi 
went on when we went in with Imperial Airwaj^s. Here we arc 
now, a few years later, and the two principal commercial aviation 
companies in die casteni states have been grabbed by overseas 
interests and actually must have more overseas control in the final 
count that we ourselves Australian National Airways is obviously 
controlled by the shipping companies. Airlines of Australia is 
owned by the British Pacific Trust. We feel our choice has been a 
wiseone. We win alwqrs have in view Empire co-operation, even 
if we are too visionary and only a voice crying in the wilderness. 
All we can hope is that the outcome of this 1937 Scheme does not 
go violently one way or another, which is what it looks like at 
present.*" 

Williams replied setting out his own views at length in a 
personal and confidential letter to Fysh on 17 June 1936. 

You seem to have got quite a wrong impression of my view of the 
proposed flying boat scheme. Nothing I have ever thought or said 
has been in the direction of lessening the contact you now hive 
with Imperial Airways. I believe the present amngement is the 

ideal one, that is to say. Imperial Airways are financially inte- 
rested in your operations to tbe extent that they will always be full 
out to help and asHSt you. At llie same time, the oootsol of opera- 
tions and of maittenance is in your hands, and you deal direaly 
with the Commonwealth Government on all matters of subsidy 
and on all those questions afl'ecting work you do. My opposition 
to the suggested flying boat sdxme (apan altogether from the 
question of type equipmem used) is that the new proposal 
would place the control in London, You would become local rep- 
resentative for lAL. nothing more nor less, and your operations in 
luture would be Jcpcndcui entirely on the decisions of lAL. 

Williams then questioned the lAL argument for centralized 
control and uniform equipment to enable the service to func- 
tion eilicientiy. 
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I say it ftinctions efficiently now, without that centralised con- 

trvli A$ w th9 9han§9 9r \9m and t jp9 9r airtrafi 9mpl9yf d) I §dj 

that given a certain horsepower and a definite load to be carried, 
the job can be done more economically not only in first cost but 
also in subsequent operation by a landplane than a flying boat. 
The proposed flying boat route on the Australian coast would 
serve nobody and would achieve nothing. A landplane route is 
already operating and must be developed for defence purposes 
anyway. Why should it be changed now, and the Commonwealth 
Government put to the expense of providing the ground organisa- 
tion for a flying boat service? For what? 

You should certainly expand on the lines you have already 
established yourself You should expand as the managing director 
of a company extending its operations not only within but beyond 
the limits of the Commonwealth, not merely as the local area 
representative for Imperial Airways, but as one who can deal 
direct with the Commonwealth Government and make decisions 
and agreements with them for your own company without 
reference to London. I want to see the development of an 
Australian concern, at least a concern definitely under Australian 
control ... It doesn't matter much to me where the capital comes 
from." 

It was a cool and balanced appraisal of the separate Australian 
national interest; there were no references to the emotional 
bonds of Empire that shaped the outlook of many Australians, 
from Menzies to McMaster and Fysh. 

Fysh let off some steam in a letter to CO. Grey, editor of 
The Aeroplane magazine in London, 

The truth of the whole matter is, of course, that the Australian 
Government don't want the flying boats on the 1 937 Scheme but 
apparently can't get out of it. They don't want them because (i) 
they are making a very nice profit out of the present surcharge 
rates on our route, which helps pay for internal commercial avi- 
ation aaivities (ii) the Defence Department, under which comes 
commercial aviation in this country, would just hate to lose con- 
trol of the Sydney-Singapore section of the Empire route, the 
organisation of which it regards as a potential weapon in war. 
Also it is not in favour of large [flying boat] units at all, but wants 
a lot of small ones, very fast . . . which it can turn into bombers. 
What we [QEA] are striving for is a route sufficiently unified to 
take care of competition in the future.*" 

As these problems of growth and change pressed on Qantas, 
one of its past competitors in tendering for the original Singa- 
pore service went out of business. The Brisbane Courier Mail 
reported on 26 June that Norman Brearley's Western Austra- 
lian Airways had been wound up. Adelaide Airways had 
reached agreement to take over the business for a purchase 
price of £25,000, which excluded WAA's cash reserves. Major 
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Brearley announced that the airline's original shareholders 
had received an average of 30 per cent per annum on their 
investment for fifteen years and that the 1928 subscribers 
(when capital was increased) had averaged more than 12.5 per 
cent and return of all their capital.**' (Forty-five years later, at 
the age of ninetjKme, an alert and good-humoured Sir 
Norman Brearley recalled that the Australian government 
approval for the importation of Douglas aircraft in 1935 had 
influenced him to sell. He told Transit y the magazine of 
Qantas flight attendants: "I said — 'This is going to cost tOXOy 
thousands of pounds ... Do I need at my old age of forty-six 
to still stay in the airline business? I thought I could leave the 
table with mv winnings.' 

The stall strength of Qanias Empire Airways rose from 
sixty>lour to seventy-six with duplication of the Singapore ser- 
vice. Fysh sem Brain a house-keeping memorandum. "Ex- 
penses at Darwin Cottage, now that duplication conditions are 
operative, are assuming somewhat alarming proportions when 
taken on a per head basis. Apparently it costs in excess of 
twenty-five shillinp to put up a passenger or member of the 
crew for one night, which includes dinner and breakfast with 
the night's board." He commented that the cottage staff had 
not been included in the company's bonus payments "as my 
impression is they collect a respectable sum in lips and wash- 
ing"/' In an earlier memo about the service he passed on to 
Brain a suggestion **that a notice be placed in cabins of our air- 
craft requesting passengers to remam seated while the 
machine is approaching and landing. I am inclined to think 
that we should have such a notice to apply to both taking oflF 
and landing, and I am not sure that we should not adopt the 
standard American practice which insists that passengers must 
have their safety belts on whilst landing or taking ofT."'"' 

Lester Brain, on his part, passed back from the route intel- 
ligence on some KLM problems. "The [KLM] Douglas 
avoids flying in bad weather", he wrote. "This week's service 
flew &om Calcutta to Akyab at 18,000 feet. God help the pas- 
sengers. They all complain of the sudden dashing up and 
down to altitudes over 10,000 feet, bdow whidi the engines 
give too much trouble. Incidentally, they are again changing 
engines — from Wright Cyclones to Pratt & Whitney Hornets. 
A Douglas had one engine fail and tried to carry on to Basra 
on the other but had to land in :hc desert."'" This was cheery 
gossip but Brain also had some comments to make on the pro- 
posed office space set aside for him by Fysh as flight superin- 

290 



CopyriytiLca i;ia.orial 



Calll»c.SiJ«iS|Jt 

1936 



tendeni. "The ba^ciucnt is uni>uuablc. Light, ventilation, 
noise and street smells are all against it, while ihe approach 
down a back stairway past the garbage tins and lavatories is 
most embBirassing. I should fed any suggestion to be dumped 
there very keenly . . 

In genoral, however, the fleet of five DH86 aircraft and their 
crews OQOtimwd to operate with safety, regularity, and 
economy. In the twelve months to 31 March 1936 there had 
been a net profit of £8,598, permitting a 4 per cent dividend. 
(QEA had altered their financial year to end on 31 March and 
coincide with lAL's.) The QEA problems, conflicts, and chal- 
lenges remained external. Fysh confessed to Woods 
Humphery that he could not get used to the lAL proposal that 
QEA and lAL captains should, on the flying boats, inter- 
change over the whole route from Brisbane to London, with 
its varying conditions. *'I ftel that a very high standard indeed 
will be necessary", he wrote.*^ With Major Braddey, Fysh 
discussed the flying boat route battle. '*That wretched specifi- 
cation has a lot to answer for and whoever got it out ought to 
have their necks wrung." He had, he said, tried to get Hempel 
to condemn the route as per specification but state that in his 
opinion it was suitable for flying boats. ".\ funny chap and I 
don't know what to make of him", Fysh observed. "I told him 
that if he damned the route for the use of flying boats he was 
going to look a very silly sun oi peibon m a lew years time.'* 
In terms of the route specification, he said, Brisbane would be 
hopeless and so even would Sydney Harbour, because of high 
surroundings*^ 

BracUey dieered him with details of 

the excellent performanee ttie Ik^i Lmpirc Boat iias put up 
during ks initial Maker's trials. Its top tpnd is over two hundred 

miles per hour, and its lake-ofTis positively marvellous. Through 
the gate — i.e. using the superchargers — it took otT in twelve 
seconds, with an all-up load of 38,000 pounds. Short Bros, are 
going to do tests widi an overioad up to 45,000 pounds but we 
shall not require to fly the aircraft at a load exceeding 41,500 
pounds. All the trials have been carried out 00 the small River 
Med way, in front t>f Mcshrs Short's Works.*' 

From Woods Humphery came advice that it was essential 
for future flying boat captains to take up sailing. "I am sure 
sailing must be awfully good fun", Fysh told Lester Brain. 
"Cannot we do something definite about it?"^*' His flight 
superintendent looked at the budget implications and replied 
that it would cost sixteen pounds for a twelve-foot sailing boat. 
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An instruaor and other costs would add twelve pounds ten 
shillings. However, Brain noted, the boat could finally be 
resold for ten pounds, giving the entire sailing programme a 
net cost of eighteen pounds ten shillings. "This", concluded 
Brain, "seems a very reasonable cost."" Hudson Fysh agreed. 

Meantime new threats linked with the proposals for a flying 
boat service down Australia's east coast began to concern him. 
If flying boats operated from Singapore to Sydney, he told 
Woods Humphery, then the Australian government might re- 
tender for the Darwin-Brisbane land service, which would 
entail severe competition in tendering. If Qantas lost the 
route, he said, an opposition service might then form a link 
with the Dutch at Darwin." 

Though discussions had continued between the British and 
Australian governments on alternative proposals for the 
Empire Mail Scheme, there had been no official Australian 
response to London. On 24 August 1936, Woods Humphery 
informed McMaster that the British government had offered 
Australia three alternatives. The first was complete partici- 



Impcrial Airways' first Empire 
tlying boat, Canopus. Built by 
Short Bros, at Rochester in 
Kent, Canopus made its first 
llight on 4 July 1936. 
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pation in the scheme as origiiially envisaged. The second in- 
volved Qamab panii^ipauun as oritiiiiaUv winisaucd but with a 
surcharge on mail carried ironi Australia, i he third was non- 
participation by Australia, but use of an lAL service from 
Australia on a surcharge basis (with Australia merely using the 
British service as a customer). Woods Humphery had set out 
the current situation for hit director of civil aviation» noting 
that Q.A.N.TAS. had sold out their whole business to the 
Qantas Empire Airways partnership. He explained to Fysh: 

1 said that under these circumstances I was sure that my Board 
wtwM not contemplate fi)r a momem throwing over our partners 
simply because the Australian Government did not see fit to come 
into the new Empire Mail Scheme in which our partners had 
whole-heartedly supported us all the way through. Some modifi- 
cations of the parmership might be required as a result of the 
Australian Govemmett nott-paftidpation. First. QEA might 
wish ro restrict that part ofthe route operated by them to between 
Darwit; and Sydney instead of between Singapore and Sydney. 
Second, Q.A.N.T.A.S., now a holding company, might be re- 
susdtated as a purely Australian operating company to operate 
internal services within Australia (other than the nuun through 
route . . . 

If Australia did not participate financially, he said, steps 
would have to be taken to protect the operation of the ser\'ice 
against any panic action which might be taken by the Civil 
Avmtion Department, such as suddenly withdrawing the air- 
worthiness certificates of QEA's aircraft — as had been done 
in the past. It could ail be difficuii, said Woods Humphery, 
but "it would not alTeci the principle that we wish to cuiuinue 
our partnership with Q^N.T.A.S."'' 

Having thus summarized three lAL suggestions for the 
Australian government, none of v^iidi in any way addressed 
the AustraUan objection to loss of control on the Singapore 
lout^ Woods Humphery next put forward his views on the 
operations of Qantas Empire Airways in any planned Tasman 
extension. He sketched the Imperial view ofthe Pacific, and 
the necessary extension of the Empire mute across the 
Tasman to New Zealand. The United Kingdom deputy direc- 
tor of civil aviation, Mr Bertram, he said, was to go to New 
Zealand m coonectioa with the authorization that had heen 
given by the New Zealand government to Pan American for a 
HonoMu-Auckland service, and also to dtsctisa the trans- 
Tasnum service. He had prepared nores for Bertram at the 
request of the direaor-general, Sir Francis Shelmerdine, and 
enclosed a copy of these notes for Hudson Fysh. As fitf as Pan 
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American was concerned, said Woods Humphery, it was 
Imperial Airways' view that they had no immLdiatc project for 
operating a service across the Paciiic to New Zealand but, in 
accordance with their general policy. Pan American wished to 
stake their daim and so avoid the nuisance value that could be 
caused if other Americaa companies made similar moves — as 
well as avoid the necessity to buy out such companies. The 
New Zealand authorization, he si^ contained no reciprocity 
but as Pan American had subsequently requested modifica- 
tions to their projea, the New Zealand government "now 
seems to be inclined to endeavour to obtain some reciprocity**. 
He added: 

I hoped that it would be possible to obtain the use of the United 
States airports in the Pacific, such as Hawaii, for a British service. 
SheUnerdine asked me whether we had thoughts of operatmg 
across the Psdfic^ and I and that we definitdy had. It will be 
remembered that at our suggestion the Air Ministry had arranged 
for the Navy to survey a number of islands and atolls in the 
Pacific, with a view to establishing British suzerainty. 

Shdmerdine asked if we had considered New Zealand or other 
Empire partidpaikn. I told hhn we had not got so fiur as 

formulating any policy . . . but \vc had cerrainly discussed within 
our own coimcils the possibihty of Canadian panicipation, 
probably through the Canadian Pacific Railway, in view of their 
ahipplng interttts in the Pacific — and diat I should imagHie we 

would be willing ro accept New Zealand participation for the 
same reason. But we should want to have the controlhng interest. 

On the specific matter of the tians-Tatman route, he said, lAL 
was 

cmnmitted to take m die Union Steamship Company as portnera 

in the trans-Tasman extension of the Empire line, as representing 
the New Zealand interest. The arrangement was made that we 
were to have a controlling interest in the line, and that the Union 
Stcamdiq> Company would have the remaining [capital] unlesi 
there were to be some Australian participation, in which case the 
Unicm participation would be reduced by the amount of the 
Australian participation. 

Woods Humphery now set out his understanding of the 
Qantas position. 

The arrangement we made with QEA in this matter was that we 

should have a controlling interest in the service, and that all 
negotiations were to be conducted by us; that is to say, QHA 
would lake no active steps whatever in regard to the trans-Tasman 
service. McMaster had told us that if we wanted Qantas in as 
partners after we had decided on our policy and our plan of opera- 
tion, they would be pleased to receive an invitation irom usj and 
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would (lien considoF wtieiher ihey would, or were Mi lo panici- 

pate. Shelmerdine asked me how the new Australian combine, 
Australian National Airways, stood in regard to this matter. I said 
that although QEA had placed us under no obligation to offer 
them participation, we should naturally make them, as our part- 
ners, the first offer. 

He added that the other Australian combine, Airlines of 
Australia, would — with its American and other financial 
interests — "eliminate any desire on our part to have them as 
partners"." 

McMaster answered tersely. If Australia did not participate 
in the Empire Mail Scheme (the number three alternative 
offered to the Australian government) he could not, said 
McMaster, see how this would conflict with existing partner- 
ship arrangements. "You suggest that your Board might", he 
wrote, "be faced with carrying QEA on purely as a gracious 
act if a contract was arranged under alternative number 
three." McMaster rejeaed this attitude, saying that the part- 
nership was meant to operate fully irrespective of adjustments 
between respective governments. On the suggestion that 
Q.A.N.T.A.S. might again operate internally, McMaster was 
equally blunt. "The whole of the Q.A.N.T.A.S. interests are 
in QEA," he said, "and the main trunk service must be the 
principal development. Any internal services that have not 
been staked or earmarked for other combinations are very 
pinched and doubtful propositions."" McMaster was, 
however, in accord with Woods Humphery on his trans- 
Tasman service views. 

The outline of the British position as seen by Woods 
Humphery was the basis of the brief for F.G.L. Bertram, 
deputy direaor of civil aviation, when representatives of the 
United Kingdom, Australia, and New Zealand met in Well- 
ington in September 1936 to attempt to establish, at govern- 
ment level, the foundations for a trans-Tasman service. The 
Australian government team was a powerful one — Sir 
Archdale Parkhill, minister for defence; M.L. Shepherd, 
secretary, Defence Department; H.P. Brown, director of 
postal services; and Edgar Johnston, controller of civil avi- 
ation. The prime minister of New Zealand, M.J. Savage, led 
the New Zealand delegation. However, despite these dis- 
cussions at the highest level, many more were to follow over a 
long period before binding agreements were made for the 
Tasman. 

On the central issue of the Empire Air Mail Scheme there 



295 



The Defeat of IMMtnce 



was, at last, the possibility of progress. The British govern- 
ment conceded that Austraha was free to impose a surcharge 
on all mails from Australia and, lunher, that if flying boats 
proved unsatisfactory within a period of two years, the agree- 
ment between the two governments could* in that respect, be 
reviewed. QEA, it was agreed, could contract with the Austra- 
lian government and not rely on an Imperial Airways contract 
with the United Kingdom government. "It would appear", 
wrote Woods Humphery to McMaster on 9 October 1936, 
"that the crux of the position is the agreement between the 
Commonwealth Government and QEA, which might be any- 
thing between a perfectly harmless and reasonable document 
and one which could wreck the Scheme."'* His information 
was better than IAEA's. McMaster replied on 26 October that 
QEA "has not been consulted or approached officially in any 
way, so we do not know what is in the mind of the Govem- 
* mem regarding either the Bmpire Flying Boat Scheme or the 
Brisbane-Darwin section when the flying boat scheme is 
adopted and in operation". He wanted to hdd on to the inland 
connection to Darwin "to make the position secure against a 
Dutch connection there with a rival organisation"." 

Qanras was. as Fysh expressed it to Woods Humphery, 
"waiting tor something to happen". Fysh used the lull to let 
his lAL colleague know "in general, just how our orgamsauon 
is getting along". Before duplication of the DH86 service, 
wrote Fysh, 

we were still not lari:;e enough to enable really adequate organis- 
ation in ail departments. For instance, publicity and advertising 

were in the main done by myself. Duplicstioo was our dumoe to 

alter this. The position at the moment is that we are fully depart- 
mentalised, have ample staff (with the exception of groimd 
engineers) and are sitting waiting for something to happen . . . 

QEA owes its success to the old Qantas gronndiflg; the influence 

of lAL; the fact that we have the pick of Australia as r^rds staff; 
and that we are still small and concentrated cnou^ to enable the 

closciit supervision to be exercised. 

Fysh listed and commented on his senior people. 

Secretary: Hannan is an able man with hng ei|ierieiifie widi 

Qantas, and often acts as assistant manager. He has excdlent 

traffic experience and before he came to us was doing Tour and 
Travel work in Australia and Paris with the American Express 
Ck>mpany. He is an old war observer. AccMmtam: In sending 
Turner you made a very wise shot* and we rcgsid him as a 

brilliant man, quite able to handle any accounting work. His 
nearly two years with us have rounded the rough edges which he 
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displapi at the start^ and he has a M naliaatiQn of re(|uire' 

ntema. Plight Superinundenti Brain \m gone ftom nrengih lo 
•trength and he stands qui:c alone in Australia. Brain also has 

administrative ability. Like Turner he was too young for war 
service. Works Manager. Baird is also quite outstanding in 
Australia, and as a practical engineer in charge of operations I 
know of no better man anywhere. Baird was a flight lergeant 
during the war and won a Military Medal. Publicity Officer. Pottt 
is a new addition and has extensive newspap>er and advertising 
experience. Fotts is only a low salaried man at present. Irajfic 
We have a young man named Neilsen on tlds job under Hannan. 
Neilsen is the right type and can handle any traffic requirement. 
Capfdi'v: jfiJ F;rs! Officcty. Noi counting Brain, uc have seven 
Captains and seven First OlTicers. In addition, we have Captain 
Donaldson in charge of Cloncurry-Normanton operations. Allan 
is the senior Captain and is quite die best we know in Australia. 
With our small size, and oonsidering that we pay much higher 
than any other organisation in Australia, we have been able to 
hand pick Captains, with the result that we have an outstandmg 
team. We sre now a wdl-organised air transport unit (the only one 
in Australia) and fit and ready to undertake new work and respon- 
sibilities with knowledge and confidence. Our decentralisation 
from London has not only relieved you of the undoubted worry of 
the Australian end, but has enabled us to control in a real way our 
section. As regards the liiture, there are so many influences and 

opinions to be considered that I feel one must continue to rest 
with hands tied by circumstance until things are settled, and the 
rime for action comes." 

Hudson Fysh was not nearly as satisfied with the opera- 
tional standards of Imperial Airways. He reported to Dismore: 

Jimmy Fairbaim [MHR] arrived in Brisbane. He is pro-Imperial 
Airways but he tells me that it is going to take years to live down 
the name lAL has in India, Malaya etc. and that people are 
travelling KLM whenever they can get seats. This is understand- 
able vtbta so many of them [lAL passengers] arrive late and have 
experienced engine trouble somewhere on the route. Lea\ i!T^ out 
your bad luck, the phenomenal loss of aircraft from one cause or 
another has had its effect and is producing a lack of confidence. 
Bdieve me, despite that wretched bad luck and the handicap of 
Operating obsolete madiines> there is something wrong some- 
where. 

His letter, he added, was written "in the spirit of absolute 

helpfulness"." 

By mid-October 1936, Fysh was able to write to Squadron 
Leader .^.H. Cobby, Civil Aviation Board, that "from reports, 
it looks as if flying boats are certain, and that a final agreement 
on all points is not far away". He told Cobby mai QHA cap- 
tams were, as a prelinunary, flying the Singapore Flying 
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Club's Moth on floats, and that captains and first ofTicers 
would shortly be put through a course of instruction in sail- 
ing. Fvsh asked if Qantas could obtain on loan from the RAAF 
a Soutiiampion flying boat for three months, with a crew and 
an inttnictor in Brisbuie.** Cobby replied: "There is no 
€iiance of the RAAF sending a flying boat to Brisbane. The 
Chief of Air Staff thinks Point Cook [in Victoria] is the 
obvious place to cany out training of this soft. In this he will 
hdp to the utmost."*' Fysh reported to McMaster that he had 
stressed to the chief of the air staff (Willtams) that training at 
Brisbane was needed because QEA was unable to send crews 
south to Victoria off the route. He had, he said, received an 
option on a flying boat, the Cutiy Sark, but Baird thought its 
hull was unsound and the boat too small for training QEA 
riggers for water work.*^ 

Edgar Johnston praised QEA in a letter to Fysh on 22 
Oaober 1936. **We are hi^y gratified with the excellent 
operational success of the service this side of Singapore*** he 
wrote. "I only wish that lAL could do as well oa the other 
side." The omference in New Zealand, said Johnston, should 
result in a workable arrangement, placing control of the 
trans-Tasman service in the hands of Australia and New 
Zealand. As for the England-Australia service, he 
commenied: "The Federal House holds strong views on the 

[Empire Mail Scheme] matter and it remains to be seen 
whether the House will agree to die Empire Boat Sdieme) 
even with the modifications envisaged to meet the Govern- 
ment requirements in regard to Australian control.**** There 

were other problems, which Johnston put to McMaster. 
Neither QEA nor Q.A.N.T.A.S., he said, would have any 
claim on the Brisbane-Darwin land section once the contraa 
was finalized for the Empire Flying Boat Scheme. Further, 
the whole of the plant and aircraft being used by QEA would 
have to be taken care of by the company, and was no concern 
of the government. It had been agreed with the United 
Kingdom government that the flying boat service was a suf- 
ficient recompense, without any fiirther compensation for the 
rupture of the present QEA contracts.** 

To McMaster, that position was patently unftir and to be 
fought. He wrote to Woods Humphery on 10 December 1936 
that he had inferred from conversatiQna that QEA would just 
have to accept "any conditions, both regarding the flving hoar 
service and, also, the present QEA contracts resulting from 
the negotiations between the two Governments". He in- 
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mmi "ihQi ihs Board here nii§hi find ii vsry MmW I9 

come to an agreement if this attitude is taken up by our 
Government."** 
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The year 1937 opened vdth mote Dutdi pfcssure to fly to 
Australia. On U Janusry, Sir Archdale Parkhill announced 
that the Dutch govenunent, through the British govenunent, 

had renewed its request for rhe extension of KNILM services 
to Australia from Batavia. A Dutch Douglas airliner, 
chartered to a British shipping magnate Sir Laurence Philipps 
at a reported cost of seven thousand pounds, to bring him with 
his wife and daughter Gwenthian to Australia on a holiday, 
showed its paces by crossing the Hmor Sea from Koepang to 
Darwin in two hours and thiny-cig^t minutes, at an average 
speed of 190 miles per hour. The performance of both the air^ 
cn£t and the Philipps family attracted press coverage. Sir 
Laurence had come, he said, to see horse racing and breeding 
methods in Australia. Lady Philipps "stressed the necessity of 
women living a home life". She told the Brisbane Courier 
Mail: "I am not interested in politics and have not taken an 
active part in social life. I have spent my life rearmg a large 
family."* 

McMaster reported to Woods Humphery tfiat the year had 
begun with "a definite political bitterness growing up here, 
which is dangerous. The press is oontimially critictsing the 

Minister for Defence, and he is not without a following both 
inside and outside the Government. The Minister has to 

defend himself in the House and through the press, and the 
result is that neither Imperial Airways nor Qantas are any the 
better off politically."^ (The Sydney Sun wrote: "The 
proposal to take away from the Australian Government the 
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control of to own air routes and to hand over those routes 

lock, stock and barrel for fifteen years to Imperial Airways 
without any guarantee that they would not be operated by 
obsolete or obsolescent machines" would make the Com- 
monwealth "guilty of gross negligence if agreed to without 
careful examination".* It was a press view that had changed 
diametrically since The Bulletin had mocked Parkhill for not 
welcoming the original British proposals.) McMaster told 
Woods Humphery on 21 January that he had been assured 
that finality had been reached "regarding surcharge, the use of 
the flying boats and the control of the Australian section, and 
the only question to be finalised now is the bases along the 
Queensland coast. You are in a position to know whether this 
is correct or otherwise, but certainly the position is not 
improving for either your interests or QEA's by this continu- 
ous pin-pricking which is going on through the press, and 
which is becoming more and more personal and bitter . . 

McMaster had only one more week of uncertainty to 
endure. On 28 January 1937, the prime minister, J. A. Lyons, 
announced that agreement had been reached at government- 
to-government level on the Empire Flying Boat and Air Mail 
Scheme. A seven-day, twice weekly service would operate 
between London and Sydney from January 1938. In a later 
statement, issued to the press, the prime minister gave more 
details. It said that the outline proposals for the Empire Air 
Mail Scheme had first been received by the Commonwealth 
government from the United Kingdom government by cable 
in October 1934 and that details were not known until some 
time later. These first details proposed that flying boats would 
operate with a useful load of three and a half tons, under a pro- 
posed fifteen-year contract between Imperial Airways (and 
associated companies) and the United Kingdom government. 
Australia had been asked to contribute to capital and recurring 
costs of the Scheme on the basis of (i) a fixed annual subsidy of 
£90,000 sterling (£A1 12,500) towards operational costs, which 
amount was substantially reduced by the United Kingdom 
government to £50,000 sterling (ii) a fixed annual payment of 
£52,000 sterling (£A65,000) for conveyance of mails of the 
service. Against this there would be a credit from surcharged 
mails to and from non-Empire countries estimated at £8,000 
sterling per annum. 

The Commonwealth, under these initial proposals, said the 
statement, was to accept responsibility for providing and 
maintaining the Singapore-Sydney ground organization, and 
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to continue its present subsidy to the Orient (shipping) com- 
pany despite withdrawal of first class Empire mails from that 
service. The initial scheme contemplated, as an essential 
feature, the pooling of resources (equipment and personnel) of 
lAL and associated conipanies over the whole route, all major 
repairs and overiiauls bdng carried out in England. 

Before the Commonwealth government had had an oppor^ 
nmity to study and comment on these initial proposals, said 
the prime nunister, it was offidaOy announced in dwibiise of 
Commons on 20 December 1934 that the United Kingdom 
govenunent had adopted these propmals in principle. The 
Commonwealth government, on examination of the scheme 
had, however, found features open to serious objection. These 
objections, he said, were not dispelled by the conference with 
United Kingdom officials in Sydney in February 1935. The 
Commonwealth counterproposals, in broad terms, were reten- 
tion of the mail surcharge principle, but widi substantially 
decreased rates, and continuance of present co-operative 
arrangements under which Australia assumed full respon- 
sibility for the Singapore service. The Commonwealth 
government had, said the prime minister, decided to rcrain a 
surcharge of fivepence per half ounce and had agreed to the 
use of Empire flying boats (subject to the proviso that within 
two years the agreement m that respect could be reviewed 
with the right of Australia to terminate it should a saiistactory 
arrangement not be made). The United Kingdom government 
had accepted the {Mrindple of Australian control of the 
SiBg$pon section which, he said, the Commonwealth govern- 
mem r^arded as being of the greatest importance. This con- 
trol, it was the govemmem's view, should be absolute and 
real. 

Other matters of substance agreed by the Commonwealth 
government and set out in tlie prime minister's statement 

were: 

• All major repairs and overhauls would be effected in 
England, subject to the Commonwealth's right to make 

representations for major repairs to be efifected in Australia. 

• The Commonwealth government would bear costs up to 
£30,000 sterling per annum in respect of charges and 
maintenance expenses involved by an agreed schedule of 
ground organization. The Unit^ Kingdom government 
would bear any excess above that sum. 

• The working of the agreements should be supervised and 
periodically reported upon by a committee to be set up in 
London representing the governments concerned. 
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* The new flying boat service would commence on 1 

January 1038, provided the Cuiuuiuiiwcahh govemmcni was 
relieved of any liability for compensation to QEA for termina- 
tion of the existing contract for the Brisbane-Singapore 
service (which did not expire until December 1939). 

*The financial contributions proposed by the United 
Kingdom government were accepted, viz: on mail payments, a 
minimum of £32,000 sterling per annum and a maximum of 
£52,000, representing sixteen shillings per pound weight for 
mail originating from Australia. 

• Subsidy would rise from a minimum of £40,000 sterling 
per annum to a maximum of £50,000 at a rate proportional to 
the growth in mail payments. 

The prime minister's statement said that these Australian 
decisions were acceptable to the United Kingdom govern- 
ment. "The Govcrnmem believes", he said, "that Australian 
active responsibility over a definite section of the through 
service, on which die Government had been most insistent, 
makes the service more truly an Empire arrangement than 
that originally proposed, in which Australia's part was little 
beyond that of a financial contributor." On the second major 
issue of surcharges for mail, the prime minister observed that 
the government did not feel justified in giving free air con- 
veyance to overseas correspondence while continuing to 
demand an extra payment for air conveyance of local corres- 
pondence.' 

The concessions made by the United Kingdom were major 
ones. Thqr had won agreement for the use of flying boats, but 
had yidded on the issues of mail surcharges from Australia 
and Australian centred of the Sin^pore route. This resolution 

of the basic question of control by Australia of its own 
overseas airline marked a fimdaroental turning point in the 
history of Qantas, identifying it unequivocally both within 
Australia and abroad with Australian national aspirations and 
Commonwealth government support. 

The financial terms of the agreement marked the lii t.t major 
departure by the Civil Aviation Board from the principle of 
fi^d annual payment for mail based on route mileage.^ The 
minimum amoum that QEA could receive firom the Common- 
wealth annually (for mail plus subsidy) was £72,000 sterling, 
the maximum £102,000. Qantas could, in addition, retain 
revenues from passenger fiures and freight charges, but air 
mail was to be given priority. 

McMaster announced that, to implement the flying boat 
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service, some £480,000 of new capital would have to be raised 
privately, half of it in Australia. Qantas, he said, would 
operate a fleet of five flying boats which could each, in addi- 
tion to mail and freight, carry iwenty-four passengers, with 
sleeping accommodition for sixteen of them.' The adiieve- 
nient of flgreemeiit between the two governments had now 
made it possible for QEA to b^in negotiations on its contract 
with Imperial Airways at company^o-oompany level, and on 
its contn^ directly with the Australian government. Edgar 
Johnston advised Fysh that doubt about fixture operation by 
Qantas of the existinc Singapore-Darwin service need not 
hold up the QEA negotiations with lAL. "Of course," he 
added, "it might affea the adjustments between yourselves 
and lAL if you should receive the contraa for the Brisbane- 
Darwin [landj service."' 

While the future Qantas hold on their overland service to 
Darwin was made uncertain as a result of the flying boat 
plans, Qpmtas undertook a new initiative in a bid to operate a 
service to New Guinea. Following talks in Adelaide between 
Ivan Holyman of Australian National Airways and Hudson 
Fysh, agreement was reached that QEA and Airlines of 
Australia (60 per cent owned by ANA) should form a new 
company to tender for the service between Sydney, Salamaua, 
and Rabual. The new company, Australian New Guinea 
Airhncs Proprietary Limited, was incorporated on 23 March 
1937 and McMaster was appointed chairman. It seemed a 
wise and promising initiative. Airlines of Australia was 
aheady operating between Sydney and TownsviUe; Qantas 
had proven over^water experience; both were organizations of 
substance. The plan was that Airlines of Australia would 
operate the Sydney-Townsville section of the New Guinea 
route while QEA would operate from TownsviUe to Rabaul. 
The venture, however, came to nothing. The Airlines of 
Australia-Qantas tender price was too high and the contract 
was won by Carpenter Airlines, with DH86 aircraft.' 

The reduction in subsidy rates accepted by QEA with the 
duplicatioa of the Singapore DH86 service had, despite 
Fysh's fears, proved satisftctory. Profits rose fiom £8,599 in 
1935-36 to £16,042 for 1936-37 (year ending 31 March). 
Bvery expenditure item of importance had been kept within 
budget estimates. In a report to the board, Fysh praised both 
Turner and Neilsen. "Our estimates, general figures and 
statistics come from the Accounts Department under Mr 
Turner," he wrote, "and have been excellently handled 
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during the year, proving of the greatest assistance," Neilsen, 

he said, had been understudying tiarman on tke traffic side, 
was gradually assuming more responsibility, and had done 
good work.'" Passenger-miles flown for 1936-37 were 
2,248,298, up 114 per cent on the previous year; 140, 664 
pounds weight of mails had been carried (up 48 per cent) and 
51,952 pounds of freight (up 87 per cent). Amongst the 
famous passengers carried since inauguration of the service, 
QEA now included Mr Noel Coward and Mr Charlie Chaplin 
with Lady Louis Mountbatien." 

On 24 April, Lester Brain, with Capt. W.H. Crowther and 
C.R. Gurney, left for England to undertake flying boat train- 
ing. Competition on the planned flying boat route was, 
however, looming. In April, formal permission was given by 
the Austrahan government for the Dutch, through KLM, to 
extend their service from Batavia to Australia. It was, because 
of QEA reliance on facilities across the Netherlands East 
Indies, an inevitable concession, though the government 
imposed important conditions. No local passengers or freight 
could be carried by KNILM between any places in Australia 
or Australian territories; reciprocal rights of passage and lan- 
ding were to be granted to Australian airline companies 
operating to or through Netherlands territory; and Australian 
mails were not to be available to the Dutch company. The 
Dutch service, said Australia, could begin simultaneously 
with the Empire flying boat service, a necessary constraint 
stressed by McMaster in talks with the acting prime minister, 
Dr Earl Page.'^ 

In England, June saw the coronation of King George VI 
and, two weeks later, the resignation of Baldwin as prime 
minister and the appointment of Neville Chamberlain. In the 
aviation world. Sir Francis Shelmerdine's title of director was 
upgraded to director-general of civil aviation, in acknowledg- 
ment of a general upgrading of civil aviation itself On 1 1 
June, R.J. Mitchell, designer of the Spitfire, died of cancer. 
Then came a shock for McMaster and Fysh. On 22 June, after 
a short illness. Sir Eric Geddes died. Imperial Airways lost the 
man who had been its chairman since its inception in 1924. 
He had had a remarkable career. In World War I, Geddes was 
sent to France to organize army communications and by 1917 
had provided a system of military roads and railways in the 
north, holding the honorary rank of major-general. In the 
same year, he was appointed controller, Royal Navy, and 
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given the honorary rank of vice-admiral, later succeeding Lord 
Carson as First Lord of :hc Admiralty. After the Armistice, he 
wielded the leared and long-reinembered "Geddes Axe", cut- 
ting the huge expense of government departments created in 
wartime. In 1921, he became Brhain's first minttter of 
transport. "His assertive manner and his reputation as ahisli- 
powoed businessman made a powerful impression upon 
subordinates", said one press comment." Tbough intensely 
admired for his ability and foresight, he was more feared than 
loved by those who worked closely with him.'^ His suooessor 
was a financial expert, Sir George Beharrell. 

June 1937 also saw the first regular flying boat service by 
Imperial Airways to Durban, as the initial arm of the new 
Empire Air Mail Scheme, and some justifiable duchessing of 
Australian prime minister J.A. Lyons, in England with the 
Australian Delegation to the 1937 Imperial Gmference, 
whidi b^an in May." Lyons wrote to Woods Humphery 
from Paris to thank him for a trip lirom Rochester to Am8te^ 
dam on 21 June in the Empire flying boat Challengrr. "Not 
only did I save a great deal of time,'' said the Australian prime 
minister, "but I was able to make the crossing in the utmost 
comfort. The roominess of the boat was a revelation, and with 
it went a sense of pcrfcc: security.""* At the Imperial Con- 
ference itself, questions concerning civil aviation were refer- 
red to a committee under the chairmanship of Sir Archdale 
Parkhill. The coimnittee discussed prospects for the establish* 
ment of a British chain of air oommunications interconnecting 
all parts of the Empire and adopted a number of resolutions 
including agreement that whenever an application was recdv* 
ed by one member for fiicilities for foreign air services likely to 
afiect another member, there should be consultation between 
the governments involved. The conference noted with ap- 
proval "the practice followed by nations of the Com- 
monwealth whereby when operating rights are granted to a 
foreign an line, the concession expressly provides for 
reciprocal rights as and when desired'*.'' 

A significam step in the advancement of dvil air routes was 
taken mi the Atlantic in July. After months of fdanning by 
Woods Humphery, at Imperial Airways* and by Juan Trippe 
at Pan American, simuhaneous exporimental trans-Atlantic 
nights were made by both airlines in opposite directions. The 
Short Empire flying boat Caledonia left its base at Foynes on 
the River Shannon at 7:55 P.M. on 6 July westbound for Boi- 
wood, Newfoundland. The Pan American Clipper III flying 
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boat left Botwood on the eastbound crossing. In mid-Atlantic, 
they communicated by radio then went on to complete their 
1993-mile flights without incident. (It was not until 5 August 
1939, however, that regular services started across the Atlan- 
tic) 

In Australia, on tlie dqr before these Adamk itigl^ 
McMaster blasted the government for their decisions on the 
proposed airmail contract with QEA and created uproar in 

Cabinet.^* In a letter to J.A. Hmiter, assistant minister, on 5 

July, he wrote: "You will realise, and I feel sure that every 
member of your Cabinet will, that it would be impossible for 
us to undertake a capital outlay ... on the basis of the contract 
offered and funher, it would be impossible to raise the capital 
in Australia either by share issue or bank accommodation."" 
Qantas had received the draft agreement from the government 
for the operation of the Australian section of the Empire Air 
Mail Scheme which, though not final, expressed substantially 
die arrangements and decisions reached between the United 
Kingdom and Commonwealth governments. 

The draft sets out in eilect [wrote McMaster] that the present 
Brisbane-Shigapofe contract now operated by Qsntas most be 

cancelled as and when die Government may determinei without 

any obligation on the part of the Government. The unamortised 
capital involved on 31 December next will be approximately 
£50,000. The Minister is to have die rights at any time, and even 
during the first six months of opewtton of the Empire contract lo 

prohibit the use of flyinp botts and compel their replacement 
with landplanes, without recourse against the Government. On 
failure to comply with such directions, without any breach of con- 
tract or misdrmrammr on the part <i the Cempusft he has the 

sole right in the event of the Commonwealth Government ter- 
mmating its arrangements with the I'nited Kingdom Govern- 
ment, to cancel its contract with the Company at any time, and 
without any protection for the capital invohed. 

McMaster estimated that for three services a week each way 
between Sydney and Singapore, the capital outlay by QEA 
would be £579,865, and that additional liability attaching to 
the current Brisbane-Singapore contract would bring the total 
capital involved to £626,865. 

The contract as drawn up [wrote McMaster scornfullyl can 
only mean one of two dungs: either it b a dunsy political move 
to defeat the Empire Scheme, or the Department responsible is 
incompvetent to draft an agreement fully protective of the Govern- 
ment and, at the same time, fair and reasonable for the Company 
to undefttke. Whatever grounds for CBUtkm your Government 
mij^t have had two yean igO) vdien these negotiations were com* 
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menced, to hedge itself round with these impossible and rhilrfiy^ 
conditions, surely those grounds do not obtain today.'** 

AAcMaster pointed out that die Empire flying boats had 
been operating the Mediterranean section for several months 

in the ordinary routine of service. They had satisfactorily com- 
plied with all tests and had been fully accepted by the Air 
Ministry. "Your Government", he said, "must surely be in a 
position to decide whether these aircraft should or should not 
be used on the Australian section, and should come out openly 
and act accordingly.'*'* For the government, said McMaster, 
to go to the heavy expense of establishing flying boot bases 
and to txpcct the company to involve itself in a capital outlay 
of £600,000, and still insist that the minister, on his sole rigjit, 
could if he so desired cancel the whole service and demand a 
landplane service in its place, was an impossible policy, and an 
impossible contract. The question, he said, appeared to be 
more political than departmental, and no good purpose would 
be served by himself or QEA attempting to negotiate an agree- 
ment until the position had been considered by Cabuiet. "If 
the Goverimient is determined to force the position, it will 
mean a complete teeakdown of the Empire Sdieme — and I 
cannot see how the Government would escape a political 
repercussion which would be damaging to its imerests at the 
coming elections . . . Until the agreements are finalisrd, we 
cannot approach the public for capital," he wrote, "nor can 
we contemplate further involving the Company, faced with 
such impossible contract proposals." It was hard and brave 
language to use with a government. To Woods Humphery, 
McMaster wrote: "The Government is in a very unsound and 
impossible position, more particularly in view of the outstan- 
dingly successfol flight of the Em^nre boot on the experimen- 
tal Atiantic service."^ 

Fysh in a formal report on the draft agreement between the 
Commonwealth and QEA poimed out that the history of 
n^Otiations bet w een the United Kingdom and Com- 
monwealth governments showed that the Coounonwealth 
never wanted the flying boat service and 

had the Scheme forced on them aguut their wishes. The heads of 
both Australian Aviation Depanments, that of Civil Aviation and 
the RAAF, have fought the Scheme and are still not in I'avour of 
using flying boats. The most objeaionable clauses in the drait 
agreement are tboae which attempt to express and ensure the idea 
of Australian oontrol of the service and the general protection of 
Australian interatt as opposed to those of the United Kingdom. 
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Undoubtedly every possible efibn has been made to try and pre- 
vent any drift of control away from Australia. These clauses have, 

kowever, keen maJe so drastic or keen so clumsily draft eJ, as to 
make the draft unacceptable as a contract. 

Fysh said that the main point for dissatisfaction was the Com- 
monwealth right to withdraw, which he thought unworkable. 
"It should be remembered", he wrote, "that the Com- 
monwealth's Air Service Contracts have always been most 
stringent, placing the operating company greatly at the mercy 
of the Minister of Defence. Never have we seen such a 
stringent and impossible agreement as the one now put before 
us . . 

McMaster's letter had its effect. The attorney-general, R.G. 
Menzies, arranged to discuss privately with McMaster in 
Brisbane some of the principal clauses in the draft agreement. 
McMaster pointed out to Menzies by letter on 15 July 1937 
that the drastic provisions proposed would give the company 
no protection and make it impossible for the United Kingdom 
government to place any confidence in the association. "The 
amount of capital involved, including that of Government 
expenditure on the route", he reminded Menzies, "will 
exceed a million pounds." No thought had been given to this, 
he said. The agreement had apparently been drafted with a 
view to meeting local political considerations only. "Particular 
attention has been given to impress that Australia is to have 
control without any responsibility." There had been no con- 
sideration given to co-operation to help British air transport 
on the Empire trunk route meet foreign pressure for 
supremacy, he said. "Many of the machinery clauses are 
irksome and impossible."" (Ironically, McMaster was not 
only tackling Menzies as attorney-general and distinguished 
lawyer on the technical clumsiness of the machinery clauses; 
he was also criticizing an over-robust, pro-Australian 
approach that Menzies by no means supported. Edgar John- 
ston's view was that Menzies wanted to hand over civil avia- 
tion in its entirely to the British.)^' McMaster stressed to 
Menzies that it was of the utmost importance that the contract 
between QEA and the Commonwealth be finalized as early as 
possible and that the ground organization be in place to allow 
the service to begin as nearly as possible to the contemplated 
date of 1 January 1938. QEA, he said, had already made 
progress payments on the flying boats from May and was 
committed to a total amount of £225,000 on the boats alone 
by January 1938." 
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Capi. F.dgar Johnston, 
Controller-General of the Civil 
A%-iation Board, m 1937. 



The British initiative for the international carriage of 
Empire mails in flying boats, conceived in secrecy, announced 
without consultation with Australia to the British Parliament, 
and elaborated amidst controversy and delay was now, with its 
planned introduction, to extend its effect on Australian avia- 
tion to the continent's inland services. Edgar Johnston submit- 
ted a report to his minister on 5 August 1937 for the 
"Reorganisation of Internal Service Consequent Upon the 
Introduction of the Empire Air Mail Scheme". The three 
existing domestic services (Singapore-Brisbane; Charleville- 
Cooiamundra; Daly Waters-Perth) would not be suitable for 
the changed conditions, he wrote, and the landplane service 
between Darwin and Singapore would become unnecessary. 
The contracts for these services, he pointed out, did not expire 
until some two years after the proposed date for commencing 
the flying boat service. "Mutual agreement to vary existing 
contracts has much to commend it, if it can be achieved", 
wrote Johnston. Any proposals, he said, would have to take 
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into account the existing aircraft held hy the three companies: 
five l)H86s by QEA; two Dil84 Dragons by Butler Air 

Transport Co. (Charleville-Cootamundra); five DH84 
Dragons by MacRoberison Miller Aviation Co. (Daly 
Waters-Perth). 

On postal matters, Johnston wrote: **Despite the ftct that 
the United Kingdom and cenain Dominions had decided to 
convey all fint dass Empire mail by flying boat service 
withoot surcharge the Gommonnrealdi Government, after 
weighty consideration, had decided to retain the surcharge 
though at a greatly reduced rate, for Australian cor^ 
respondence sent by the service." It was therefore presumed, 
said Johnston, that the government would retain ihe principle 
of surcharge for mail carried by local air services. 

His report then set down its recommendations. The 
Singapore-Brisbane and Charieviile-Cootaniundia services 
would be dIsoontinueiU a service from Brisbane through 
western Queensland and the Northern Territory should be 
retained, but on a smaller scale; the Perth-Daly Waters ser- 
vice should be improved and should terminate at Darwin. 
(Qantas, said the report, would have to retain two of its 
DH86s, with three of them to go to the Western Australian 
service.) Existing air services operating between the capital 
cities should, said the report, "be placed on a proper basis, 
under a considered plan and under definite subsidv contracts, 
to enable enforcement of timetable and other conUuions".^'' 

In more dramatic terms, the newspaper Smii/rs iicckly 
described the situation on 7 August 1937 under the heading 
**Battle fyt the Air Routes**. Most involved, it said, were "the 
big three*': QEA, with capital increasing to a million pounds; 
Australian National Airways (capital half a million pounds), 
whose five equal shareholders were Holyman Bros., Orient 
Steam Navigation Co., Huddart Parker, Union Steamship, 
and Adelaide Steamship Co.; and Airlines of Australia (capital 
one million pounds), 60 per cent owned by ANA. Other con- 
tenders in the forthcoming battle were listed as: Guinea Air- 
ways (on the Adelaide-Darwin route); Carpenter Airlines 
(Sydncy-Rabaul); Anseii Airways (with orders placed for tour 

Lockheeds and out "to gtt more than the mmor country 
services they operate"); plus the Dutch KLM and KNILM 
with the announced intention to extend to Sydney. 

"Aviation drdes know*', said Smith's WeMy, "that the 
establishment of the Empire Flying Boat Service next year 
will bring about drastic alterations in major airline routes . . . 
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So far as the outlook is concerned, the company most happily 
siiuaicd seems to be Qantas Empire Airways." The 
newspaper added, however, thai "ANA also throws a formid- 
able shadow acron die future. Willi four Douglases and a 
flock of other aircraft, and nearly two score pilots, and big 
shipping companies behind it, ANA is the bifisest enterprise 
in the history of Australian aviation.**'" 

Hudson Fysh flew to England in August, in company with 
A.R. McComb, for discussions with the secretary of state for 
air, Lord Swinton, and the director-general of civil aviation, 
Sir Francis Shelmerdine. War preparations were now to be'j;in 
overshadowing even the complexities of the new flying boat 
service.-"' (Fysh wrote to McMaster, en route, from Singapore 
on the possibility of an air connection W'lih Dili, in Portuguese 
Timor "in regard to possible Japanese aggression". His 
Britannic Majesty's consul-general in Batavia, H. Fitz- 
maurice, had advised that the new governor of Portuguese 
Timor, Major Neves da Fontoura, wanted to gain a con* 
nection with the outer world by air. Fysh told McMaster that 
he had explained to Fitzmaurice how the mountains behind 
Dili would make it a difficult place to use, though it might be 
made an additional stop.)"^ In that same month of August, 
HMS Achilles raised the British flag on Canton Island, in the 
Pacific, and landed a repicj>cnuuivc lo study weather con- 
ditions. (1 he island was to become a United Kiagduiu- United 
States condominium and a stopping point on the trant'FacifIc 
route between Honolulu and Australia.) 

On 20 August 1937, McMaster was able to cable Woods 
Humphery that Cabinet had agreed to the Commonwealth- 
QEA contract, but that bases and ground organization had 
been funher delayed. "Cannot contemplate commencement 
service before August 1938", said his message. "Urge you to 
restrict avoidable expenditure on flying horn, engines and 
spares otherwise QEA paying heavy interest considerably in 
advance of use of plant. Urge costs kept lowest."" Both 
Woods liimiphery and Dismore had been greatly impressed 
by the vigour and clarity of McMaster in his dealings with the 
Australian govemmem. **I would like to congratulate you", 
wrote Woods Humphery, "on the extremely dear and fiwoeful 
way in which you have put your views befi>re the various 
Aiuiisters." Dismore had relished the McMaster spirit and 
wrote: "I particularly enjoyed reading your very frank letter 
... in which you referred to the original and quite impossible 
draft as being a clumsy political attempt to wreck the Scheme. 
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You have had a very strenuous fight over the agreement but it 

ccrtflinly 5ccni5 ... as though you have siccrcd ihe Govgrn- 

ment towards wiser counsels."" 

McMaster advised Woods Humphery by cable on 3 Septem- 
ber that the Commonwealth Parliament would dissolve on 9 
September for a general election. "We unable sign contract for 
ratification by Parliament until we receive your approval", 
said McMaster. "Please treat position as urgent."" That rati- 
fication did not come before Parliament rose on 9 September, 
with election day set for 23 October 1937. "There is little 
hope of anything being done before the elections are over", 
McMaster advised Woods Humphery on 1 October. He was 
worried and angered by the delays. In a letter to solicitor 
Clifford Minier on 2 October, he wrote: 

We are paying out a lot of money in conneaion with the [aircraft] 
construction programme and the training of pilots and crews, 
which must go on otherwise it would be impossible to commence 
the service before the end of next year. We have already paid out 
£88,47 1 and completed arrangements yesterday for bank accom- 
modation for a further £ 1 36,000 to carry on the construction pro- 
gramme up to 26 January next, and pending the securing of new 
capital from the public . . . The attitude of the Government 
towards the Company has been most unfair . . . The Company 
will be faced not only with a heavy interest charge, but will also 
have hea\7 depreciation and obsolescence costs owing to the long 
delay in the commencement of the service.** 

Mc Master sent Woods Humphery a copy of the long-delayed 
agreement with the Commonwealth commenting: "I am satis- 
fied that the contract as submitted is a reasonably sound one 
. . . Provided the Lyons Government is returned, we can 
expect the agreement to be ratified immediately Parliament 
assembles, somewhere about the end of November."" 

Hudson Fysh, meanwhile, had had his first sight in England 
of the big new flying boats and described it to Edgar Johnston 
as a relevation. He had already seen one briefly at Basra, on 
his way to England, and wrote: "The boat makes that impor- 
tant departure from the old idea — one passenger one seat. 
Passengers can walk about, mix and use the promenade 
deck."" His conversations in England with Imperial Airways 
on maintenance, repair, and engine overhaul had convinced 
him that it was necessary for QEA to carry out some overhaul 
of engines in Australia, something not provided for in the 
agreements and for which no financial allocation had been 
made. "Under the present system," he told Johnston, "even 
breakdowns would go to London for overhaul — by ship." No 
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engine overhauls, he said, meant no engineers capablf of 
carrying out overhauls. It was, he said, a serious matter and 
would leave QEA without the control and responsibility 
visualized in the Commonwealth-QEA agreement. We should, 
said Fysii, imagine the positioa dnriog a serious European 
war." 

As the date for the Australian general election grew close, 

McMaster wrote in gentler vein than previously to Sir Ardi* 
dale Parkhill and R.G. Menzies, looking forward to their pei^ 
sonal success and that of their government in the elections. 
"There is very little life in the Labour organisation 
meetings", he commented. He told Parkhill that the draft 
agreement between QEA and the Commonwealth was now 
*'one which I feel my Company can sign, and I wish to thank 
you for the courtesy and help given in the negotiations".'* 

The govenunent was returned on 23 October 1937, though 
with its vote reduced. Menzies wrote to McMaster on 25 
October: *'I was lucky enorngh to retain my seat. However, 
though the Lyons Government can now look forward to 
another term of oiFice, the increased Labor figures, in so nuu^ 
electorate? was a factor I found to be somewhat disquieting."" 
Parkhill was not so fortunate, and lost his seat. "The result is 
disappointing," he told McMaster, "hut doubtless 1 shall iind 
some congenial outlet lor my future activities."** 

The break in the parliamentary process had not only com- 
pounded the delay in ratification of the Qantas contract but 
had piolooged the seeniing paralyds in the pfovisioa of flying 
boat fidlities. McMaster told Woods Humpheiy on 16 
November that no material advance had been made on the 
establishment of boes and ground organization generally.** 
Lester Brain reported that although the Civil Aviation 
Department realized the necessity for a slipway and hangar at 
Rose Bay, on the southern shore of Sydney Harbour, and 
although the government had at last agreed that the harbour 
could be used for landing and moorings. Cabinet had relused 
permission for the slipway and hsngar, "no doubt influenced 
by political pressure**. It had been sgreed» Brain reported to 
McMaster> **that passengers and mail may be disembarked 
into motor boats and put ashore at a jetty. In a real emergency, 
we could beach the flying boats at Rose Bay between tides.**** 
An absurd situation had arisen; Qantas faced delivery of a fleet 
of flying boats, with pilots and engineers ready to operate 
them, but it could not make use of them. An earlier suggestion 
from Imperial Airways that some of the Qantas boats could be 
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used temporarily on lAL services had met with political difli- 

culties In Australia. The Australian ix>ats wouiJ kave kaJ to 

be placed on the British register and, with the possibility that 

these lAL-registered Australian boats would operate cast of 
Singapore into Sydney, the old spectre of British dominance 
and control had again arisen. A polite but perplexed Woods 
Humphery wrote to McMaster: "There will shortly be six 
Qantas boats which will not apparently be used for several 

months and which neither Short Bros nor ourselves can store. 
Our siiggestion was to circulate tome of these boats temporari- 
ly on our service before oonunencement of the Singapore- 
Sydney extension. The boat service east of Singapore would 

not be started until the QEA boats had been re-registered in 
Australia. Our proposals were made with the object of mutual 
help." He had, he said, explained the proposals in London to 
Hudson Fysh, who favoured them."*^ The lAL proposal was 
modified, opposition withdrawn, and on 29 November Woods 
Humphery cabled: "First boat now delivered and propose 
circulatmg first two boats on our service under Australian 
r^istration, consequently no change in ownmhip involved. 
Agree leave decision other aircraft in abeyance poiding your 
discussion with F^sh and settlement of definite starting date 
for your services.**^ Woods Humphery, wrote Fysh, was up 
to his eyes in problems and tending to become short on 
tolerance*' 

McMaster bluntly defended QEA in the press as the starting 
date for the living boat service receded. Qantas, he told the 
Sydney Mornmg Herald, had kept strictly to the terms of its 
contract with the government. Pilots and engineers had been 
trained. The airline was ready to commence services on the 
contract date in January or as soon as the bases were prepared 
and the agreement ratified by Parliament.^ An editorial in the 
/if«raJ!(f8aid: 

1 he Rose Bay terminal base exists only on papcrj nut a tap of 
work has been done tfiere to prepare fbr the reception, faotuing 

and overhaul of the new air fleet. The contract for the service has 
still lo be ratified by the Federal ParUamcnt and, when it meets 
next week, it will have to listen to a new Dcl'ence Minister telling 
a now wearisome story of air mttl negotiatUm ... Meanwhile die 
Qpuuas company has perfonned its part. It has, or by January will 
have, the six flying boats for the Singapore-Sydney run ready in 
England . . . They represent £300,000 of capital lying idle.*' 

l''nintentional public emphasis for all this confusion was 
provided by Imperial Airways C*dass flying boat RMA Cen- 
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laurus, which set out from England on 3 December on the 
first commercial flying boat survey to Australia and New 
Zealand.** Though it put Hying boats, liicrally, before the 
public, the delays continued. "We have been pressing as hard 
as we can for progress to be made on the Singapore-Sydney 
alighting areas and aids to navigation/* wrote Woods Hum- 
pheiy on 3 December, "but the negotiations between oar 
respective Governments seem almost interminable. The delay 
and misunderstanding occurs in spite of the presence in 
London of Mr McComb, who has done his utmost to speed 
up negotiations."" A further embarrassment was the success 
and public impact in Australia of the Douglas DC3. "Unfor- 
tunately," wrote McMastcr to Woods Humphery, "the 
advances being made in Australian air services on the intro- 
duction of the large Douglas machines is having a very bod 
efiSect upon the Empire Scheme because it b fth that the 
Empire aircraft will be completely obsolete before the service 
commences.**^ Even the QEA contract with the Com- 
monwealth had not been absolutely settled in detail. The new 
minister for defence* H.V.C. Thorby, told J.A. Himter on 3 
December: "In regard to the aj^recment with the Company 
[QEA], the Civil Aviation Branch, ihe Attorney-General's 
Department and the Postal Department are at present examin- 
ing the amendments sought by the Company, and it is an- 
ticipated that they will shortly come before the Government 
for consideration.**'* 

Hudson Fysh, back in Australia, tfaougiht that his visit to 
England '*to dean up the Agreemem and other arrangements 
for opening the flying boat service to Sydney" had not proved 
much of a success. "Air Ministry support of the Scheme was 
wanting and muddled owing to pre-war military aaivity and 
other causes", he wrote. "A number of vital details remained 
unresolved . . On his arrival at Darwin he had handed a 
prepared statement to the press which unrestrainedly attacked 
the government delays. "Not a tap has been done in the 
Netherlands Indies Ito prepare basesy* he said, **and I believe 
the same applies in Australia. If someone does not hurry, the 
boats will be out of date before a start is made. A start is cer^ 
tainly impossible by 1 January.*' Fysh said he thought 
mid-1938 more likely. "The Scheme**, he said, "is one of the 
moat important Empire developments of the century. There is 
provision even in the early stages of no less than thirty seats 
per week in and out of Australia, as aizamst seven by the pre- 
sent Qantas service. Yet it is being lauded in a hesitant way.'*^ 
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To Edgar Johnston on 1 5 December he wrote: "I am sure I 

have thrown a great bombshell into ihc camp. What I intend- 
ed to do was attack Government delays. The papers took it I 
meant the Commonwealth Government. I hoped and ex- 
pected that my stuff would assist in getting a move on and that 
your Minister could say that England, not Australia, was 
mainly responsible."" 




The Imperial Airways flying boat Centaurus arrived in 
Brisbane on 21 December. Lester Brain, who was on board, 
reported on the Australian sector of the flying boat route. Dar- 
win Harbour, he said, had good alighting areas but a iweniy- 
seven-foot rise and fall of tide made disembarking facilities ex- 
pensive. "One of the great needs of Darwin is a modern, first 
class hotel", he commented. The route from Darwin across 
Arnhem Land to Princess Elizabeth Bay on Groote Eylandi, 
at the western side of the Gulf of Carpentaria was, he said, 
almost entirely across low, rocky plateau and oflered no dif- 
ficulties to air navigation. Princess Elizabeth Bay was "made 
to order for flying boats, virtually a big lagoon with a narrow 
entrance to the sea", but uninhabited. "The direct crossing 
from the Gulf to Townsville is mostly over flat timber country 



The firsi Empire flying boat to 
come to Australia, Imperial 
Airways' Ceniaurus, at its 
niwrings on the Brisbane River 
on 21 December 1937. The 
aircraft was making a survey of 
the route to Australia and New 
Zealand prior to the opening of 
■he Hying boat service in 1938. 
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and keeps well south of the rainy areas between Cardwcll and 
Cairns", he reported." The Centaurus flew on to Gladstone, 
Brisbane, and Sydney. When it returned again to Sydney on 
10 January alter a flight to Auckland, New Zealand, some fifty 
thousand people turned out to see it. No one was allowed on 
board and the visit» like all other matters oonnected with fly- 
ing boats as 1937 ended, left a sour taste. There was still to be 
a considerable wait befiwe flying boats, on a regular basis, 
were to bring grace and spectacle to Sydney Harbour. 
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"We have had no advice as to a starting date", Fysh wrote to 
Johnston as the new year began. "As such a date could cover a 
wide range of many months, you will realise that we are 
unable to proceed on many urgent matters." Qantas, he said, 
had had to put a brake on opentions to avoid a large staff lying 
idle. "Several months notificatioii will be necessary before the 
service coold be commenced", he told Johnston. "A total of 
fifty^five flying stalTis required to man the flying boats and it 
is only possible to get these together for training when work- 
ing to a date. The engineering staff is also another item of 
great importance, and an organisation has to be set up in 
Sydney . . . for mamtenance of flying boats and engines."' 
Edgar Johnston responded that proposals for the Darwin base 
had still not been agreed by the United Kingdom government, 
"neither have we got their agreement to barracks in lieu of 
cottages at Graote and Raramba. We are asking Works to 
push on with matters at Townsville, Gladstone and Brisbane. 
We are pressing on with Rose Bay as fint as possible and ex- 
pect tenders to be invited for the control building and slipways 
and jetties very shonly. The design of the hangar is pro- 
ceeding . . 

Britain and Australia were not alone in their aviation 
troubles. Pan .American, who had made such giant strides with 
their route ;u ross the northern Pacific to Manila and Hong 
Kong, had a major setback on their newly inaugurated New 
Zealand service. On 11 January, the second Pan American 
flight from Hooohilu to Auckland ended in disaster. An oil 



319 



The Defeat of Distance 



S.A. Dismore, now the assistant 
general manager of Imperial 
Airways talking with QEA 
senior management at 
Archerfieid during a visit to 
Australia in early 1938 for 
discussions on the fonhcomint; 
Empire flying boat service. 
From left: Dismore, Arthur 
Baird. Hudson Fysh, and QI A 
chief accountant, CO. Tumei. 




leak developed in one engine of the flying boat, Samoan Clip- 
per. It turned back and began to jettison fuel, in preparation 
for a landing at Pago Pago in the Samoan Islands. There was a 
mid-air explosion, all onboard were killed, and the service was 
withdrawn. 

The minister for defence, H.V.C. Thorby, told McMasier 
on 9 February that the Dutch would be allowed to begin their 
service to Australia on 1 July 1938 "or at such an earlier date 
as the Empire Flying Boat Service may be inaugurated". Con- 
scious that this decision imposed further pressures on Qantas, 
he added: "Everything possible is being done to expedite com- 
pletion of the main organisation at Rose Bay. I have received 
the approval of the New South Wales Government and the 
WooUahra Council to the general layout."' The decision to 
allow the Dutch to start meant that their service to Sydney 
would be in place before the Empire service unless the delays 
by governments were curtailed. With a start to the service at 
least in sight, McMaster made formal application on 11 
February to the minister on behalf of Qantas for appointment 
as representatives on behalf of the Commonwealth govern- 
ment "for inclusion as a member of the Company to be form- 
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ed for the operation of the proposed Empire Air Mail Service 
from Australia to New Zealand".'* Hudson Fysh, in turn, 

made tke Arst moves /or tke transfer o^ tke kead office of 
Qantas from Brisbane to Sydney. A.E. Rudder had forwarded 
an offer from the Shell Company offering space in their new 
building, which was under construction in Margaret Street. "I 
have confirmed with Mr McMaster on the matter," replied 
Fysh, "and he agrees to our securing the floor space offered."' 



At this critical time the destiny of Imperial Airways (and of its 
chairman Beharrell and managing director Woods Humphery) 
became subject to the harsh findings of a committee set up by 
the British government as the resuh of a wide-ranging attack 
on British civil aviation in the House of Commons by Robert 
Perkins MP. Called the Cadman Committee, its report con- 
demned both the aircraft manufacturing industry and 
Imperial Airways. C.G. Grey thought the report the most 
sensible official document yet issued on civil aviation.* Of 
Imperial Airways the report said: 

Although carriage of passengers in safety and comfon and con- 
veyance of mails and freight have been achieved with considerable 
efficiency, we cannot avoid the conclusion that the management 
has been defeaive in other respects. In particular, it has failed to 
co-operate fully with the Air Ministry and has been intolerant of 



The Qanias Empire Airwav-s 
board in 1 938. From left: H.H. 
Harman, secretary; l-.E. 
Loxion; Fergus Mc.Vtasicr, 
chairman; Rudder, vice- 
chairman; F.J. Smith; and 
Hudson Fysh, managing 
director. 
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suggestions and unyielding in negotiations. Internally, its attitude 
in staff matters has left much to be desired. It seenas that the 
managing diiector, presumably with the aoqnieiceiioe of the 
Board, has taken a commercial view of his responsibilities that 
was too narrow, and has failed to give the government depart- 
ments with which he has been concerned the co-operation we 
should have expected from a company heavily subsidised and faav^ 
ii^g such important international and Imperial contaaa. There 
should therefore be an immediate improvement in these respects, 
and this may well involve some change in directing personnel.' 

The committee reoommeoded the appointment of a full-time 

chairman, aided by one or more full-time directors. (C O. 
Grey thought Woods Humphery should become chairman.) 
Hudson Fysh described the findings as "that fearsome and 
devastating happening in the history of United Kingdom Air 
Transport, the Cadman Report".* I he outcome influenced 
him deeply and taught him, he said, in matters requiring 
liaison and communication with government, a lesson for lifo. 
Woods Humphery sent McMaster a copy of the evidence 
given by himself and Sir George Bcharrell before the conmiit- 
tee, which included close documentation of Air Ministry pro- 
crastination, particularly over the four years of negotiations on 
the Empire Air Mail Scheme. McMaster responded, on 1 1 
March, that he doubted much notice of the report would be 
taken in Australia. It did not, he said, "lessen rhe sound con- 
fidence that Qantas airways has had in lAL and us chairman 
and yourself personally*'.* The British government, however, 
reacted swifUy to the committee findings. In mid-June it 
aimounced the appointment of Sir John Reith as the new 
diairman of Imperial Airways. Woods Humphery at once 
resigned. 

By March 1938, as this drama was tmfolding, seven QEA 
captains, phis two ground engineers and Arthur Baird, had 
completed flying boat training in England. Lester Brain had 
bought the twelve-foot sailing dinghy for pilot training and, 
despite Baird's reservations, QEA had acquired the small Saro 
A17 amphibian, Cutty Sark, for £700 to use as a trainer on the 
Brisbane River. On 18 March 1938, the first QEA Short S23 
Odass flying boat CooUmganoy left Southhampton on its 
delivery flight to Australia. Scotty Allan was in command, 
with Bill Purton first officer, Eric Rydd and G.J. Aldous 
engineers, A.S. Patterson radio operator, and W. Dniry 
steward. George Harman joined as passenger at Baravia, and 
Lester Brain at Darwin. (The S23 class had four 
920-horsepower Bristol Pegasus XC engines, an all-up weight 
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of 40,500 pounds increased later to 43,500 puunU^ — auJ a 

payload of S,2UU pounds. There were fifteen passenger seats 
plus three cabin crew and two aircrew. The published cruising 
speed was 165 miles per hour and the range with tliis payload 
760 miles. Thirty of the S23 Odass boats were produced. Six 
were for Australia and were named Cdolangatut, Cooee, 
Carpentaria, Corio, Coogee, and Coorong.y^ Meanwhile^ CO. 
Turner had set out financial estimates for the QEA Singa- 
pore- Sydney section if the option were adopted to openue the 
seaion with only two services per week. The results were un- 
promising. Turner wrote to Dismore: 

I have based them on the exclusion of stewards. Examinatioa of 
the available [passenger] capacity eastbound from Singapore 
showed onlv 468 pounds per week on the Singapore-Darwin 
secuoii. This is ihe equivalent of only one passenger seat per 
service on our overseas section, and it appears to us that it wouk! 
be radMr disproportionate to provide for a steward and buffet for 
only one passenger. We have therefore thought it advisable to 
base the estimate on exdudmg the buffet and steward, which 
gives us the equivalent of three additional seats dot each servi^ 
or a further six seats a week." 

(The frequency was, in fact, to be three a week, allowing 
reasonable capacity for passengers as well as mail, and the 
retention of the steward.) 

On 7 May McMaster took time off from Qantas aflairs to 
write to the minister for defence, Thorby, on party political 
matters. 

It has oomt to me from a press report that there is the possibility 
of the appointment of another Assistant Minister and that the 

appointment, if made, will be a Country Party representative. 
You are Deputy Leader of the Country Party and I cannot too 
strongly urge the appointment of Fadden. Fadden is yoimg, 
ambitious and fiff above any other Queensland member in ability, 
and is looked upon not only by the Country Party supporters here 
but also by the United Australia Party as outstanding in 
Queensland politics. I feel sure that any other appointmcni would 
be viewed with disftvoor in Qoeenshaid. The return of the pre* 
sent Gmmionwealth Government at the next election will depend 
even more daan in the past upon the strength of the G>untry 

l'arly.'» 

(Arthur Fadden went on to have a long and distinguished 
parliamentary career. He became prime minister for a short 
period in 1941, following the collapse of the Menzies govern- 
ment and the insiallaiion ol John Curiin as prime minister.) 
In May, the attention of Thorby was directed to imemal 
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Australian air services with the appointment of an interdepart- 
mental committee to consider Edgar Johnston's proposals for 
the rationalization of domestic services. In addition, it was 
asked "to report as to what arrangement and augmentation of 
interDal air services will be necessary in consequence of the 
inauguration of the Empire Flying Bcrat Service» and tQ nn^ew 
the whole of the existing air servioesy both subsidised and unr 
subsidised, with the object of fbmnilflting comprehensive 
recommendations". The departments represented on the oom> 
mittee were Civil AviatioD, Postmaster-General, Treasury, 

Commonwealth Railways, and Defence." 

The trans- l asman route, the third element m ihe future 
pattern of Australia's air services, was not a high priority with 
the government but Thorby advised McMaster on 1 April 
1938 that It had been agreed by the United Kmgdom, New 
Zealand, and the Commonwealth governments that the ser- 
vice should be provided by "a Joint Operating Company com- 
prised of interests nominated by eadi of the three Govern- 
ments**. The company was to operate the service 'Hmder an 
agreement with the Governments, such agreement to be 
supervised by a Commission representative of the three 
Governments". It was, wrote Thorby, "a vital condition that 
the whole of the capital of the Joint Operatine Company shall 
be found from British sources. I am authorised to advise you 
that the Commonwealth Government has decided to nominate 
Qantas Empire Airways to represent the Australian interest in 

the Joint Operating Company, if your company is agreeiMe to 
accept this nomination.**** Thou^ (^tas was not gready 
interested at the time in the Tasman service^ it did not want 

any other aviation group to win government nomination.'' 
The main QEA rivals had been, of course Australian National 
Airways and Airlines of Australia. The government objection 
to ANA was its financial association with the Union Steam- 
ship Company, with which the nominee company of the New 
Zealand Government, Union Airways, was also closely 
associated j the AusiraUan view was that the influence of the 
competing shipping company should be minimized. The 
government objection to Airlines of Australia was the controll- 
ing interest held by the British Pacific Trust, in which there 
were substantial United States interests.** 

Hudson Fysh was able to advise Edgar Johnston on 13 May 
1938 that "with minor variations, all the essential require- 
ments that you specify for nmning-in [flying boat] services in 
July, and a full service in August, will be ready".'' The move 
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Moving QEA flics from 
Brisbane to Sydney, June 1938. 



of the Qantas headquarters to Sydney was also under way. 
Fysh wrote to Johnston: 

As we are now almost on the eve of our departure from Brisbane, 
(here is] a line re our executives. Mr Garnsey Potts, Publicity 
Manager, occupies his office at Shell House on 20 May, Mr 
Harman, Secretary, and Mr Turner, Accountant, occupy their 
offices on 30 May. I will occupy my office from the same date or 
6 June. I am motoring down from Brisbane. Brisbane and the 
internal route is being left a going concern and flying staflT, 
ground engineers and a trafTic section are being left here intact." 

Although the Rose Bay base was in a lamentable state of un- 
preparedness, most of the QEA staff, with the office records, 
moved down from Brisbane to Shell House on the weekend of 
28 May. Lester Brain and Arthur Baird followed by air on 10 
June when the two flying boats, Coolangatta and CoogeCy were 
flown down to Rose Bay," Though now poised for a great 
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expansion of operations, Qantas also faced their firsr direct 
competition on an air route since the formation of the original 
company in 1920. On 28 June 1938, the first KLM service 
for Sydney left Amsterdam, flying DC3 aircraft as far as 
Batavia. There the subsidiary KNILM took over with 
Lockheed 14 aircraft, reaching Sydney on 5 Jiily. Pemuasion 
had been granted fiv two services weddy in each directum bjr 
KNILM between the Netherlands East Indies and Australia, 
in »change for the QEA right to pass through Dutch territory 
with traffic rights.^'' The new Dutch service received generous 
support from the Australian press, in contrast to the general 
and sustained criticism of Imperial Airways. 

At Imperial Airways' headquarters in London, the effect of 
the Cadman Conmiutee Report had been shattermg. 
McMaster had cabled Sir George Befaarrell on 16 June: "Freas 
rqxirts this momiqg that Sir John Reidi vppoiattd diairman 
and that Woods Humphery has resigned. [It] most inoppoc^ 
tune and weakening to whole ofganisation if Woods Hum- 
phery withdraws from active management, particularly at this 
stage." On the same day. Woods Humphery wrote to 
McMaster: "I appreciate very much the sentiments which 
prompted your telegram. The press repon, however, is quite 
correct. This letter is, therefore, in the nature of a farewell one 
from the business sense."^' Sir George cabled McMaster that 
Woods Himiphery would "cease to function at the end of this 
mon±. r*, he said, "am remaining on the Board."^ 
Dismore wrote to McMaster on 28 June: 

As you can well imagine, it has been hean-breaking to get a move 
on widi thii^ ixMe aU diese political afbirt have been going on, 
vdiidi have culminated in the loss of the head of our team. The 

whole organisation can best be described as "wounded". I never 
thought that I should experience a tragedy like this after so many 
years of team woiic. I am aenduig you a copy of a letter vAuiA I 
was impelled to send to the Prime Minister by my own sense of 

loyalty and fair play, and I am issuing it to the press today. I 
realise it is rather like throwing paper darts at an impregnable 
fortress but the injustice has rankled, so that I would sooner try 
and finl than remain silem.^ 

His letter was, of course, in vain. Woods Humphery's career 
with Imperial Airways was at its end. 

On 1 July, the Commonwealth Ftrliament passed the Empire 
Air Services Act No. 13 of 1938, comprising the agreemem 
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between the Australian and British governments and the 

separate agreement between the Commonwealth and Qanias 

Empire Airways. Under them, Australia was to retain control 
over the Sirmapore-Darwin section; Qantas was to have no 
fewer than six Empire-class flying boats at its disposal on the 
route at any one time; there would be free interchange of air- 
craft between the operating companies and the various 
teaions of the routes QEA was to be responsible for its own 
miintcnaiioe; the schedule would be three times a week with 
dirough journey time initially eleven days but gradually 
reducing to seven.^ Timetables, stopfiing places, fares, and 
subsidies were all to be subject to government approval, and 
preference was to be accorded to Australian personnel. The 
Australian government had the right to withhold subsidy pay^ 
ment in any instance where a service was over twenty-four 
hours late." (Qantas thought this a harsh and unworthy 
clause.)-^' All aircraft on the Sydney-Singapore section, 
including those owned by Imperial Airways, had to be at the 
disposal ol the Commonwealth in case of emergency. The act 
provided that the working of the agreement should be super- 
vised by a committee set up in London and representing the 
two governments, and that either party migiht withdraw 
before the fifteen-year agreement txpixtd if the scheme proved 
persistently unsatisfaaory. There was only limited criticism 
of the bill in the House of Representatives and in the Senate 
and its passage, as Hocking and Cave commented, "indicated 
the emergence of a policy acceptable to the nation as a whole". 
The agreement between the Commonwealth of Australia and 
Qantas Empire Airways was signed by the prime minister, 
J. A. Lyons, on 23 July 1938. (A third agreement, that between 
Qantas and Imperial Airways at company level, was still to be 
conduded.) 

Colonel N. Falla, from Union Airways in New Zealand, 
wrote to McMaster following this legislative approval 

having understood that this would be the prelude to the issue of 
fresh capital [by Qantas]. [He wrote, he said] to give yott the 
intimation of the readiness of the Union Steamship Company to 
subscribe substantially. We would be prepared to proffer up to, 
say, £50,000 if such a subscription is in accordance with the 
policy of your company. I need hardly refer ... to our joint 
association with your Company on the prospective Tasman ser- 
vice, and to the fact that, although registered in New Zealand, the 
Union Company has large interests in Ausiralia.^^ 

(McMaster noted on Falla's letter: "This offer was not 
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Rose Bay flying boat base, 
Sydney, 4 August 1938, taken 
during the oHicial opening of 
the base by Lord HuntingHeld, 
acting governor-general of 
Australia. Note that the slipway 
had not been completed and the 
intended site of the hangar was 
occupied by the visitors' cars. 
The ofTjcial party was on the 
balcony of the white building to 
the left of the swimming 
enclosure. 



accepted, for obvious reasons." Three thousand one pound 
shares were allotted to the Union Steamship Company.) 

On 5 July 1938, the Empire flying boat Cooee^ under the 
command of Captain Lynch Blosse, left Rose Bay for Singa- 
pore and the onward through journey to Southampton with 
Imperial Airways. Although it was the first flying boat 
through service from Australia, it was not the inauguration of 
the Empire Air Mail Scheme, as the old mail surcharge rate of 
one shilling and six pence per half-ounce letter was retained. A 
similar lAL preliminary service had left England for Aust- 
ralia. The Empire flying boat, Challenger^ with Scotty Allan in 
command from Singapore, arrived at Darwin on 4 July, with 
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eight press representatives on board at the invitation of 

Imperial Airways. Tlicy had the worst ol rcccpiious ai Darwin 
and> as a consequence, made their views of the airline, Aust- 
ralian officials, and Australia's minister of deftnoe widdy 
known. "There were*', wrote Fysh, "practically no liicilities 
completed at that laiy and difficult port. There was not even 
any proper place to put passengers through the usual quaran* 
tine, immigration and customs requirements. The officials . . . 
insisted on their personal pound of flesh." While the officials 
argued over where to extract it, said Fysh, the crew and pas- 
sengers were left in the flying boat at its mooring for over an 
hour, in a heavy swell. All the passengers were seasick. 
"There was a hell of a row", wrote Fysh. " The wires ran hot 
around the world. Darwin overnight became famous — or 
infamous."* 

Scotty Allan reported that the operation of getting people 
ashore was carried out in darkness in a twenty-five to thirty 
mile per hour southerly gale, in seas at least two feet six inches 
high, from the exposed mooring. There were no satisfactory 
steps at the jetty to cope with the exceptional sea conditions 
and the gangway of the ship Port Moresby had to be used. In 
these conditions it had been necessary to vaccinate six people 
on board the Challenger. The engine of the refuelling barge 
stalled and it dragged its anchor, narrowly avoiding serious 
damage to the flying boat. Refuelling and engine maintenance 
were abandoned.** 

McMaster issued a press statement saying that "the blame 
for what has become known as the 'Darwin Bungle' must be 
apportioned to all concerned. I am willing to admit that my 
Gnnpany was at &uk in some respects.**'^ It was a ftirly 
magnanimous statement. The London Daily Mail called for 
the resignation of the minister for defence, Thorb\ , who 
responded with indignation. "I am sick of taking the blame for 
everything", he said in a statement issued in Canberra. "As 
far as I can see, the delay with the flying boat was due to faulty 
administration of the operating company."" According to the 
Brisbane Telegraphy the passengers arriving at Darwm had 
said that "confitions at Darwin were worse than at the Syrian 
Desert lakes and at the Persian Gulf outposts".'' A reporter 
from the Tdegrapk who flew to Darwm wrote: **Where 
Darwm is concerned, Australia doesn't warn justice. It wants 
mercy. This is about the most depressing mtroduaion anyone 
could have to a new country. You can get a hot bath but it 
isn't easy. If you really insist, the hotel people will send up a 
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girl with a tub of hot water. Arrangements here are 
prehistoric."'* A harassed Darwin official said that they had 
done their best with a total lack of facilities. Tenders for the 
construction of a reception room and offices at the wharf 
would not close until the end of the month, he said, and they 
would take three months to build. To compound the bitter- 
ness of the occasion for Qantas, the Telegraph reporter who 
had flown to Darwin did so on the inaugural KNILM flight 
firom Sydney in a Lockheed Super Electra. The Brisbane 
Qntrier^MaSy reporting on the Dntdi service, said: "This 
month, Brisbane was brought within eight days of London fi>r 
regular commercial purposes. It seems almost incredible."" 
In the three weeks that passed before the official opening of 
the Empire Air Mail Scheme from London, the hullabaloo 
died down. QEA board minutes on 15 July recorded that "the 
final Agreement as between the Commonwealth of Australia 
and Qantas Empire Airways Limited in connection with the 
Empire Air Alail Scheme was submitted to the Board and it 
was resohred that Uiis be signed under the seal of the Com- 
pany. The Seal of the Company was thereupon a£Bzed to the 
Agreement."^ McMaster infiirmcd Colonel FaUa, in New 
Zealand, and said that QEA "would now urge for the finalisa- 
tion of the inter-oompany agreement with Imperial 

Airways"." 

The first official flight to Australia of the Empire Air Mail 
Scheme left England on 28 July, carrying letters at one and a 
halfpence per half ounce and postcards at one penny each. It 
reached Rose Bay without incident on 6 Ausjust, carrying two 
and a half tons of mail. From Australia, the ilying boat service 
under die sdieme was inaugurated iidien CamftHs took off fiom 
Rose Bay, Sydne)', on 4 August 1938 after the acting govemoi^ 
general) Lord Huntingficld) before a crowd of mofc than two 
thousand, cut a red, white, and blue ribbon linking the aircraft 
with the shore. Lester Brain was in command, with eight 
passengers, 265 pounds of freight, and 207 pounds of mail. 
The Australian flag, said Fergus McMaster in his address, 
would now be carried by QEA flying boats all the way to 
England." (On the service to England from Australia the 
letter rate was at the surcharge rate of fivepence per half 
ounce.) 

The share issue in which Colonel Falla had been interested 
now went ahead. Q.A.N.T AS. issued a prospectus calling for 
public subscripdon of £193^681 in shares. (Pdd*up capital of 
Q.A.N.T.A.S. was £70,819 in £1 shares at 31 August 1938.)** 
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McMaster stated formally in the prospeaus that the Empire 
Flying Boat Service had commenced from London on 28 July 
1938 and from Sydney on 4 August 1938. The landplane ser- 
vice from Brisbane to London, he said, had been cancelled, 
but QEA was operating a landplane service from Brisbane to 
Dily Waters wad fiom Ooociiny to Nomuuitoii. (The share 
issue was oversubscribed; the 193,681 ordinary shares of £1 
each were issued at par on 29 October 1938. QEA's paid-up 
capital at the end of 1938, subscribed equally by the two part- 
ners, was £523,000.)*^ Fjfsh wrote a personal letter to 
McMaster as the flying boat service began looking back to tlie 
company's beginnings and generously contrasting 
McMaster's selflessness with his own motivation. "The 
pioneering work is all but forgotten," he said, "though in ten 
years or so it may be revived in people's interest. It is a lime 
for the present. I feel that in working for Qantas I have always 
had ulterior motives. I have been working for myself, for my 
bread and butter, frtiUe you for so many years contributed 
your time and efibrt for no real gain except your own self 
satisiaction, and widiout proper payment/**' 

Now that the old overland air route fiom Darwin to Brisbane 
had gone, the Western Australian route north from Perth 
could no longer link up, as previously, with Qantas at Daly 
Waters. Similarly, the southern states were no longer serviced 
by the mail link of Butler Air Transport between Charleville, 
in Queensland, and Cootamundra, in New South Wales 
(though Butler now operated a service from Charleville to 
Sydney). The incoming mails to Australia were, with the 
introduction of the flying boats, distributed at Darwin, whidi 
became the terminus for the MacRobertson Miller Aviation 
Company's Western Australian route. (MMA connected with 
two of the three flying boat services each week, first using 
DH86 aircraft then Lockheed lOAs.) The mails to South 
Australia, Victoria, and Tasmania were flown south from 
Darwin to Adelaide by Guinea Airways, who had operated the 
1700-mile Darwin-Adelaide route since 1937 with Lockheed 
Electras. (They increased their frequency from one to three 
services weekly.) The route from Adelaide to Melbourne, 
operated by Australian National Akways, was added to the 
subsidised route category and flown by DC2 and DC3 aircraft 
(whidi ANA adopted for almost all of its servioesy. Qsntas 
continued to operate the 1628-mile route from Brisbane to Da- 
ly Waters twice weekly. The overall effect of the new Empire 
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Air Mail Scheme domestically was to increase substantially the 
volume of overseas mail carried by the internal airlines and, in 
turn, provide higher utilization of aircraft, additional frequen- 
cies, and better fmancial returns. 

The company-to-company agreement between QEA and 
Imperial Airways for the Empire service was signed on 7 
September. Under it, the flying boats were to operate as an 
intetntted fleet over the complete route from Sydney to 
Southampton, but the crews were to fly (mly on their own 
sections. Eadi company was responsible for revenue and 
expenses on its own route. The initial annual subsidy payment 
of £169,000 sterling was to gradually increase.*' The agree- 
ment also contained the old clause establishing the intent of 
the relationship: it is the intention of both parties that each 
shall have a square deal . . 

A steady and continuing battle now began with both the 
Australian and Netherlands East Indies authorities for pro- 
vision of tiw promiied flying boat fildUtiei, wfaidl were bad 
Australia and atrocious in the East Indies.^ Despite this 
handicap, the service quiddy proved its reguUvity and popu- 
larity. The aircraft were spacious to a degree never eiperi- 
c n ced before. 

Getting up out (rf'his disir, (wrote Fysh] a passenger could waUc 
about and, if his seat was in the main cabin, stroll along to die 
smoking cabin for a smoke, stopping on the way at the promenade 
deck wuh us high handrail and wmdows at eye level, to gaze at 
the worki of dood and slgr oittside, and at countryside or sea sl^ 
ping away below at a steady 1^ miles an hour . . . On Ae 
promenade deck there was also a prscdcal, usable ^MOe where 
quoits or clock golf were played . . . 

The meals were sumptuous. Grapefruit and cereals, egg and 
bacon, bread rolls with tea^ coffee, or cocoa for breakfast; then 
later, roast mutton with peas and potatoes, or a choice of ham, 
pressed beef, or ox tongue with salad, followed by Peach 
Aielba, a cherry flan, or cheese and fruit. Looking after the 
passengers were the pleasant and polite stewards, "aerial 
pioneers of personal care and service".** The big boats were a 
delight to operate for the pilots too, both in the air and on the 
water. They were much more comfortable, with more crew 
space, and had better communications as wdl as the new auto- 
matic pilots.** 

Although Lester Brain was able to report by Oaober that 
the flying boats and all their gear operated very satisfaaorily, 
there were engine troubles on all sections of the route. The 
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ultrahigh performance Bristol Pegasus engine, Brain com- 
mented, was a brilliant design and led the world in power- 
weight ratio and fuel consumption per horsepower; but it was 
not really suitable for normal Empire services. A utility engine 
was preferable. "As soon as the Sydney slipway and hangar 
are complete," he wrote, "we can attend to all normal main- 
tenance and progressive certificate of airworthiness work here 



Praaising putting. A publicity 
photograph taken on board a 
QE,\ Empire flying boat at the 
Rose Bay flying boat base in 
late 1938. 
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on our own Australian-registered aircraft. An essential to 
sectional operation would be the carrying out of engine over- 
hauls in Sydney." Brain concluded, however: "We have 
entered a period of comparatively settled operations."^^ 

Fysh pressed the necessity for Qantas to carry out its own 
engine overhauls in Austrdia in letters to Edgar Johnston. 
"All this Company requires is to be self sufficient in the mat- 
ter of engine overhaul, provision having already been made to 
maintain hulls and equipment", he wrote on 17 Oaober. '*We 
do not wish to make any additional profit but, naturally, can- 
not be out of pocket. The additional amount required boils 
down to an adjustment of subsidy between your Government 
and the United Kingdon." He told Johnston: "Turner, our 
chief accountant, leaves on 5 November for London where he 
will deal with accounting matters and will be about a moodi 
... It is probable that Mr McMaster will leave a month 
later.**^ (The estimates whidi governed the finances of the 
new service were complex and it had proved impossible to 
provide the QEA board with monthly figures indicating pro- 
gress. Though there was allowance for revision, thus provid- 
ing safeguards, the board wanted something better.)^' 

Only a few days after Fysh wrote to Edgar Johnston, Austra- 
lia suffered a major aviation disaster which was to have a pro- 
found efl'ect on the administration of civil aviation in Australia 

and on the career of Johnston himself. On 25 October 1938, a 
DC2 aircraft of Australian Natkmal Airways> Kyetma, on its 
approach to A&dboume in bad weather, flew mto Mount Dan^ 
denong. All four crew and fourteen passengers were killed. 
There was press and public outcry about the paucity of radio 
safeQr aids provided by the Civil Aviation Department. Parlia- 
mentarian J. Fairbairn (later to become minister for civil avia- 
tion) wrote to I'ysh: "This tragedy had certainly put the press 
and pubhc into n trame ot mmd to demand a clean-up of civil 
aviation, which has been due ibr a long time, fhings may hap- 
pen, I think, quicUy.** Fairbairn was correct. On 16 
November 1938, H.V.C. Thorby wrote to the prime minister, 
J.A. Lyons, advising the abolition of the Qvil Aviation Board 
and» instead, **to constitute it as a complete Government 
Department with a permanent head, to be known as the 
Controller-General of Civil Aviation". He told the prime 
minister he had discussed the matter with the minister for 
commerce, Sir Earle Page, and the attorney-general, Mr 
Menzies, "both of whom concur in the proposal". The altera- 
tions, he advised, "can be brought about by amending regula- 
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lions, there being no neccbsiiy tbr amending Icgiblaiion. The 
Ministers . . . also agree that it is hardly a matter for Cabinet, 
and I would suggest that you concur in my carrying out the 
above proposals at once."" The prime minister replied the 
following day: "I do not see any objections to the plans out- 
lined by you and should be glad if you vrauld proceed.**'* And 
ao what had been the Civil Aviation Branch and part of the 
Defence Department fiom 1929 to 1936, then the Qvil Avia- 
tion Board (still under Defence) to 1938, became the Depan- 
ment of Civil Aviation in its own right by Government 
Gazette notification on 24 November 1938. H.V.C. Thorby 
became first minister for civil aviation. 

In the midst of this drama Fergus McMaster, on the eve of 
his visit to England, suffered a heart attack. "He will be out of 
action for some months", Fysli advised Johnston on 12 
November. "I rausi no\^ leave for England in his place."" It 
marked the beginning for Fysh of a period, until the outbreak 
of war, of strain, drama, and responsibility. Chamberlain had 
returned to London from Munich on 30 September after his 
meeting with Hitler to make his announcement: "I believe it 
is peace in our time." There were few who shared his belief. 

Fysh was in London when QFA lost its first flying boat. On 
12 December, the Coorong landed without incident nt Darwin 
in choppy seas and rising wind. The passengers were disem- 
barked by launch and the llymg boat secured for the night at 
its mooring. As the wind and chop increased, Qantas station 
engineer Norm Roberts became concerned. He went out to 
Coorongy started the engines and ran them to ease the strain on 
the mooring rope. After a time, the wind apparently not in- 
creasing, he shut the engines down and went ashore. At about 
eight o'clock the Coorong broke loose and was blown onto the 
locks of the breakwater. Lester Brain, at the Rest House after 
a day of flying, took charge of the frantic efforts at salvage. For 
once the great tidal range at Darwin proved an advantage. The 
Coorong had grounded at the peak of the high tide and was 
made secure before salt water could penetrate the hull. It was, 
however, damaged well beyond the resources of Qantas to 
elTect repairs and, alter disnianthng m the days liiai followed, 
was sent to England by ship to Short Brothers. {Coorong was 
fiiUy repaired and later re^tered Qantas service.)*' 

The loss came at the worst possible time. Both Qmtas and 
Imperial Airways were under the greatest pressure they had 
ever fiiced on the England-Australia route. The low cost air- 
mail service had provoked an unprecedented public response 
as Christmas approached. It was, wrote Fysh, 
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almost a mghimare. Nothing like it had ever been attempted 
before in air mail hinory . . . ThirtjNme flying hmtt the 
Mercury seapltne and thiny-three landplanes, a total ofsixty^ve 
aircraft, were engaged on the England-Australia Empire Air Ser* 
vice over the busy period. In five weeks they flew 1,100,000 
miles. FbrtytwD services nere operated in and out of Sydney, and 
twelve of diese aircraft were operated stripped of all passenger 
accommodation fittings, thus allowing an extra half ton of mail to 
be carried each trip." 

Concurrently, more major changes were under wqr for 
QJEA's Imperial partner in England. Chairing his first annual 
general meeting of Imperial Airways, Sir John Reith said that 
the airline had been hampered bv shockingly lare deliveries 
and was operatmii aircraft that should have been replaced long 
ago. He questioned the policy of using only aircraft and 
engines designed and built by Britisli manufacturers. The 
airline's position, he said, was neither commercial nor con- 
stitutioiially aatiafiKlDr]^ the company was neitlier wholly fiee 
nor wholly leciire.^* Sir Kingsley Wood, who had tooceeded 
Lord Swinton in May as seoecaiy of state for air, told the 
House of Commons on 11 Noveniber that the govemment 
was considering the creation of a suitable instrument for 
British overseas civil aviation communications and was of the 
opinion that "this would be provided by the association of the 
two chosen instruments, imperial Airways Limited and 
British Airways Limited, in a single public Corporation. The 
Government", he said, "'therefore proposes to recommend to 
Parliament legislation which will acquire the existing imder- 
taldngs of these airwqrs.**** Far overshadowing even theie 
considerable .matters, however, was the widespread realization 
that the Munich agreement had won no more than a brief 
respite for Britain, in which rearmament would have to accel- 
erate. By the end of 1938, every aircraft manufacturer was 
Straining to the limit in a national effort to increase pro- 
duction. Despite the changes at Imperial Airways and the 
even bigger changes promised, Hudson Fysh was able to write 
to .McMaster on 14 December that "things are going fine for 
QHA and we have nothing to worry about. The alterations 
here in lAL are sad, but should result in lAL getting noore 
done with the Air Ministry. The British interest in QEA wiU 
be stronger than ever.**'^ 

The sound position of Qantas as 1938 ended and war 
approached, reflected the great advances made by Australia as 
a whole in all its civil aviation activities in the decade that had 
passed. Measured by the yardstick of airline route mileage, 
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Australia as a ooimtiy ranked seventh in the world. In total 

numlser o/ air miiea flown [yy regular air transport oompaniaa 
it was siJEth. There had been, sinoe 1 929, a worldwide increase 
in air route mileage of some 130 per cent and in miks flown of 
200 per cent. Australia* however, had eiperienoed move than 
douUe these rates. It was hardly an exaggeration to say> com- 
mented Hbddng and Cave, that in the prewar yean Australia 
was the most air-minded natioa in the world.'* 
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On 9 January 1939, the Executive Council guve approval for 

the creation of the post in Australia of director-general of civil 
aviation. The post of controller-general of civil aviation, held 
by Edgar Johnston, was abolished and an acting director- 
general, M.W. Mehaffey, was appointed over him on 12 
January. There was specuiauon m the press as to who would 
become the permanent director-general. The Brisbane 
Tdegr€^ wrote: 

Captain Lester Brain, manager of flying operations for Q£A and 
one of Australia's most oqKrienoed airmen, is bdieved to be the 

most favoured candidate for the post. The managing direaor of 
QEA, Mr Hudson Fysh. is also regarded as a possible choice but 
it is believed that both he and Captain P.G. Taylor gave early 
intimation that they were unavailable. Another name mentioned 
is that of A.B. Corbett, Deputy Director oTFOats and Tetegraphs 
for Queensland.' 

Fairbaim had> in fiict, written to Fysh after the ANA 
jCyemM crash asldng if he wouM consider accepting the 
position of chairman of the Civil Aviation Board if it became 

vacant and it was offered to him.^ Now, at the age of forty- 
three, Fysh had a second job offer in England. Sir John Reith 
approached him to become head of operations for Imperial 
Airways, with a seat on the management committee. "My 
chairman and vice-chairman in Australia were horrified", 
wrote Fysh. "I turned the oiler down , . . wliat luture I had 
lay with QEA."^ Fysh had been, as the year began, visiting the 
Bristol Company with CO. Turner, trying to "find out the 
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position regarding possible deliveries of large orders of spare 
parts for Pegasus engines**, in anticipation of a national 

emergency.^ The Australian government and QEA were now 
vitally interested in the establishment of an engine overiunil 
base in Australia, he told Bristols, and it was essential that the 
spares position should be clarified. The Bristol Company, 

despite enormous pressure from Air Ministry work, was 
helpful. It was agreed that they could put through an extra 
four Pegasus Type X engines for QEA with a large order 
received from the Air Ministry, for delivery in May or June. 
If, however, Qantas wanted spares in quantity, then iheir 
order would have to be placed within ten days to incorporate 
them into the Air Ministry production run. DeUvery would 
then be possible about April and cost would be between thirty 
and forty thousand pounds. Tools and jigs thai had been 
ordered by QEA in March 1937 were, reported Fyshj com- 
plete and were sui&dent to carry out eight engine overhauls a 
week if necessary.' 

Fysh had also discussed QEA operational needs, should war 
break out, with the deputy director-generd of dvil aviation, 
W.P. (later Sir Wilhara) Hildred. Armament, he learned, 
could not be carried on civil aircraft (unlike merchant ships); 
great importance was attached to getting mails through, for 
psychological reasons. Fysh urged, without success, the sup- 
ply of loHH-range fuel tanks for the QEA boats but he did 
obtain Hudred's assistance in getting special dehvery of the 
essential spares from Bristols. The preparation of a war book, 
to unify United Kingdom and Australian use of dvil aircraft, 
was discussed. Despite all diis activity, Fysh concluded: 
"After a three mon^ stay in London, I left with much of 
importance imconduded."* He departed for Australia from 
Southampton on 5 February 1939. 

For the new minister for civil aviation in Australia, H.V.C. 
Thorby, the year had started with a detailed response by him 
to Qantas criticisms about the lack of government facilities on 
the Sydney-Singapore flying boat route. They liad ranged 

fiom mooring buoy strops and marking flags for alighting 
areas to the Rose Buy hangar and slipway, die control buildr 
mg, radio services, and night landing flares. "The present 
control building at Rose Bay*', Thorby told them, ''is 
adequate for Govemmem activities and for passengers. At 
present, at arrivals of flying boats, much inconvenience is 
caused by the presence of numerous children on scooters and 
bicycles, by nurse-girls with perambulators, and by idle on- 
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QEA-owned Empire flying boat 
at the embarkation dock at 
Southampton, England in early 
1939. With the introduction of 
the flying boats in July 1938 on 
the Australia-UK air service, 
passengers remained on the 
same aircraft throughout their 
journey. Australian crews 
operated all flights cast of 
Singapore while British crews 
were responsible for services to 
the west. 



lookers."' To a criticism from Lester Brain that, at Pinkemba, 
"the distance between the landing pontoon and the control 
and traffic offices is a source of delay and expense", Thorby 
responded: "It is desired to observe that an elderly person 
walked with two suitcases from the launch to the traffic office 
in forty-five seconds." He did not see, he said, how any 
expense was involved. Fysh had complained that the lavatory 
accommodation was unsatisfactory. Somewhat defensively, 
the minister answered with comparisons. "It is admitted", he 
wrote, "that the lavatories are not sewered, but it is contended 
that the ladies' lavatory is of a superior standard, and the 
men's, by reason of locked closets, are cleaner than are found 
at railway stations."* On loftier matters, Fergus McMaster 
sent a letter of greetings to the former Qanias supporter and 
governor-general of Australia, Lord Stonehaven, who had 
been on a visit. Stonehaven thanked him: "Each Governor- 
General has to try to find some useful way of exercising the 
influence which his temporary position gives him for the 
benefit of the Commonwealth," he wrote, "and having con- 
centrated on the encouragement of aviation, I am very glad to 
learn that you think I may have helped a little."' 
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CO. Turner submitted a report to Fysh on the rcbuU of his 
detailed fmancial discussions la London with Imperial Air- 
ways aiici ills rciuin to Austraha on 11 February. In exam- 
ining the basic estinuoes fof the Empire Agreemoit with lAL 
tfaejr had levised a nnmber of figures and assnmpdons. The 
mileage between Singiqxm and Sydney was now agreed with 
the Air Ministry at 4,676 which> wrote Turner, was accept- 
able to the QEA manager of flying operations. (The previous 
figure had been 4,687 miles.) Speeds shown in the estimates 
had approximated 126 miles per hour, he reported, "while 
experience to date on the QEA section shows nearly 140 miles 
per hour". Fuel consumption, at 1 14 gallons per hour shown 
in the estimates, compared with QEA experience to date of 
108 gallons per hour. The actual cost of each flying boat, 
wrote Turner, was agreed at £52,300 sterling, and spare 
engines at £1,993 eadu The Qantas share of spare engines 
now worked out at sixteen instead of ten. "We have agreed to 
bear the cafHtal cost of the additional six engines", he advised. 
**This will be of advantage to QEA because interest at ten per 
cent will be obtained on the capital involved." The cost of the 
preliminary financing of the purchase of all flvint^ boats, 
engines, and spares had, said Turner, been borne by 
Imperials. This cost, he considered, was a fair charge to 
Imperials for use of some of the QEA boats. The extra cost of 
overhauling three engines per week in Ausu aua was agreed at 
£16,264 per annum, which had been accepted by the 
Australian government. **In my view/' wrote Turner, **this is 
a most satisftctory settlement from the point of view of 
QEA.'* On the ovorall accounting position with Imperial Air- 
w$ys he commented: "All outstanding problems between 
Imperials and Q£A were examined and standard procediires 
laid down."'° 

Hudson Fysh, in turn, reported formally to the directors on 
the visit by Turner and himself to England. It was obvious, he 
wrote, 

from the extensive report on accounting matters by Mr Turner 
. . . that the Company is protected against loss, under present 
arrangements, to a far greater extent duin under its laie landplane 
contract from Btiibane to Singapore. It is not inferred that the 
Companv is not open to some business risks, but they are small in 
comparison with a truly commercial company. On the other side 
. . . while enjoying such Government im)tection, it is hardly 
possible for the Compaiiy to pay a high rate of <Uvideod to its 
aharrholdeis. 
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The DcftM of DiHuec 

Commenting on the British Government proposals to form a 
nationalized corporation, Fysh wrote: 

One of the objectives of the Corporation is to eliminate as far as 
possible Imperial Airways' complicated agreements with the 
United Kingdom Government} substiiuimg something simpler 
and workable. I^miitkm of tlie Gorporatkm 
vide a sounder financial basis than could be provided by lAL, but 
should eventually place British fommfrcial aviation in a sounder 
position . . . 

AscnitUnedinthereportbytheChief Accountant, engine ovei^ 
haul in Australia lun been secured on tlie basis of three engines 
per week, the number necessary to maintain the Sydney- 
Singapore service. The additional cost per anniun has been etti- 
nuted at £16,204 and the capital ezpeoditure at £54,630. The 
bulk of spares, constituting twelve months supply, and four new 
engines, have been ordered. The obtaining of engine overhaul in 
Australia has been a major objective for the past eighteen months. 

Fyah reported that ftdlities between Sydney and Singapore 
were far worse than anything between Singapore and South- 
ampton. 

Inability to nig^t fly and make up lost time is letting down the 

rest of the route. The Company still largely operates under 
temporary and meagre facilities. Existing conditions at Koepang, 
Bima, Sourabaya and Baiavia are invitmg catastrophe and loss of 
life. General Imp ro v ements are dow in materialising. I wish to 
lecotd appredadoa of the able woifc done \rf Mr Tuner." 

(CO. Turner was also hard at woik at the time on the QEA 
Staflf Pension Scheme in oonjunction with the Auatnlian 
AMP Society. It came into fi>rce on 1 June.) 

Fergus McMaster's health was improving, though slowly. 
Harman wrote to him on 27 February to convey the board's 
pleasure at the news of the improvement. A.E. Rudder, a few 
weeks later, wrote to Mrs McMaster: "You must indeed be 
glad to have Mr McMaster home again. It is evident that he 
must make up his mind to take things quietly for a few months 
longer.*'" With McMaatcr abaenty Human was, under Fysh, 
fh o nldfriftg an ever^increasing m ffl fi gf inffnt load* Tumer'a 
competence and drive in dealing with the tucat complex agree- 
ments had been amply demonstrated. Lester Brain, in the 
detailed and demanding change &om landplane to flying boat 
operations on a new and poorly equipped route, had proved 
outstanding; and Arthur Baird, in charge of maintenance and 
works, was, like Brain, at the top of his profession in Aust- 
ralia. The Sydney Morning Herald praised the au^Ime's credi- 
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table record in a leader on 10 March 1939. "Yesterday the 
departure of the CapcUa signalled the hundredth flying boa: 
service to leave Sydney and the occasion provides an oppor- 
tunity to commend the high standard of punctuality achieved 
by Qantas Empire Airways.** The Herald commendation, 
however, was direaed only at the service from Australia west- 
ward, for which QEA had direct responsibility. It was critical 
of the Imperial Airways* performance eastboimd. "On the 
inward journeys, unfortunately, delays have been unoonsdon- 
ably fiequent and ofken lengthy, owing mainly to late arrivals 
at Singapore."'^ 

Two davs after the departure which had provoked this edi- 
torial kindliness, the Capelia was lost. Taxiing at Batavia on 
12 March, with Captain Hussey in command, Capelia was 
brought in too close to the shore. Just below the surface, the 
iorgotien rcmams ol a wrecked frigate lore a hole in the hull. 
Hussey quickly drove ^ flying boat up on to die beach where 
she lay, in the shallows, filled with sea water. The water 
damage proved irreparable and, though Q^eUa was dis- 
mantled and shipped to England, she had to be scrapped. 

On 15 March 1939 Fysh advised McMaster that the position 
of director-general of civil aviation had been filled by A.B. 
Corbett. On the candidacy of Lester i^rain he commented: 

As to Captain Brain ... I should tell you that yesterday he in- 
formed me, when he knew the press had dug up the fact that he 
was in the running, that a Cabinet Minister had rung him up ask- 
ing if he would take the position if it was offered. Bndn replied 
that he would. I think it irregular diat the Government should 
have approached one of our executives without informing nt least 
one of our Board, and that Captain Bramnegleaed to inibrm me 
unul torced by publicity to do so." 

The appointment of Corbett was to take etTect from 3 April. 
The prime minister, in an otTicial government announcement, 
said: "The Controller-General of Civil Aviation, Captain 
Johii!>ion, will no longer be in complete control, but will have 
charge of one of the three branches of the Department.*'" The 
magazine The Motor described the sixty-two-year-old Cwbett 
as **a lean, well-preserved man in excellent physical and 
mental mettle'* with wide experience in the Postal Depart- 
ment, and war service in South Africa.^* Edgar Johnston 
found him a man "who very much wanted to run things his 
own way, and didn't consult anvbody much". It was a bad 
time for Johnston. "I never had any real contaa with Corbett 
or the Muiister", he said." 
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The Defeat of DiMaac* 

This important change in the iidministration of Australian 
civil aviation came as Dutch pressures were mounting for a 
KLM service from Amsterdam lo Sydney. (The existing ser- 
vice was by KNILM, the subsidiary company, firom Batavia.) 
On March 25 the Sydney Morning Herald reported: 

The KLM is rhe chosen instrument ot the Dutch Government for 
the estabhsiiment of the Dutch trunk lines> whereas the KNILAl 
is the Nctheriandt Indio ooloniil line^ financed by local indutry. 
The existing Dutch air service between Sydney and London is, 
Uke the Empire service, operated by two companies. Intercon- 
tinental Airways, which is an association of the KNILM and the 
KLM, flies in seven and a half dqrs between Sydney and London. 
The KNILM flics twice a week from Sydney to Batavia and the 
KLM three times a week from Batavia to London. It has been the 
Commonwealth Government's firm policy that an Australian 
company shall control the Sydney-Singapore section of the 
Empire service. It will find it diSici^ to refbse Imperial Alrwqps 
permission to fly through to Sydnqr if it (ives f^^Hf^ff* to 
KLM for a similar plan." 

The Australian government had no such plans for KLM. 
The minister for civil aviation, Thorby> after a flight to Singa- 
pore with Lester Brain in Cooee, wrote a personal note to 
McMaster. "You will be interested to know confidentially," 

he said, "that Cabinet has decided not to admit the KLM ser- 
vice on the Australian route.**" 

Cabinet was, however, far more concerned with the turmoil 
of party politics. The prime minister, Lyons, was ill and much 
preoccupied by the possibility of war. His brilliant attorney- 
general, Robert Gordon Menzies, widdy regarded as the next 
leader of the United AustxaUa Ptaty and tlierefitre the next 
prime minister, was constantly at odds with the ambitious but 
less able Country Party ministers, led by DqpuQr Prime Min- 
ister Farl Pago. In March 1939 Menzies resigned from 
Cabinet and, only weeks later, Lyons died. From 4 April to 26 
April, Page aaed as caretaker prime minister. iMen7;ies, 
elected as the new L^nited Australia Party leader, wa^ ihen 
commissioned to form a new government. The Country 
Party, under Page, reflased to participate.^ 

The new prime minister, as the theoretician on Common- 
weahfa constitutional relationships, had dear views on the 
limits of Australian independence in relation to the United 
Kingdom. For a Dominion to formulate a foreign policy and 
announce it, whether or not it was in line with Great Britain's, 
was in his judgment a suicidal line of conduct-^' Policy in rela- 
tion to any individual matter should, it was Menzies' view, be 
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expressed to the government of the United Kingdom. In a 
broadcast on 26 April 1939, Prime Minister Menzies stated 

that even in relation to affairs in the Pacific, Australia should 
not act "as if we were a completely separate power". His 
views reflected a widespread feeling throughout the country 
that Australian nationhood, first expressed by the poets and 
writers before the turn of the century and much reinforced by 
the achievements of Australian volunteer soldiers in World 
War I, could be asserted without any feeling of separateness 
towards Great Britain. It was a national perspective that illum- 
inated the Qantas relationship with Imperial Airways in the 
years before the Second World War. 

Though Fergus McMaster had been slowly regaining 
his strength, it was by no means clear that he would be able 
to continue indefinitely as chairman of both QEA and 
Q.A.N.T.A.S. without a more marked and sustained improve- 
ment in his health. The issue of the QEA chairmanship was 
concerning Sir John Reith who wrote to Fysh on 18 March, 
asking for his views. Fysh, with the memory of McMaster's 
reaction to his private and personal correspondence with 
Woods Humphery in mind, replied: 

In regard to Board matters, you have placed me in a very awkward 
position indeed. As managing direaor it has not been my custom 
to comment to anyone except the chairman in regard to such 
matters ... I have always tried strenuously to keep aloof from 
anything savouring of intrigue. If the issue was clear cut it would 
be different but things out here just don't seem entirely that way, 
and no doubt differences of opinion exist among Board members. 
If it becomes necessary to appoint a new Chairman, I do not know 
how to advise you at the moment and I think it is best left, as far 
as possible, to decision out here. The position is complicated . . . 
Apparently the position would not be filled by any other member 
of the Board, and Mr Rudder has been most emphatic that he will 
not take the job on. My own position I consider another matter. 
Quite frankly and openly I naturally always had the ambition to 
one day become Chairman in succession to Mr McMaster, but 
did not expea this for some years yet. The chairmanship is the 
top position and controls policy, expansion, political contacts etc. 
and, in fact, all the larger and more imponant things in which my 
main interest has been for many years. That it is wrong in prin- 
ciple for a managing director to become chairman I could not 
agree, and it should be kept in mind. I think, that we have three 
excellent executives in this Company in Harman, Brain and 
Turner. Mr McMaster appears to be far from finally failing in 
regard to his correspondence, and I think that things can run on 
as they are without danger for the present. One of the difficulties 
has been that it has hardly been possible to discuss with Mr 
McMaster the question of a possible successor.^* 
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Sir John Reith, in a letter to Fysh on 9 May, replied that it 
was only natural, as McMaster was ill, that "we should talk 
about the future when you were here . . . Nobody could ha\ c 
thought you were guilty of any intrigue and anyhow, li you 
had been, I wwM htve been inolved too.** Reidi signed his 
letter at this point and then attached two eitra and separate 
pages to It, dealing with Fysh's personal comments. 

I don't think it is wise from either the mdividual or pubUc point 
of view that the diief ciec u t iv e type sodi as yourself should past 
to the mudi less onerous, though maybe more dignified position 
of chairman, particularly in a case like vours where you have built 
the thing up from the beginning, and where there is still much to 
do. Ifjfou were getting tired, or ftdingdd and bored, or aiq/'diing 
of that sort, then the situation would be different. If you thou^ 
it had, you would need to be sure that there was somebody you 
would be able ... to give the authority you have had . . . and not 
in fact carry on chief executive authority from the chairmanship. 

Reid did not. he said, object in a general way to managing 
directors becoming chairmen, if they ceased to be managing 
directors. 

I think it is wrong in principle for the posts to be combined. And, 
further, it is difficult for such a managing director as you have 
been to stop being managing director if you moved to another 
po«.w 

These philosophic views on the role of the managing direc- 
tor from the chairman of Imperial Airways were comple- 
mented on 23 May with more specific commenti on Fysfa's 
function from his own chairman. 

In this growing business of Qantas, [wrote Fergus McMaster J you 
have shifted up from the position of pilot to that of head of the 
organiaation . . . and it is difficult to aay just how fir your duties 

as managing director should go. In your position you must not in 
any way be lax in attending personally to essentials, particularly 
regarding policy and keeping in contact with Impcfial Airways, 
Union Airways and the large airline companies of Australia, as 
well as the various governments. That is your essential work, as I 
sec it. You must personally attend to that. But there is a whole lot 
of detailed work to be done in watching the outlay and income of 
the Coinpany. This, I fed, you can only do saiisfiictorily by dele- 
gation to others. What they do must be ratified by yOUTSClf That, 
Hudson, is the position as I see it.^^ 

The entire relationship between Imperial Airways and 
(^tas now required revision, following the House of Com- 
mons announcement on 11 November 1938 by the secretary 
of sute for air tiiat a new government-owned corporation was 
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proposed. Dismore, as assistant general manager of lAL, 

wrote formally to (^antas on iO May l050: 

The existing agreements made with Imperial Airways, a com- 
mercial company, are not altogether suitable to the new situation 
created by the formation of a State-guaranteed Corporation . . . 
We wish to negotiate with you on behalf of the Corporation a new 
permanent agreement to replace the existing Imperial Airways- 
Qantas Empire Airways agreement which, while being on as 
favourable terms as under the existing arrangements, would be 
free from the complexities of the existing coniraa. [Dismore 
enclosed a draft agreement} It provides in effect for maintenance 
of the status quo." 

(Sir Kingsley Wood, on 12 June 1939, put the British Over- 
seas Airways Corporation Bill before the House of Commons. 
It received Royal Assent on 4 August and provided that the 
new BOAC would officially take over from the older com- 
panies on 1 April 1940.) 

Imperial Airways' plan to extend the Empire Service to 
New Zealand had also, after much argument, come closer to 
achievement. The QEA board had, on 23 November 1938, 
approved the draft heads of agreement for a company to be 
formed involving the panicipation of Imperial Airways, QEA, 
and Union Airways, representing the governments of the 
three companies. Colonel Falla, in New Zealand, was the driv- 
ing force, sometimes too much so for McMaster. "There does 
seem an urge by Colonel Falla to act without consulting his 
partners on some vital matters", he wrote to Fysh on 20 May. 
"I do not wish Colonel Falla or any other partner to establish 
the principle that QEA is a minor consideration."" (The 
Australian government opposed the use of flying boats for the 
Tasman route on the grounds of economy but was outvoted." 
Goverimient enterprise was, throughout, heavily involved in 
the new organization. On the formation in New Zealand of 
Tasman Empire Airways Limited, with a share capital of 
£500,000, Union Airways, BOAC, and QEA took shares in 
the same proportions as the subsidy contributions of their 
countries — 39 f>er cent Union Airways, 38 per cent BOAC, 
and 23 per cent Qantas. Almost half the Union Airways shares 
were held by the New Zealand government, while BOAC 
became fully owned by the United Kingdom government in 
1940. It was a cumbersome arrangement requiring heavy sub- 
sidy and a monopoly on the route for survival.^" The outbreak 
of war was to delay inauguration of the service until 30 April 
1940.) 
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On Saturday 3 June 1939, just before four o'clock in the after- 
noon, Capt. P.G. Taylor took off from Rose Bay in the flying 
boat Guba for a remarkable survey flight across the Indian 
Ocean. Undertaken to explore the possibility ol an alternative 
ut route ftom Aimralui» as a defence precaution, Taylor cross- 
ed the cootineiit to Pon Hedbmd in Western Australia and 
then set out ibr Mombasa, Bast Atnot, ?ia Goods, Ch«gos» 
and the Seychelles. It was to prove a useful initiative. An 
Indian Ocean route by QEA, though not Trior's, was to 
become a vital wartime communications link for Australia, 
though far from Fysh's thouj^hts at the time. Possible com- 
petition, whether from the Dutch or Austrahan National Air- 
ways, and the ramifications of emerging new British policy 
bearing on the mdependence of Qantas were now concerning 
him. He wrote to Ivan Holyman at ANA on the need to avoid 
unnecessary competition and received complete and confi- 
dential asreement* 

I heartily ooncnr wsSi the views cip tt sseJ [wrote Holymm] that 
diere is no room for Australian National Airwqrt, Airlines <^ 

Australia and Qantas Empire Airways to be in competition for 
services which the Government may have in view; that is to say, I 
do not think we should submit quotations for any services that are 
operated by yoor Conqniqr St die piesem tiine, nor do I ddnk you 
. . . should submit quotations for routes covered by this Com- 
pany, wiihout first conlcrnng with each other. 1 think you can 
take it for granted that there will be no attempt by the Depart- 
ment to |day cither ANA (V AOA against yotindves» or vioe vena 
. . . Should at any time the Department approach us regarding 
routes that are at present covered by you, we will certainly advise 
you promptly and refrain from submitting prices unless we have 
your coocurrenoe» and no doubt you will act shnlhriy as regards 
our two rft ifi p w nif f I** 

It seemed a cosy understanding, as far as competition within 
Australia was oonoemed. EitefnaUy> there was a leasurring 
letter &om Thorby to Fergus McMaster. Though Thorby had 
been succeeded as minister for dvil aviation on 26 April by 

J. V. Fairbairn, he wrote: "I have had some personal conversa- 
tion with both the Minister for Civil Aviation and the 
Minister for External Aftairs regarding the application for the 
KLM to enter Australia. I feel very confident that Plesman 
will not accomplish his one desire, that is, to enter 
Australia."^' 

The vice<hainnan of Qpuntas Empire Airways, representing 
the interests of Imperial Airways* AE. Rudder, was made a 
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Companion of the British Empire in the June honours list. 
Fysh wrote to AlcMasier about it and received a sad, hand- 
written replv on 14 June. In regard to honours lor himscir, he 
told I vNh, he was human enough to appicLiatc an luiiumr 
from the Crown but, he wrote, "I question whether 1 would 
lake much interest in a CBE". McMaster said that he had 
heard in a roundabout way from Canberra thai both he and 
Fysh had been considered for honours. 

I have no doubt that vou eventually will be properly recognised. 
You have done jjood, soUd work for commercial aviation, and 
therefittc Sex Omunonwetlidi tviatkx^ wbkii metns so mudi for 
the ooumry and the Empiie. I do not know when t letter finm 

iOyone has so cheered me up so much as yours, and your 
reference to the work I have doriL- In a long inacii\'ity and illness 
such as mine it is impossible to avoid depressions and one leels 
that life at its best bat ii« been a flimsy buiblde. [My oofiei^^ 
ence from Sydnqr] seemed to indicate that I should make way for 
someone else . . . Mr Rudder's last letter seemed to me to indicate 
that my resignation would be welcomed ... 1 am anything but 
Strang but am getting moie into nocmal Strength and outlook eadi 
day, smoe the last severe attack.** 

McMaster, though he still had a long battle ahead of him, did 
not lack sympathy. Sir John Reitli, in a letter to Rudder, 
wrote: "How mudh I sympathiae with him in his enforced 
inaction.'''* Fysh wrote to him: **We miss you, and everyone 
is going to welcome you back to that renewed activity which I 
fed sure is coming."** 

Meanwhile Fysh and Sir John Reith were correspondine 
about issues of potential significance to the future independ- 
ence of Qantas and the relationship Ixtween the two airlines. 
Fysh wrote to Reith on 25 July 1939. 

Your letter shows a desire for the British Overseas AinA'ays 
G>rporation to take over Qantas Empire Airways operations with 
as little delay as possible, should this be agreed by the Common- 
wealth Government and Qsntas, for the sake of simplificarion of 
operations and a better service. But as yet you have not got to the 
point of putting up a case for this. (It was logical in principle and 
theory, but] under present circumstances it may not work out 
satisfectorily, in that centralisation of control in Londm wonkl 
probably have an adverse effect on the Australian service. It is 
self-evident that the actual operational results, both in landplanes 
and in tlying boats, have been more satisfactory on the Qantas 
Empire Airways sectkmdian on any odier. . .largely the result of 
the stria control of operations, as a Division dotdy ftmiliar with 
the section and quick with action to right wrongs . . . without 
reference to London. 
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Fysh lold Reith that though his views could not be taken as 
official, he was able to advise Reith reliably "after having had 
discussions with Rudder, McMaster, Loxton and the Minister 
for Civil Aviation, Fairbairn". The general keling m Aust- 
ralia, said Fysh, was diat the Imperial Airways service had not 
been comparable to the Dutch, but that the Qanta>K>perated 
section had hdd its own. **The ofBdal view out here mi^ 
well be *First set your own house in order* he wrote. He 
drew Retth's attention to the 1933 and 1937 agreements 
between lAL and Q£A in which the wiiole attitude had been 
one of equal partnership. "There was never anything to sug- 
gest absorption of the Qantas interest in the future . . . Now, 
in 1939, we are confronted by a suggestion that Qantas be 
absorbed, and at a lime when capital has but recently increas- 
ed and a new sphere of operations entered upon." The Qaiiias 
shareholders, he said, had invested their money on the basis of 
QEA holding an attractive fifteen-year ooatracQ QBA staff 
would provide pfobkms. Hie minister fiir dvil aviatkm, said 
I^rsh, had advised that this suggestion to absorb Qutas **waa 
news to him and that, even if proven desirable, would not be 
politically possible and might result in wrecking the Govern- 
ment". This, said Fysh, was also McMasier's view. He asked 
Sir John Reith to put the whole matter "on an official basis 
with QEA without delay" *'* Sir John, however, did not raise 
the issue directly with Qantas again, except to respond two 
months later: "I do not think there is much point in my argu- 
ing further for an Bmpire GNrporation, certainly not as things 
are now. It was thought that (^uitas mjglit find a wider field in 
greater permanency than now, and with all its traditions pre- 
served."" (Reith did, however, canvass the issue politically 
in London through the Australian high oommiasioner, SJA, 
Bruce, much to McMaster's annoyance.) 

The new director-general of civil aviation, A.B. Corbcit, 
now put tbrward his views to the minister, Fairbairn, on one 
issue that had always been central to government consider- 
ation of civil aviation — the carnage and cost of the mails. He 
brought to the question of whether or not there diould be t 
surcharge on airmails a logical habitof thought and a tucdnct 
manner of expression. In comments on the mterim report of 
the Ihtei^Dqpartmental Committee on Civil Aviation, Gorbett 
said that the opposing views expressed by repr e s e ntati ves of 
the Department of Civil Aviation and Treasury, on the one 
hand, and the Postmaster-General's Department, on the 
other, were "both based on grounds which appear to be 
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sound, according to the breadth of vision with which they are 
viewed". The majority view on the aboliiion of surcharge by 

the Commonwealth for first class mails on the Empire and 
Tasman routes (from Civil Aviation and I'reasury) was that it 
would involve a loss of revenue which was not justified in or 
by existing drcumstanoei. It was, siid Corbett, a finandal 
view and to diat extent was realistic and sound. The Post 
Ofioe **wich its traditional view of service to the public" held 
the view, he said, that the improved service was worth the 
cost. 

Costly mistakes had been made in the past, said Corbett, in 
the establishment of the Empire mail service "The position is 
that the flying boat service, on arrival at Darwin from 
England, lands the bulk of the mails and proceeds practically 
withoui loading to Sydney. On the return Sydney-Darwin 
route, similar conditions apply. This section of 2,384 miles is 
subsidised and is one sixth of the total distance firom Sydney to 
London.** The empty flying boats, argued Corbett, competed 
Sot passengers with Australian subsidized services, thus m- 
creasfaig internal subsidies "wfaik the Commonwealth pays 
two other companies some £50,000 extra subsidy for carrying 
these overseas mails via Darwin-Perth and Darwin- 
Adelaide". Either, he said, the flying boats should terminate at 
Darwin or they should, if the original intention was followed, 
bring the mails to Sydney where subsidized services between 
Sydney, Adelaide, and Perth were available. A mistake was 
made, he concluded, that could still be corrected. 

Corbett pointed out "that practically all the major costs of 
providing and maintaining air transport have been and will be 
paid for by taxpayers in some form or other'*. Mails carried by 
tar, he said, "confer benefit on certain individuals who have 
paid a surcharge, but the general public does not benefit . . . 
The abolititon of surcharge eventually is inevitable. To sup- 
port the present surcharge on air mail is to suppon a fidlacy.** 
The postal services, he pointed out. made a surplus on costs of 
£2,094,561 in the year ended 30 June 1938. The air service, 
however, carried mails nationally at a unit fee that incurred a 
loss. This loss plus 6 per cent on the capital invested is made 
good, he said, by government subsidy. 

It was dear that the new director-general was a man with 
firm views, though he was still something of an enigma to 
Qamas. Fysh had been asked by the department to carry out 
reorganization of the Qoncuiry-Norniamoa service in north- 
ern Queensland, but mi the bads of a six monddy contract. 
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His response, "that we see difficulty and undesirable feaiures 
in attempting to reorganise the Cloncurry-Normanton ser- 
vices for such a short period", drew criticism from 
McMaster.'* 

To be quite trank with \ ou, Hudson, your letter to the Director- 
General does not take ihe line I personally would have taken, but 
that it a matter cf opiiiioii and, moat prabaUy, you took tiie 
correa attitude. It is evidently the set wish of the Direaor- 
General that QEA should quote on a six months basis for 
Bhsbane-Daly Waters, including the Qoncuny-Normaoton ser- 
vice . . . Tbe reaaooing in your letter is abiolii^ sound, tmt he 
is the one calling for tenders, and I feel tfait you should fall in 
with his wishes. Personally, I would avoid conflict with the 
Director-General at the present time. He is an unknown tactor 
and might possibly be one of those petty characters who, having 
hid a diaagreaiKiit with a oomfMiiy, will be piqudioed in all 
tjme.^" 

McMastcr, though still unwell, now seemed on a steady road 
to feoomy and wdoomed his involvciiieot in Qmtas afiatn. 
He wrote to Fysh: 

To get a knock such as I got, which was almost fatal, takes a long 
tine to recover fifon. Apait fion that, I have had odier rather 

major attacks on my health ... I am fortunate, of course, in that 

the trouble is more physical than mental, and that I am able to put 
in a good lot of time at my desk. I do not know what would 

happen to me if I could not have that ickntkNn, fiv it is rdaii' 

tion to have something to do under dtese conditions. The objec- 
tive of the doaor seems to be to keep me as quiet as possible, and 
he does not give any assistance whatsoever towards my gaining 
any greater physicsl activity . . 

McMaster was certainly active in his correspondence. He 
wrote to QEA board member F.J. Smith about the implica- 
tions of the impending formation of the new British Ov erseas 
Airways Gorporatkm. ^knith, though represcating Imperial 
Airways on the QEA board» did not like directorships on 
behalf of particular entities.) Sniith replied: 

I quite agree with your views about QEA. The basic position now 
compared widi whitt it waa when die link was made wfah Imperial 
Airways has altered completely. I visualise that the new British 
Corporation might eventually wish to dominate the whole 
Empire service, and I quite understand your desire to "go 
warily**. I am not comfixrtable about my own poaitioa oo the 
Board; in fittt I never have been. As you know, I agreed to go on 
the Board as representing Imperial Airways at the earnest wish of 
Sir Eric Geddes. I was, at the time, representing Sir Eric on the 
Boaid of the Dmilop Rubber Company, and I Mt I could not wen 
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refuse. I would have resigned from QEA some time ago except for 
your own personal request for me to remain.*' 

Smith's perception that "the new British Corporarion might 
eventually wish to dominate the whole Empire ser\ ice" was 

shared hv McAlasicr and, once more, doubts rose in his mind 

about the frankness oi his Imperial Airways colleagues. With 
characteristic openness he wrote to Sir John Keith on 21 
August 1939. 

I deeply dislike the fact that this, practically my first letter to vou 
after my long illness, should be of a more of less contentious 
nature ... 1 have kept in touch with the position resulting from 
the adjustments between Dnperial Airways and the Uidted 
Kingdom Government, and I have been assured . . . that the 
Agreements and Contracts entered into between Imperial .'\ir- 
ways and Q.A.N.T.A.S. would be fully protected and honoured, 
bodi in the wofd and in the implied intentioo. I must admit, 
however, that I have been disturb^ by the Memorandum written 
by yourself, as Chairman of Imperial Airways, to the High Com- 
missioner of Australia, the Hon. S.M. Bruce, portion of which 
reads: "If this idea were to be approved, Q.AJ^.T.A.S. (at 
present a holding company for the Australian interest in Qantas 
Empire Airwavs] would presumably become active again and take 
over from QEA the internal services in Queensland and the 
Nonhem Territory at present operated by QEA." The paragraph 
quoted, and also other paragraphs in the Memorandum, could 
give the impression that, without proper consultation, negoti- 
ations were taking place in London to displace Qantas m the 
Empire organisation. I will not for personal reasons stand in the 
wajr of any reooottnictioii in the Empire's utteicsts . . . Whether 
fbll control of all mqor Empire Air Transport from one centre is 
sound or otherwise is a question where there could be a difference 
of opinion, but it would seem apparent, before Agreements and 
Contracts are broken and undennined, that the Services that defi- 
nitely require reorganising should be the first to receive attention. 
Centralisation of control is spectacular, but it is a question, if 
Empire shipping had been confined to one company and cen- 
tralised in London, whether British shipping would ever have 
gained the control of the seas, ^pping gidned its supremacy by 
individualism.^ 

To Hudson Fy8h» McAiasier wrote: **I consider Sir John 
wrong, as Chairman of Imperial Airways, in writing to Mr 
Bruce. In re-reading the Memorandum I have been more fully 
impressed with what cannot be considered other than an 
underhand method of negotiation. The reply thai he receiv- 
ed from his managing director was extraordinary in both its 
tone and content. "You asked me to reply by return mail if 
possible," wrote Fysh, "but I can hardly do this this morning 
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owing to the semi-emergency conditions under which we are 
workmg, and I think that you, yourself, would wish to put the 
matter on one side till the present crisis either blows over or 
comes to war. 1 will, therefore, not reply at length till the pre- 
sent suspense is over." It was a blunt refusal to McMaster, 
and an assertion that McMaster should not press the issue he 
had raised. His letter then oontiiiued: *'My leooUectioii is that 
Sir John informed me at once of his contact with Mr Brace, 
and that joa. can hardly take exception to Sir John's action to 
the extent to which you do ... I feel it was natural for Sir John 
to feel out the Australian Government and ourselves as he did 
... He made it very clear that if the Australian Government 
or Qantas did not wish for a change there would be no 
change." Fysh concluded in a tone thai was patroni/ing to 
McMaster and at the same time deferential in its reference to 
Imperial Airways. "We must also realise", he wrote, "that, 
after all, it is the United Kingdom which is paymg the lion's 
share of the cost, and that we are only operators here and have 
Uttle share in the big planning moves for the ftttuie of our own 
service.**^ It was the impatient letter of a man under great 
pressure of worry and work to a nuisance. It was a tone Fpk 
had never before used to his chairman and it otmtraated 
markedly with his August 3 letter: "We miss you . . ." 

McMaster's reply was remarkably subdued. "I took very 
hardly . . . your letter under reply", he wrote. "I feel sure that 
you did not wish the meaning to be taken out . . . that the 
ordinary reader would takes that is, that you would wish me to 
Step to one side as Chairman of QEA and Q.A.N.TJLS. Your 
sincerity and loyalty has been too dear over the last nineteen 
or twenty years for me to take those pengraphs ae they could 
be taken. However, I regret that you did write in stidi a way." 
McMaster then addressed himself tO the substance of the 
argument. "You will remember", he wrote, "that Mr Rudder 
wished definitely to keep Q.A.N.T.A.S. out of the Empire ser- 
vice, and to have the Australian interests represented by a 
*pup' company, registered in Sydney. If A4r Rudder could 
iiavc pushed Q.A.N.T.A.S. to one side he would have done so 
and ... I feel sure, if we follow his advice, he will gain hia 
objective under present conditions."^ Fysh, seemingly aware 
that he had gone too fiur, recanted and replied: **I am trying to 
do my best here at a very difficult time in the Company's 
history, perhaps the most difficult, and I am anxious to assure 
you of my full loyalty to yourself personally, i.e. bringing you 
into the vital, larger policy questions for advice and decision, 
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and on keeping llie orgaiusaiiun ulivc . . There was no 
real doubt, in this exchange, ofFysh's underlying loyally and 
affection towards McMaster. It was equally clear that he now 
saw himself, and justifiably, as bearing almost the ^^le 
bufden of leadership as the company's wanune role and 
organization faced fundamental review. Fysh wrote to 
McMaster a little later: "I realise what a tough and worrjring 
time you are having."^ 

Fysh was, of course, under immense strain as both the 
United Kingdom and Australian governments prepared for 
what now seemed an imavoidable war. On 1 September he 
went with Lester Brain to Melbourne and was rold of the 
government decision to form an RAAI-' squadron from four or 
five of the QEA flying boats OtVicial written advice was given 
to the company. They were also instructed that the service 
from Sydney to Singapore would cease.^* On 2 September 
1939, under instructions from the Department of Civil Avi- 
ation, Captain Crowther was recalled from Townsville in the 
Empire flying boat Champion and brought back to Sydn^. 
On 3 September, before the public announcement of the 
declaration of war on Germany, Fysh wrote to McMaster: 
"We are anticipating a commencement of hostilities at any 
time. Our position over a period, should war commence and 
last, is still obscure. There seems a chance at the moment that 
our organisation will become split and scattered . . . One of 
the most burning questions is that of ascertaining our new 
income and adjusting ourselves to it. As the Empire Mail Ser« 
vice will have ceased, we have got to find out where our 
revenue will come firom . . 

By 6 September it was judged that Italy and Japan would 
not enter the war and that Imperial Airways could continue on 
its route across the Mediterranean. The Empire Service was 
resumed from Sydney to Singapore though on a twice weekly 
(instead of three times per week) basis The Australian go\'ern- 
ment stipulated that five Empire ilymg boats should at all 
times be on the Sydnev-Sincnporo section, and available lor 
use by the RAAF if necessary.^ ( i he proposal to form an 
RAAF squadron firom QEA flying boats was abandoned.) The 
United Kingdom government, however, suspended the all- 
mails airmail principle and, to reduce mail volume, imposed 
an inclusive mail k6 of one shilling and three pence per half 
ounce from 6 September. The Australian government increas- 
ed its charge for outward mail to one shilling and six pence per 
half ounce from 5 September. On 20 September, two flying 

355 

CopyrighleO maieiial 



The Defeat ofDittaBce 



boats were handed over on charter to the Royal Australian Air 
Force — the BO AC boats Ccmaurus and Calypso, which were 
then in Sydney. (They went, after a rushed conversion for ser- 
vice at Rose Bay to No. 1 1 Squadron.) BOAC, in exchange, 
were given Coarong and Corio, which were placed under 
United Kingdom registration. 

The romantic era of peacetime flying boat services that had 
operated for only a little over one year was over. On the 
Sydney-Singapore seaion of the Empire route, in the first 
year of flying boat operations, Qantas had carried 4,900 
passengers. Freight carried had been limited by the heavy mail 
loadings but rose from 73,027 pounds (1937-38) to 183,839 
pounds (1938-39). In only nine months of flying boat opera- 
tion from 4 August 1938 the total mail carried, 307 tons, ex- 
ceeded by 85 tons total mail loadings of the previous lan<i^lane 
service over its finir years and seven months of operation. 
Each flying boat trip averaged some 1.36 tons of mail. Time- 
table regularity adiieved the flying boats was just on 94 per 
cent, and Qantas mamtained its international record of no 
injuries to passengers or flying staff. The 1939 Qantas Empire 
Airways balance sheet to 31 March, which included eight 
months of flying boat operation, showed a £44,330 profit on a 
capital of £523,000. (A dividend of 6 per cent plus a 2 per cent 

bonus was p.iid.)'^ 

Fysh now headed a QEA staff of 285. H.H. (George) 
Hannan* under Fysh as secretary and trafific manager, had 
Ivan Lawson as secretarial assistant and a total of 35 in his sec- 
tion. On a levd of equality in the organization with Harman 
was Lester Brain, as flying operations managier. Scotty Allan 
was diief pilot, with 10 captains and 10 first officers. There 
was a total of 43 in Brain's section. Arthur Baird* as works 

manager, controlled a staff of 1 14. His stores and spares sub- 
section was shared by the chief accountant's section of 46, 
under CO. Turner. The Brisbane-Daly Waters DH86 land- 
plane operations continued with J. Steward as station super- 
intendent and Eric Donaldson in charge of flying (including 
the Flying Doctor Service). There were 46 in this group. 
Fysh was paid a salary of £2,000, Brain £1,350 Onchiding 
£350 flying pay), Harman £1,000 and senior flying boat 
captains £1,255.*' 
McMaster advised Fysh on 4 September, 

You should endeavour to keep your orgnuudon together, 

whatever work it may be given to do Keep a careful account of all 
expenditure and loss of normal revenue. In so fiur as QEA is con- 
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oencd, there must be no deftulting or hanging bode if assistance 

!• asked» but t>e sure tliat tliOM responsiMe ^ aJoog lor tkat 
atsitmioe uc not ovO'^aKitcd. I wish to compliment youy 
yourself, in getting the extra engines out, and the overhaul base in 
readiness. This will be a big factor for QEA, and not only for 
Q£A but for Britain also. It is due to you personally that this 
work has been pushed on." 

McMaster s thoughts went back to the early Qantas, for Fysh 
had sent him a copy of an article he had written for the June 
1939 issue o( Shell Aviation Nen'i, and he coninieiiicd: 

You have given too much prominence to myself and not enough 
to yourself and Mr Templeion. We have to recognise that it was 
due to the free support ofTempleton right at the start that kept 
the movement alive. You yourself worked hard, and it was only 
through the determination of yourself and McGinness, with 
Templeton and a few others ol us. that the Company was able to 
carry on. Yourself and AicGinness worked under very stringent 
financial conditiom, and you have always been over^generous in 
any publidQr r^atding myself 

By 15 September, Fysh was able to tell Sir John Rdth: "We 
have now settled down to the new twice weekly flying boat 
service and I see no likelihood of disturbance by the Aust- 

ralian authorities unless Japan were to come in against us. Our 
poliqr here is directed towards keeping the Q£A organisation 
to^zerher, as long as by so doing the maximum service to the 
country is being rendered."'*^ 

The chairman's address, prepared by McMa^icr for the nine- 
teenth annual general mceimg in Brisbane of the original 
Q.A.N.TA.S. on 27 September 1939, summarized the posi- 
tion of the operating company, Qantas Empire Airwaya» as 
World War n began. Hie newly estabUsbed British Overseas 
Airways Corporation would, said McMaster, take over all the 
obligations of Imperial Aurways, including those under the 
intercompany agreement with QEA, and that agreement 
would be redrawn as between QEA and the corporation. The 
terms would be at least as favourable and would not in any 
way aflect the status of QEA. It was not known how the war 
would ailect the position. 

For QA.N.T.A.S., the holding company for Australian 
interests in Qantas Empire Airways, the year to 30 June 1939 
had seen, said McMaster, **the largest progressive move made 
by the old Company, through QEA". The paid up capital was 
increased to £264,500 by the issue late in 1938 of 193,681 
shares of £1 each as the Q.A.N.T.A.S. contribution to the 
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additional capital needed by QEA for the purchase of the fly- 
ing boat fleet. The QEA landplane service to Singapore had 
ceased and the Empire Fl\ ing Boat Service inaugurated under 
a fifteen-year contraa. QEA paid up capital increaMd to 
£523,000. The total Q J^.N.T^S. hoiding in QEA was now 
£261,500. QEA's general reserves stood at £30,000 and its 
obsolescence reserve at £90,144. During the year, the QEA 
fleet had flown a total of 1,707,060 route-miles and a total of 
5,461,986 passenger-miles. QJEA had just completed its own 
workshops at Mascot and engine overhauls were to begin in 
October, with some forty people employed there. The com- 
pany was sutTiciently self-contained to carry on if there should 
be a break in the route to England. 

"It would on my part amount to empty statements to try to 
give an opinion m to the extent to whidi the War is going to 
affect the operations or financial position of Qsntas Empire 
Airways**, wrote McMaster. "Whilst no feding of pessimism 
is in my mind, I csnnot give you any assurances. You can ftd 
confident", he concluded, "that the QEA executives and staff 
will stand firm by the Empire.**'' 
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Quitai Fleet: Aiicraft Owned and Operated, 1121-39 



Ailciift Type 


Regiatniioa 


CoMiracMr't 
NnoibcT 


AiRnftNmM 


AcquisUkm 


Dispoaal 


A?io9MK 


G-AUBG 


Dl 




30 Ian. 1921 


6 Nov. 1926 


BE 2E 


G-AUBF 


C6986 




18 Feb. 1921 


4 Dec. 1927 


Avro547 


G-AUCR 


547/1 




2 Mar. 1921 


27 June 1922 


DH4 


G-AUBZ 


F2682 




7 Mar. 1922 


Jan. 1928 


Aimtfoos 


G-AUCF 


H4561 




5 Sept. 1922 


12 Apr. 1923 


Whitwortfa 


O-AUCS 






Oct. 1923 


19 Dec 1924 


FK-8 


O-AUDE 


F4231 




5 Sept. 1«22 


13 Mar. 1924 


Biiilol F2B 


&AUEB 


4965 




28 Apr. 1923 


3 Nov. 1927 


DH9C 


G-AUBD 


M 




1 Nov. 1923 


24 .Mar. 1927 




G-AUBF 


87 




10 Nov. 1923 


22 Sept. 1926 




0-AUFM* 




Im 


S Feb. 1927 


21 Aug. 1928 


DH50A 


G-AUBR 


116 




26Sapt.l9a4 






VH-UER 




15 May 1928 


20 Apr. 1934 


DHSOA 


G-AUFA" 


1 


hu 


18 .Aug. 1926 


11 Mar. 1936 




VH-UFAC 






24 Aug. 1936 


6 Oct. 1936 




G-AUFWa 


2 




11 JaiKl927 


4 Dec 1930 




VH-UFW 












g-augdi 


3 




2 Aug. 1927 


27 July 1930 




VH-UGD 










VH-UJSa 


6 




22J.»n 1929 


July 1930 


DH60 Mo(h<l 


G-AUFJ 






22 Dec. 1926 


June 1929 




G-AUFL* 


3S2 




21 Mar. 1927 


Mar. 1929 




G-AUFR 


351 




21 .Mar. 1927 


Mar 1929 




G-AUFU 


275 




8 Apr. 1927 


Julv 1928 




VH-UFU 






9 Jan. 1931C 


14 Apr. 1932 




G-AUGH 


354 




12 Aug. 1927 


Apr. 1928 




VH-UGH 






1 June 1931C 


16 Nov. 1932 


DIUOGd 


VH-UGW 


834 




6 June 1929 


27 8qR. 1929 










11 June 1930^ 


5 Apr. 1937 
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Number 





VH-LIR 


894 




13 Feb. 1929 






VH-UJM 


966 




3 June 1929 






VHl'I.Q 


976 




13 Aug. 1929 


Apr. 1930 




VHl'LR 


977 




16 Aue 1929 


26 Nov 1929 


DH60M<1 


VH-INB 


1408 




22 Dec. 1929 


10 Apr. 1930 




VH-INF 


1407 




17 Mar. 1930 






VU'UOI 


1478 




17 June 1930 


16 Sqn. 1930 




VH-UOK 


14M 




19 June 1931 




VH-UOT 


1530 




26 Aug 






VH-UQV 


783 




13 Mar. 1933 


9 Mar. 1934 


DH30J 


G-AUHE» 


4 


Atalanta 


Mar. 1928 




VH-UHB 








3 Oct. 1934 




G-AUHl" 


5 


Hermes 


12 .May 1928 


4 Sepr 1928 




VH-l'LOa 


7 




3 Aug. 1929 


14 July 1935 


DH61 


VH-L'IB 


334 


Abollo 


Mar. 1929 


2 Feb 1935 


GtMiT Moth 


VH-yjc 


333 


Diana 


Mar. 1929 


22Jul]rl935 


DH80 


VHLPA 


2022 




29 Scot 1930 


9 lune 1937 


Puss Moth 


VH-LPQ 


2065 




24 Dec 1930 


7 Dec. 1933 


DH83 


VH-URI 


4064 




IS Feb. 1924 


30 Apr. 1952 


Fob Moib 


VH-USL 


4096 




29 June 1935 


1 Jan. 1938 




VH-UUS 


4044 




June 1942 


27 July 1943<' 




VH-UZC 


4048 




2 Feb. 1937 


27 July 1943* 




VH-UZD 








% Ckt 1040 


DH86 


VH-USC 


2307 


Catbtm 


13 Oct. 1934 


18 July 1938 


Commooufillh VH USD 




0*J»vQn€ 


June Irtjj 


9 Aug. 1938 


ClaM 


VH USE 


2309 


Sydney 


22 Jan. 1935 


20 Feb. 1942 




VHISF 


2310 


MMaurm 


7 Jan. 1935 


28 Sept. 1940f 




VHUSG 


2311 




15 Nov. 1934 


IS Nov. 1934* 




VH-UUA 


2306 


Aidaidi 


22 Jan. 1935 


14 Sept. 1938 


DH90 


VH-UTJ 


7562 




3 Get. 1940 


18 Oa. 1946 


Dnioiiflj 


VH-UXB 


7513 




23 Oct. 1936 


25 Ifch- 1047 


Saro A17 


VH-UNV 


17/2 




15 Oct. 1937 


5 Apr. 1938 


Cutty Sark 










Short S23 


VHABA 


S876 


Carpeniaria 


June 1938 


Aug. 1942 


Empire Ryiaf VH>ABB 


SS77 




18 Mar. 1938 


26 July 1940 


Boat 








23 July 1943 


11 Oct. 1944 




VH-ABC 


S849 


Coogtt 


Sept. 1938 


8 June 1940 




VH-ABD 


S851 


Corio 


Oa. 1938 


Sept. 1939 




VH-AB£ 


S851 




Sept. 1938 


Sept. 1939 




VH-ABF 


S878 


Coon 


20 Apr. 1938 


Aug. 1942 



Mmk The AnatrtBan ratter ofdvU aircraft waa introduced in 1921 fellwrint the Inte r na t l cBei Ccweatkio 

for the Regulation of .^erialNafigation which wa-s signed by many nationaen 13 October I9I9. Under this 
convention only one letter was uaed to denote nauonaliiy and all countfka of the British Empue uaed the letter 
G, followed by a hyphen and four letters. Australia was indicated bj the ktten AU fi)ll0«nag the bypben and 
thus all early airoaft of Qaotas start with the leners G-AU. 

In 1928 the Intcraatioaal CammiwioB for Air Navigation revised the synem and allecawid the primary let* 
im VH SO Australia. These letters were followed by a hyphen and three further letters. In msUqg the dMQfC 
the old r^istrstioo was followed as closely as possible, thus G-AUBG became VH-UBG. 

Where O, wUeh now stands for Great Britain only, features in this list after 1930^ it reftrs to aircraft 
opemed by Qantas but owned bjr an onanitation in (heat Britain. The aiicraft woe not tfansftned to the 
Austialian register. 

Ac qn irit iea and disposal daM do not always coincide with Aircraft Re|iMcr actko. Accurate acquiiiika 
dates are not available for many aircraft hence appnodmate dates are uaed. These may be date of a cc e p t an ce 
from the vendor (the tnieacquisitioo date), date rfarrival in Australia, or date ofafcesaioiiw the register. & 
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transfer or canccll iu i -t the reginntiiOa* 
'Built by Qaniai ai Longrcach. 
^^Chmge of Dime. 

^^Repurchased by Qantas. 

^anm acted as agents for de Havillands. Some of these aircral't were registered in Qanias's name only for that 
purpose and would not have Ibniied pan of ilie Qantaa fkct. Ptcaeot teaearch has not pennined aegrciMion of 

these aircraft. 

^Latcr modified to DII60X. 
Qn^iesacd by KAAF. 

ICnahed durisg ddivcry fligiht firom United Kingdom. 
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